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THE 

RAILWAY    REGISTER, 


THE  STATE  AND  PROSPECTS  OP  RAILWAY  AFFAIRS, 

AprEH  a  season  of  unexampled  excitement  and  speculation  in  Railway 
inrestments,  a  reaction  has  taken  place,  equally  remarkable  in  the  sud- 
denness of  its  approach,  and  in  the  pertinacity  of  its  continuance.  Thoso 
on] J  who  study  the  share  lists  can  form  an  opinion  of  the  extent  to 
which  tills  depression  has  gone,  and  of  the  effects  upon  the  pecuniary 
resources  and  expectations  of  individuals  which  it  must  have  occasioned. 
When  we  consider  that  in  the  course  of  the  six  months  from  March  to 
September  there  have  been  some  three  or  four  hundred  new  schemes 
ni  the  market,  all  at  premiums  of  from  £1  to  £6,  and  even  £10,  per 
ihare;  when  we  reflect  that  many  thousands  of  shares  in  each  of  tlieso 
schemes  have  changed  hands  at  those  prices ;  when  we  now  find  that 
vitb  few  exceptions  all  those  schemes  are  at  a  discount  of  from  10«. 
to  30#.  per  share,  we  may  form  something  like  an  idea  of  the  amount  of 
money  which  has  changed  hands  u]>on  this  class  of  scrip  alone.  Say, 
for  instance,  for  the  sake  of  illustration,  that  ten  thousand  shares  per 
company  have  been  sold,  at  an  average  premium  of  £2  per  share, 
tic  have  here  £20,000  worth  of  premiums  in  each  scheme,  and  mul- 
tipljing  this  by  300,  wo  have  a  gross  "tottle"  of  six  millions  sterling 
absolotely  thrown  away  by  various  individuals  in  the  community.  But 
this  is  not  all,  nor  nearly  all.  To  this  loss  of  premiums  upon  new 
projects  we  must  add  the  discount  to  which  they  are  all,  or  nearly  all, 
more  or  less  subject;  and  this  affects,  be  it  borne  iu  mind,  the  nominal 
value  of  the  whole  amount  of  capital  paid  up  upon  them.  Writers  in 
the  public  journals  have  been  ingeniously  calculating  the  amount  of  ca- 
pital which  will  have  to  be  paid  up  in  deposits  upon  the  several  new 
projects  which  have  come  forward  for  next  session.  It  has  been  even 
estimated  as  high  as  thirty  millions,  which  would  about  represent  the 
tenth  part  of  the  whole  nominal  capitals  of  these  schemes.  But  it  soon 
became  obvious  to  common  sense  that  this  was  an  exaggerated  view  of 
thccase,  and  that  nothing  like  this  amount  of  capital  could  or  would  be  sub- 
scribed upon  these  speculations  in  time  for  the  meeting  of  Parliament.  The 
turn  Las  since  been  variously  estimated ;  and  upon  the  whole  it  may  not  be 
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far  wrong  as  a  guess  to  put  eight  or  ten  millions  as  the  amount  of  deposits 
which  will  he  actually  paid  into  the  Bank  in  compliance  with  standing 
orders.  To  this  add  as  much  more  as  the  aggregate  of  capitals  of  com- 
panies not  fully  suhscrihed,  and  we  have  a  total  of  say  sixteen  or  twenty 
millions,  which  the  puhlic  have  put  out  of  their  pockets  in  the  way  of 
deposits  upon  new  schemes.  These  deposits  have  generally  heen  at  the 
rate  of  £2  or  £2  10«.  per  share;  and  considering  that  the  general  mass 
of  these  shares  have  gone  to  a  discount  of  say  one  half  per  share,  we  have 
a  total  depreciation  upon  deposited  capital  of  say  four  millions  of  money  ; 
making  a  total  upon  new  projects  of  ten  millions  sterling. 

But  it  is  not  merely  in  new  projects  for  next  year  that  the  puhlic  have 
laid  out  their  money  unprofitahly,  or  rather  that  their  nominal  capital  has 
depreciated  in  value.  The  lines  which  have  obtained  their  hills,  and 
whose  works  are  in  progress,  have  suffered  to  a  still  greater  extent,  be- 
cause their  prices  were  higher  than  those  of  their  younger  brethren  ; 
and  the  old  established  lines  themselves,  the  old  parent  stock,  paying 
their  5, 8,  and  10  per  cent,  dividends,  have  come  down  along  with  tiiem 
in  very  sympathy.  Let  us  see  to  what  an  astounding  extent  this  has 
taken  place ;  and  first  with  regard  to  some  of  the  once  most  popular 
lines  in  course  of  construction.  The  prices  have  been  fluctuating,  bat 
wo  wilt  endeavour  to  fix  a  just  medium  as  that  at  which  they  stood 
about  the  beginning  of  September  last — placing  in  juxtaposition  the 
prices  at  which  they  now  stand :  — 

Sept.  1845.  Dec]845.  LcMspershare. 

Aberdeen       ... 

Caledonian     . 

Chester  and  Holyhead     • 

Great  Southern  and  Western  (Inla 

Lancaster  and  Carlisle     • 

London  and  York  * 

Lynn  and  Ely         • 

L^nn  and  Durham 

Newcastle  and  Berwick  . 

Newry  and  Enniskiilen  • 

North  British 

Oxford  and  Worcester    . 

South  Wales 

Trent  Valley 
We  have  here  evidence  of  an  enormous  depreciation  in  the  nominal 
value  of  the  capital  distributed  amongst  a  large  portion  of  the  public. 
We  will  endeavour  to  make  a  guess  at  this  amount  of  depreciation  in 
fignrea.  The  total  amount  of  estimated  capital  of  the  lines  in  progress 
is  about  eighty  millions.  Of  this  sum,  say  twelve  millions  are  paid 
up  ;  and  to  this  add  the  premiums  which  they  bore,  being  on  an  average 
twice  as  much  again  ;  this  would  make  a  total  of  thirty-six  millions  nomi- 
nal capital  engaged  in  lines  now  in  progress.  These  premiums,  it  will  be 
seen,  have  suffered  at  various  rates,  as  from  £17  to  nothing,  £32  to  £10, 
£3  to£l.  Let  us,  for  the  sake  of  argument,  say  that  two-thirds  of  the 
premium  value  is  gone;  and  this  would  showa  loss  upon  the  nominal  valno 
of  this  description  of  investment  of  sixteen  millions.  We  need  hardly 
addy  that  if  the  holders  of  these  scrip  were  all  to  attempt  to  realize  at  the 
*  Wm  comidered  nearly  ia  the  same  light  as  baring  passed. 
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present  moment,  the  loss  tlicy  would  have  to  share  amongst  them  would 
be  mach  greater.  And  when  it  is  considered  that  many  of  them  are 
obliged  to  sell  some  of  their  shares,  or  other  description  of  property,  in 
order  to  pay  their  calls,  we  may  well  imagine  that  the  pecuniary  pressure 
spread  oyer  society  at  the  present  moment  is  very  considerahle ;  leaving 
it  not  to  be  wondered  at  that  not  only  the  established  paying  lines  have 
suffered  as  they  have  done,  but  the  public  funds  also ;  ex,  gr. 
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Wc  liave  as  yet  only  considered  the  depreciation  of  capital  invested  in 
British  railways ;  to  this  must  be  added  a  very  large  item  in  the  foreign 
account*  Indeed,  in  this  department,  the  loss  has  been  even  more 
signal  and  discouraging  than  that  upon  our  native  investments.  The 
contemplation  of  this  field  is  so  distressing,  that  we  Tinll  only  hurriedly 
mention  a  few  instances.  Lou  vain  and  Jemappe  have  been  as  high  as 
3  pm.,  they  are  now  2  discount ;  Namur  and  Liege  have  gone  frotii 
5  pm.  to  2  dis.,  Luxembourg  from  3  pm.  to  2  dis.,  Dendre  Valley  from 
3  pm.  to  2  dis..  West  Flanders  from  2  or  3  pm.  to  1  dis.,  Dutch  Rhenish 
from  7  to  2  pm.,  Jersey  from  3  pm.  to  \  dis.,  Overyssel  from  3  pm.  to 
3  dis.,  Royal  North  of  Spain  from  4  pm.  to  l|  dis.,  (indeed  of  this 
scheme  it  is  reported  that  after  spending  all  their  deposits  in  surveys,  it 
is  found  tliat  the  line  is  impracticable  across  the  Pyrenees).  Qreat 
Western  of  Canada  from  5  pm.  to  par. 

Upon  these  data  we  leave  to  others  the  task  of  calculating  how  much 
bard  cash  may  have  been  lost  by  the  public  upon  foreign  railway  specu- 
lations, in  addition  to  that  at  home,  since  the  last  summer.  It  will,  un- 
doabtedly,  amount  to  a  very  considerable  sum ;  and  though  it  may  be 
arerrcd  Uiat  in  great  measure  the  money  so  expended  has  been  derived 
from  surplus  or  saved  income,  we  arc  afraid  that  a  very  considerable  por- 
tion of  it  has  been  capital  actually  withdrawn  from  other  investments, 
and  placed  '^  out  to  interest"  in  these  speculations,  in  the  hope  of  deriv- 
ing mcreased  profits.  When  we  reflect  upon  this,  and  on  the  class  of 
persons  who  have  chiefly  been  liable  to  these  temptations,  we  cannot  but 
feel  that  a  very  wide-spread  distress  must  be  the  result,  from  which  the 
community  will  not  speedily  recover.  In  a  word,  the  public  have  been 
'*bit*'  so  severely  by  the  projectors  of  railways  during  the  late  mania, 
that  tliey  have  neither  the  means,  out  of  their  ordinary  resources,  nor, 
we  fear,  the  inclination  to  contribute  their  capital  for  the  prosecution 
eren  of  the  works  of  honA  fide  and  well-considered  undertakings.  Is  it 
not  kmentable  to  reflect  how  the  noblest  and  most  valuable  inventions 
may  thus  be  perverted  when  in  the  hands  of  designing  and  unscrupulous 
individuals;  how  the  public  advantages  and  pecuniary  profits  of  such 
lines  as  the  London  and  Birmingham,  Great  Westerui  and  others,  may 
be  countervailed  and  lost  upon  abortive  imitations ! 

Much  anxiety  has  been  expressed  as  to  the  manner  in  which  Parlia- 
ment is  by  possibility  to  get  through  the  enormous  amount  of  railway 
bosmess  with  which  it  is  threatened  in  the  coming  session ;  whilst  in 
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tl»c  city  the  cry  Las  been,  **  Where  is  the  money  to  come  from"  for  llie 
deposits  required  by  the  standing  orders  of  the  House  ?  We  alwa^'s 
considered  that  there  was  much  groundless  uneasiness  on  this  score. 
Alas !  for  the  projectors  of  the  twelve  hundred  new  schemes,  how  few 
of  them  will  get  through  the  various  prescribed  stages  before  arriving  at 
the  doors  of  Parliament, — how  few  of  them  will  succeed  in  passing  the 
first  ordaBJ  therein,  namely,  the  Committee  of  Standing  Orders, — how 
very  little  out  of  tJie  three  hundred  millions  nominally  subscribed  in 
these  undertakings  will  in  reality  be  called  for!  Probably  projects  to 
the  amount  of  eighty  or  a  hundred  millions  may  make  their  way  into 
the  House* — and  two-tbirds  of  that  amount  come  to  a  committee  of  me- 
rits ;  and,  arrived  there,  how  they  will  be  thinned  in  their  subsequent 
course, — how  they  will  be  scattered  and  lost, — only  those  who  know 
the  ways  of  Parliament  can  imagine.  In  fine,  with  all  the  terrible  long 
list  blazoned  forth  by  Mr.  Spackman  in  the  Times  before  us,  we  expect 
to  see  much  less  railway  business  actually  brought  before  Parliament  in 
the  ensuing  than  in  the  last  session,  and  of  that  a  much  smaller  propor- 
tion successful.  Whilst  upon  public  grounds  there  are  many  reasons,  in 
the  present  state  of  political  and  financial  affairs,  to  congratulate  the 
country  upon  this  prospect,  it  certainly  behoves  us  to  commiserate  with 
those  who,  joining  blindly  in  the  late  mad  speculation,  have  lost  heavy 
sums  of  money  upon  schemes  which  never  could,  and  perhaps  by  their 
projectors  never  were  intended  to  be  carried  into  effect.  Without  being 
alarmists  or  croakers,  we  must  say  that  the  late  rail  way  mania,  in  its  ex- 
tent and  application,  in  the  manner  in  which  it  was  excited  and  taken 
advantage  of  by  designing  persons,  amounted  to  a  positive  national  evil  ; 
and  that  the  attention  of  Parliament  ought  to  be  drawn  to  the  subject, 
with  a  view  of  protecting  the  public  from  such  a  system  for  the  future. 
It  is  equally  due  to  the  public  and  the  honest  railway  promoter  that  such 
interposition  should  take  place  in  their  behalf.  Before  discussing  the 
question  as. to  how  this  remedy  might  be  applied,  we  proceed  to  give  a 
few  instances  of  recent  occurrence  illustrative  of  the  manner  in  which 
the  poor  public  have  been  made  the  victims,  we  will  not  say  of  fraud, 
but  certainly  of  misplaced  confidence  and  fallacious  expectations. 

At  the  recent  meeting  of  the  Direct  London  and  Exeter  Company,  held 
on  Monday  the  15th  of  December,  the  following  statement  of  the  af- 
fairs of  the  company  came  out  in  the  course  of  the  chairman's  speech, 
and  the  official  reports  of  the  committee  and  engineer.  *'  The  company 
was  formed"  (that  is,  was  provisionally  registered)  "  on  the  19th  of  May 
last.  On  the  16th  of  November  the  allotment  of  shares  took  place." 
Why  this  six  months'  delay  took  place  we  are  at  a  loss  to  imagine.  The 
middle  of  November  was,  as  the  chairman— Sir  Brace  Chichester 
—  naively  remarked,  "  a  very  unpropitious  time,"  in  fact  a  time  when 
the  bubble  had  burst,  when  the  Bank  had  given  its  first  Avaruing  by 
raising  its  rate  of  discount,  and  when  to  pay  upon  an  allotment  would 
have  been  considered  absolute  madness,  and  was  ^vith  many  a  positive 
impossibility.  Yet  it  was  at  this  '^  unpropitious"  moment,  after  six 
months'  delay,  that  the  projectors  of  this  company  proceeded  to  call 
upon  the  public  to  subscribe  their  money  for  a  capital  of  three  millions, 
with  power  to  raise  a  fourth.  The  number  of  shares  was  120,000. 
Applications  had  been  made  for  400,000.  Yet  the  committee  only  al- 
lotted 61)000;  and  whbt  was  the  consequence?    Out  of  that  number 
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onlj  23,560  were  paid  upon,  the  amoant  realized  being  32,395/.  The 
sum  required  as  a  deposit  under  the  standing  orders  for  a  company  of 
this  Doniinal  capital  is  300,000/.,  consequently  in  the  middle  of  November, 
just  when  the  money  panic  was  at  its  height,  the  directors  of  the  Direct 
London  and  Exeter  had  about  a  tenth  of  what  they  required  to  take  them 
before  Parliament.  Wliat  rational  hope  could  they  have  had  of  raising 
the  balance  ?  And  having  no  such  hope,  how  did  they  proceed  ?  In- 
stead of  retiring  from  a  useless  contest,  and  winding  up  the  aflfairs  of  the 
company,  and  saving  at  least  a  portion  of  the  deposits  paid  by  a  few 
uafortanate  individuals,  they  still  persevered  in  all  the  extravagant  out- 
lay vhich  these  affairs  incur,  just  as  if  the  concern  was  in  the  firmest  and 
most  comfortable  position;  and  on  the  15th  of  December  the  following 
grsdfying  account  is  given  by  the  chairman,  to  the  subscribers,  of  their 
32,395/.  deposited: — 

''The  first  item  was  that  of  preliminary  expenses,  4,346/.  11^.  Se/.;  the 
next  item  was  that  of  engineering  and  sur^'cying,  which  amounted  to 
14,050iL;  and  the  law  expenses  were  8,791/.  The  advertising  expenses  were 
%iS3QL  ld«.  4d. ;  printing,  stationery,  ^c,  584/. ;  travelling  expenses,  236/. ; 
rent,  salaries  to  secretary  and  clerks,  657/. ;  and  miscellaneous  expenses, 
166i,  leaving  a  balance  of  492/." 

Say  in  round  numbers  500/.,  which  divided  amongst  23,000  shares  would 
pre  about  fourpence  three  farthings  to  return  per  share,  those  shares 
bafiog  cost  1/.  7s.  6d,  After  this  it  is  very  droll  to  hear  Mr.  Braith- 
waite,  the  engineer,  getting  up  to  address  the  meeting  in  such  terms  as 
these: — "  It  is  now  my pteasing  dtUy  to  congratulate  you  upon  the  result 
of  onr  labours  in  having  completed  the  surve3'S  and  sections  in  time  for 
deposit  with  the  clerks  of  the  peace  and  the  Board  of  Trade."  What 
follows,  however,  lets  out  the  unwelcome  secret  that  the  sections  and 
sanreys,  though  completed  in  time,  were  not  delivered  in  time.  "  Al- 
though," adds  Mr.  Braithwaite,  "  by  the  denial  to  us  from  the  Great 
Western  and  South  Western  Railway  Companies  of  special  tiains,  a  de- 
lay in  the  more  distant  deposits  occurred."  In  short,  they  were  not  de- 
posited by  the  prescribed  time  at  Exeter,  Sherborne,  and  some  other 
place,  and  consequently  the  standing  orders  have  not  been  complied  with. 
And  yet,  with  this  fact  staring  them  in  their  face,  the  secretary,  solicitor, 
and  engineer  of  this  company  would  fain  persuade  the  public  to  "  go 
on"  subscribing  their  money,  if  they  could  go  on  with  nothing  else. 

The  next  case  we  sliall  refer  to  is  that  of  the  Rugby,  Derby,  and 
Manchester.  The  history  of  this  scheme  is  worthy  of  remark.  It  af- 
fords a  striking  contrast  to  that  of  the  Direct  Exeter,  inasmuch  as 
although  its  shares  were  paid  upon,  and  sufficient  money  in  hand,  the 
plans  and  sections  were  not  such  as  the  engineer  could  congratulate 
cither  himself  or  the  shareholders  upon.  But,  first,  of  the  financial  state- 
ment. It  appeared  from  the  report  that  35,820  shares  had  been  allotted ; 
tliat  the  deposits  had  been  paid  on  30,600  shares,  producing  80,325/. ; 
tlrnt  out  of  that  amount  7,000/.  had  been  paid  to  Mr.  Blount,  the  en- 
gineer, and  5,911/.  to  Mr.  Brewer,  the  late  solicitor  of  the  concern ;  that 
the  company  had  at  interest,  at  Messrs.  Masterman's,  20,000/.,  and  at 
the  London  and  Westminster  Bank,  at  interest,  40,000/.,  and  4,340/. 
not  at  interest;  that  Mr.  Blount  claimed  a  further  sum  of  6,000/.,  and 
Mr.  Brewer  had  sent  in  bills  for  professional  charges  amounting  together 
to  9,638/.,  there  being  a  balance  still  due  to  him  of  3,7471. 
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With  respect  to  tLc  engineering,  for  which  the  moderate  sum  of 
13,000/.  was  charged,  we  have  the  following  account : — 

"  A  letter  was  then  read  from  Mr.  Hawksworth,  an  engineer,  who  had 
heen  appointed  hj  the  committee  to  go  over  the  line,  on  the  plans  and  sec- 
tions that  had  been  prepared  and  deposited  by  Mr.  Blount.  That  letter  de- 
scribed the  plans  and  sections  as  being  full  of  eirors  and  deficiencies,  the 
height  of  the  tunnels  required  being  stated  as  twelve  feet,  under  which  tun- 
nel no  locomotive  engine  could  travel ;  it  further  stated  th^t  the  tunnels, 
instead  of  being  collectively  but  one  mile  in  length,  would  be  very  nearly 
nine  miles,  and  that  the  cuttings  and  viaducts  could  not  be  executed  under 
a  cost  of  five  millions." 

And  upon  the  whole  line  the  works  it  was  found  would  cost  50,000/. 
a  mile,  such  were  the  engineering  difficulties.  In  short,  it  was  "  a  com- 
plete failure,"  and  the  plans  and  surveys  which  had  cost  13,000/.  were 
declared  to  be  worth  no  more  than  so  much  waste  paper.  Under  these 
circumstances  it  was  agreed  to  return  1/.  10«.  per  share,  out  of  2/.  10^., 
to  the  subscribers,  reserving  a  balance  of  some  5s.  or  7s,  per  share  for 
outstanding  accounts. 

When  Parliament  meets,  it  will  remain  to  be  seen  how  many  other  com- 
panies are  in  the  same  situation  as  the  above  two ;  whether  on  account 
of  the  irregular  and  incomplete  deposit  of  their  plans,  or  the  worthlessness 
of  such  plans  when  deposited.  It  is  too  obvious,  from  the  few  facts 
which  have  already  come  out,  that  the  boasted  deposit  of  the  plans  and 
sections  with  the  Board  of  Trade,  and  clerks  of  the  peace,  is  a  most 
fallacious  test  of  the  stability  and  real  working  character  of  the  schemes. 
There  is  no  preliminary  test  to  which  these  documents  are  submitted 
before  they  are  lodged  in  those  dcpai*tments,  and  therefore  no  security 
for  the  subscribers  and  the  public  that  they  are  really  \vhat  they  pretend 
to  be,  or  that  they  are  sufficiently  accurately  prepared  to  bear  the  most 
casual  inspection.  For  instance,  we  find  this  very  unfortunate  aflfair, — 
the  Rugby,  Derby,  and  Manchester, — included  in  the  published  list  as 
having  duly  deposited  its  plans ;  and  with  respect  to  these  plans  we 
have  afterwards  the  admission  that  they  are  only  so  much  waste  paper. 
How  many  more  may  stand  in  the  same  category  ? 

We  have  some  instances,  however,  in  which  new  companies  have  not 
even  gone  the  step  of  lodging  a  bundle  of  waste  paper,  but  who  have 
incontinently  thrown  up  their  enterprize,  leaving  the  public  to  ask  why 
in  common  decency  or  common  sense  they  ever  began  or  undertook  it. 
Of  these  there  are  three  which  have  become  somewhat  notorious  by  the 
conduct  which  they  have  pursued  towards  the  unhappy  individuals  who 
were  induced  by  their  vaunting  professions  to  come  forward  as  sub- 
scribers. The  names  of  the  Great  Manchester,  Rugby,  and  Southamp- 
ton, the  Great  Welsh  Central,  and  the  Brighton  and  Cheltenham  Di- 
rect, must  ever  be  memorable  in  the  history  of  "  Popular  Delusions." 

Somewhere  about  the  middle  of  August,  as  we  recollect,  there  being 
already  some  four  or  five  schemes  in  the  market  to  effect  very  nearly  the 
same  purpose,  "  the  Great  Manchester,  Rugby,  and  Southampton"  pro- 
ject was  announced,  with  a  long  and  ^influential  provisional  committee." 
The  public  eagerly  applied  for  shares,  but  for  some  unaccountable  reason 
they  were  not  allotted  until  the  first  day  of  the  gloomiest  November  which 
the  good  city  of  London  has  seen  for  many  years;  134,000  shares  were 
then  allotted,  and  only  4,490  paid  upou  at  two  guineas  each.     The  last 


THE  STATE  AND  PROSPECTS  09  BAILWAY   AFFAIBS.  7 

day  for  paying  these  deposits  was  the  7th  of  November,  and  on  the  8th 
the  committee,  according  to  the  secretary's  report,  being  '^  confident  that 
the  plans,  sections,  and  books  of  reference  would  be  ready  for  deposit 
Tf-ith  the  clerks  of  the  peace  and  the  Board  of  Trade,"  issued  a  circular 
to  the  allottees  who  had  not  paid  their  two  guineas  a  share,  inviting 
tbem  to  pay  a  ten  shilling  deposit;  and  this  circular,  duly  signed  ^'G.  J. 
Fairance,  Secretary,"  concluded  as  follows : — ''  I  am  desired  to  add, 
that  the  continued  progress  of  the  engineer's  department  is  so  satisfactory 
as  to  make  it  quite  certain  the  plans  will  be  ready  for  deposit  before  the 
29th  instant/'  To  this  invitation,  with  this  assurance  annexed,  the 
allottees  of  1,515  shares  responded,  adding  757^.  lOs.  to  the  funds  of 
the  concern.  On  the  20th  of  November,  however,  "  it  w<u  found  that 
the  deposit  of  plans,  &c.,  couM  not  be  made.  The  committee  dis- 
covered  that  they  had  been  deceived,"  and  had  been  the  innocent  means 
of  deceiving  the  public,  and  doing  them  out  of  their  money  on  a  worth- 
less pretence.  What  did  they  do,  then  ?  Did  they  offer  to  make  atone- 
ment to  the  public  for  the  wrong  they  had  done  them  ?  Did  they 
confess  their  incompetency  and  ineSiciencv  for  the  task  they  had  under- 
taken, and  retire  with  dignity  from  a  field  they  were  not  able  worthily 
to  occupy  ?  Quito  the  contrary.  They  sent  out  another  circular,  in 
which,  without  informing  the  allottees  of  the  discouraging  ^'  discovery  " 
which  they  had  just  made,  they  proposed  to  receive  a  sort  of  preliminary 
deposit  of  2#.  per  share,  instead  of  10».,  which  was  instead  of  21,  2«. 
At  this  moderate  rate  5,280  shares  were  paid  upon,  making  the  sum 
of  52SL  The  total  amount  screwed  out  of  the  public  in  these  various 
sums  appears  to  have  been  10,705^.  5$.  How  this  was  expended,  and 
how  for  it  has  fallen  short  of  the  requirements  of  the  concern,  is  thus 
stated  in  the  accounts  furnished  at  the  general  meeting,  held  on  the  17th 
of  December.     The  first  item,  by  the  way,  is  rather  indefinite  i— 

^  Paid  for  varioiu  matters  connected  with  the  progress  of 

tho  company        ......  £4,300 

Paid  Mr.  Giles         ......  3,700 

Bills  come  and  remaining  to  be  discharged           .            .  8,000 

Sundry  other  expenses  not  yet  ascertained,  say    .           .  1,000 

Total  liabilities      .  .  .     17,000 


Showing  a  deficiency  of     .  .  .  .  •        6,300 " 

Upon  this  state  of  affairs,  Mr.  Moon,  one  of  the  managing  committee, 
makes  the  following  remarks  : — 

**  Now,  as  it  would  be  most  unreasonable  that  those  who  had  paid  the  two 
guineas  deposit  should  have  to  bear  all  that  loss,  and  as  it  was  at  least  de- 
sirable to  pay  them  a  guinea  back,  that  would  take  off  4,714/.  lO^..  leaving 
but  6,000/..  and  show  an  actual  deficiency  of  1 1,(KX)/.  If  the  whole  of  the  appli- 
cants for  snares  were  to  pay  up  20s.  on  each  share,  the  debts  would  be  easily 
paid  off,  and  1/.  retumea  on  each  share  to  those  who  had  paid  two  guineas; 
Dut  to  get  them  to  do  to  was  the  questiofi'^ 

^^  That  is  the  question"  indeed.  How  to  make  people  pay  largo  suras 
of  money  which  they  are  neither  legally  nor  morally  bound  to  pay,  is 
indeed  a  problem  in  the  modern  philosophy  of  '^  raising  tlie  wind."  The 
Great  Manchester  Company,  however,  resolved  to  attempt  it.     In  the 
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first  instance  tlicy  sent  a  circular  to  tbe  allottees,  which  cxtraonlinary 
document  ran  as  follows  :— 

"  No.  1,  Royal  ExchaE;5e-buildings,  London,  Dec.  2,  lP4o. 

"  Sib, — Your  application  for  shares  in  this  company  having  been  submit- 
ted to  the  committee,  they  allotted  you  shares,  as  set  forth  in  tho 
letter  of  allotment  addressed  to  you  in  common  with  the  other  applicants, 
on  the  1st  of  November  last.  Since  it  does  not  appear,  on  referring  to  tho 
bankers^  returns,  that  you  have  paid  the  deposit,  and  fulfilled  the  other  con- 
ditions you  undertook  to  do,  I  have  to  inform  you  that  you  arc  hdl  rtv/>o«- 
sibk  for  the  full  amount  of  such  deposit  of  2/.  ts.  per  share  ;  I  have  further 
to  inform  you,  that  the  only  way  by  which  you  can  be  rclkoed  from  your  re- 
sponsibility to  this  company,  is  bv  payment,  on  or  before  the  8th  of  Decem- 
ber instant,  of  two  shxUimjsper  sharey  to  any  of  the  undermentioned  bankers, 
who  will  fill  in  the  receipt  at  the  foot  hefeof. 

'*  I  have  the  honour  to  be,  Sir,  your  very  obedient  servant, 

"  G.  J.  Farrahce,  Secretary." 

Now,  before  proceeding  to  tlie  consideration  of  tlie  moral  bearings  of 
this  demand,  let  us  first  consider  tho  accuracy  of  the  financial  statement 
it  is  coupled  with.  Mr.  Moon,  the  managine  committee-man,  whom  we 
have  just  quoted,  says  that  1/.  a  share  all  round  would  be  required, 
which  is  obviously  an  exaggeration,  as  it  would  give  134,000/.  to  meet 
17,000/.  Two  shillings  a  share,  supposing  it  paid  on  all  the  allotments, 
the  surplus  being  returned  as  Mr.  Moon  proposes  to  those  who  have 
paid  the  larger  deposits,  would  only  give  13,000/.,  which  would  still 
leave  a  deficiency  of  4,000i.  at  the  present  moment,  very  nearly  what 
is  now  existing ;  and  how  would  tho  managing  committee  deal  witli 
that  ?  We  are  almost  tempted  to  question  which  is  the  object  upper- 
most in  the  minds  of  the  managing  committee  in  urging  this  two  shilling 
screw,  the  return  of  the  larger  deposits  to  the  unlucky  payers,  or  the 
making  up  their  own  deficiencies.  But  whichever  it  be,  we  apprehend 
that  they  have  neither  law  nor  equity  on  their  side  in  the  demand. 

Upon  the  face  of  their  circular  we  are  impelled  to  ask,  how  con  a 
man  ''responsible"  for  two  guineas,  be  absolved  from  that  responsibility 
by  the  payment  of  two  shillings  only  ?  And  upon  what  pretence  is  this 
smaller  sum  demanded  ?  The  applicant  for  shares  in  his  letter  con- 
tracts to  pay  a  deposit  of  two  guineas  a  share,  believing  that  to  be  an 
adequate  sum  to  carry  out  tho  first  purpose  of  the  company,  namely, 
the  obtaining  of  an  Act  of  Parliament.  But  he  would  not  have  been 
willing  to  pay  a  deposit  of  2«.  per  share,  which  he  must  have  known 
would  not  sufiice  for  any  useful  purpose.  If  the  applicant  is  bound  at 
all  to  the  other  subscribers  to  the  undertaking,  he  is  bound  (and  they 
equally  bound)  to  the  full  extent  stated  in  his  compact,  and  he  and  they 
can  only  be  relieved  from  it  by  mutual  agreement.  There  is  no  other 
means  by  which  such  a  partnei-ship  or  compact  could  be  abrogated.  Tho 
Ilegistration  Act  enacts  that  the  shareholders'  deed  shall  contoin  a  clause, 
providing  for  "  the  duration  of  the  company,  and  the  mode  or  condition 
of  its  dissolution  ;"  but  this  cannot  be  held  to  bind  those  who  have  not 
signed  it.  The  only  course  by  which  a  company  can  be  dissolved,  and 
its  intended  undertaking  abandoned,  would  be  by  summoning  a  general 
meeting.  But  the  Act  does  not  enii)o\vcr  companies  to  hold  general 
intetings  until  after  complete  registration  ;  and  before  a  company  can  be 
completely  registered,  the  following,  amongst  many  oilier  matters,  must 
have  been   di  ne :    ^^  the   deed    of  scttlemeut  must  bo  signed  by  at 
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leest  one-fourth  in  number  of  the  persons  who,  at  the  date  of  the  deed, 
baTc  become  subscribers,  and  who  shnll  hold  at  least  one-fourth  of  the 
maximum  number  of  shares  in  the  capital  of  the  company."  Now  tliis 
has  not  been  the  case  with  the  Great  Manchester  Company  ;  only  4,490 
siiarca  baring  been  fully  paid  up  out  of  130,000,  and  a  great  number 
of  the  holders  of  those  shares  have  not  been  permitted  to  sign  the 
deed.  This  company,  therefore,  is  incompetent  to  act  as  an  incorporated 
company,  nor  arc  its  acting  members  in  any  other  position  than  that  of 
ordinary  partners. 

The  question  then  remains,  whether  a  body  of  persons  so  circum- 
stanced (which,  by  the  way,  is  the  case  with  the  promoters  of  the  Great 
Welsh  Central  and  many  others)  can  proceed  in  any  way  against  the 
non-paying  allottees  of  shares  to  compel  them  to  specific  performance  of 
their  contracts.  We  aver  at  once  that  there  is  no  doubt  but  they  can 
do  80  by  a  bill  in  Chancery,  provided  they  can  show  that  they  and  all 
other  allottees  arc  ready  and  willing  to  fulfil  all  their  part  of  the  contract 
according  to  tlie  terms  of  it,  to  be  gathered  from  the  prospectus  of  tlie 
project  and  the  letter  of  allotment. 

*'  Let  us  suppose,"  says  a  contemporary,  the  Railteaij  Examiner ^  "  a 
suit  commenced  under  such  an  apprehension  of  the  bearings  of  the  case. 
One  unfortunate  allottee  is  singled  out  from  the  mass,  and  the  terrors  of 
CLancery  let  loose  upon  him.  He  answere, — '  I  proposed  to  take  one 
hnndred  shares  out  of  one  hundred  thousand,  for  a  certain  undertaking ; 
—I  am  ready  to  do  so; — but  where  are  the  other  ninety-nine  thou- 
and  ?  I  proposed  to  enter  into  a  limited  partnership  with  others, — 
where  are  those  who  were  to  form  it  ?  Where  are  the  rest  of  the  part- 
ners? Where  are  the  rest  of  the  allottees  of  shares  ?  We  are  all  part- 
Dcra, — we  are  all  in  the  same  case,-— and,  in  virtue  of  the  known  rules 
of  equity  practice,  I  will  file  a  bill  of  discovery  to  know  the  names  of 
every  other  applicant  for  shares,  to  whom  shares  have  been  allotted, 
with  a  view  afterwards  of  moving  to  amend  the  plaintiff's  bill,  by  in- 
cluding them  all  as  parties.'  We  apprehend  that  tins  is  a  fair  statement 
of  tiie  equity  of  such  a  case ;  and  the  wide  spread  confusion  and  ruin  to 
which  it  would  lead  would  be  too  great  for  the  wholesome  principles  of 
law  or  equity  to  tolerate," 

The  managing  committees  of  these  abortive  projects  appear  to  have 
overlooked  the  fact,  that  there  is  a  very  material  distinction  between  the 
responsibility  of  a  promoter  of  a  company,  and  a  subscriber  to  it ;  yet 
this  distinction  is  clearly  admitted  in  common  practice,  and  by  the  pro- 
visions of  the  statute  alreatly  referred  to.  In  the  explanatory  clause  of 
this  Act,  we  find  the  following  definitions :  — 

"  The  expression,  '  promoter,'  or  '  promoter  of  a  company,'  to 
apply  to  evertf  person  acting  by  whatever  name  in  the  forming  ami 
^ttablis/nnp  of  a  company,  at  any  period  prior  to  the  company  obtaining 
a  certificate  of  complete  registration : 

"  The  word  *  subscriber'  to  mean  any  person  who  shall  have  agreed 
in  Kriling  to  take,  or  have  taken  aiiy  shares  in  a  proposed  company  or 
in  a  company  formed,  and  who  shall  not  have  executed  tlio  deed  of 
settlement,  or  a  deed  referrin*:  thereto  :• 

"  The  word  '  {shareholder*  to  mean  any  person  entitled  to  a  shar^  in 
a  company,  and  who  has  executed  the  deed  of  settlement,  or  a  deed 
referring  thereto." 

There  ia  in  these  three  definitions  a  marked  distinction  between,  Ist, 
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those  who  act  in  the  first  instance  "  in  forming  or  establishing  a  com- 
pany;" 2ndly,  those  who  '^  have  agreed  to  take  shares  in  a  proposed 
company^  or  in  a  company  formed  ;'*  and  3rdly,  those  who  are  entitled 
to  shares,  and  have  signed  the  deeds.  There  is  no  doubt,  in  our  mind, 
that  the  legislature  contemplated  the  case  of  companies  proposed  to  be 
formed,  and  not  being  formed,  as  altogether  different  from  that  of  a  com- 
pany formed, — and  that  parlies  '^  agreeing  to  take  shares "  in  a  com- 
pany "  proposed  to  be  formed,"  do  so  contingently  only  upon  the 
company's  being  formed,  and  that  not  being  so  formed,  the  agreement 
does  not  take  effect.  The  promoters  not  being  able  to  fulfil  their  part 
of  the  contract,  namely,  to  deliver  "  the  shares,"  the  subscriber  is  not 
entitled  to  pay  for  what  he  is  not  to  receive.  The  following  passage 
from  Chitty  on  Contracts,  p.  244,  elucidates  this  distinction,  and  by 
what  act  on  the  part  of  the  subscriber  it  may  be  invalidated  : — 

"  It  may  be  laid  down  generally,  that  if  a  subscriber  or  member  inter- 
fere, and  appear  to  the  world  to  be  interested  as  a  partner,  by  attending 
meetings,  becoming  director,  or  acting  as  one,  or  giving  orders,  by  being  a 
party  to  resolutions  for  them,  drc,  he  becomes  responsible,  as  ^  partner  in 
the  companjr,  to  the  creditors  thereof,  although  the  company  originated  in 
fraud,  to  which  he  was  not  privy,  or  ne  has  not  become  an  actual  partner, 
by  signing  the  reauired  deed,  &c. ;  or  the  company  has  never  been  actually 
and  finally  formea,  or  has  been  abandoned  or  become  insolvent." 

It  is  not  our  province,  nor  have  we  space,  to  go  into  more  detailed 
argument  of  this  interesting  subject.  We  may,  however,  refer  to  tho 
recent  case  of  Wood  v,  the  Duke  of  Argyll  (Scott,  N.  R.  885),  whero 
the  defendant  was  sued  by  a  creditor  to  a  company  which  had  become 
insolvent,  as  a  partner  or  shareholder  in  it ;  but  it  being  proved  that 
the  proposed  capital  of  the  partnership  in  which  the  defendant  agreed 
to  take  a  share  had  not  been  raised,  it  was  held  that  he  was  not  a 
partner,  and  got  a  verdict  accordingly.  In  fact  the  company  proposed  to 
be  mado  was  not  made,  and  the  intending  shareholder  was  not  implicated 
in  it  or  its  liabilities  in  any  way.  We  need  hardly  add  that  if  such 
intending  shareholder  is  not  liable  to  the  creditors  of  the  partnership, 
he  cannot  be  liable  to  the  promoters,  for  it  is  only  to  pay  the  liabilities 
of  the  concern  that  the  promoters  can  demand  his  contribution,  and 
not  for  their  own  use  and  enjoyment.  We  conclude  this  portion  of 
our  subject  by  quoting  a  passage  from  Mr.  Lewis's  little  volume,  ^^  On 
the  Liabilities  of  Promoters,  Shareholders,  &c.,"  from  which  it  appears 
that  subscribers  to  inchoate  companies  are  not  liable  to  pay  their  depo- 
sits, but  may  demand  them  back  if  they  should  have  paid  them  pre- 
vious to  the  discovery  of  the  failure  of  the  scheme : — 

"  The  general  rule  is,  that  in  the  absence  of  any  agreement  on  the  sub- 
ject, if  the  project  fail  to  become  a  company  from  lack  of  subscribers,  or 
by  reason  of  its  abandonment,  whether  for  good  or  bad  reasons,  or  from 
the  mismanagement  or  wilful  misconduct  of  the  projectors  or  managing 
body, — in  every  such  casfi  the  subscribers,  who  are  not  themselves  parlies  to  the 
cattse  of  failure,  are  entitled  to  a  return  of  all  their  deposits  free  of  all  deduo- 
tion.  ....  In  short,  tho  position  of  a  subscriber  before  the  complete 
formation  of  a  company,  is  similar  to  that  of  a  person  proposing  to  become  a 
partner  in  an  ordinary  partnership, upon  certain  terms  being  complied  with."* 

•  Whilst  this  article  has  been  in  process  of  writing,  the  Great  Manchester  people 
have  announced  a  threat  of  advertising  all  those  who  do  not  pay  up  their  two  shillings 
per  shaft  <*  as  defaulters."    Beware  of  the  law  of  libel,  gentlemen ! 
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The  case  of  the  Great  Welsh  Central  concern  is  very  similar  to  that 
of  the  Great  Manchester,  &c.,  with  this  additional  feature  of  aggrara- 
tioD,  that  the  concoctors  of  it,  without  even  youchsafing  the  pretence  of 
a  public  meeting,  without  suhmitting  a  single  item  of  account,  holdly 
denaand  four  shillings  a  share  as  a  compromise  from  all  allottees.  Why 
if  soch  a  proceeding  were  to  be  tolerated  for  a  single  moment  there 
Toald  he  no  end  to  it !  Any  set  of  swindlers  might  put  out  a  pro- 
spectus, get  applications  for  shares,  allot  them  plentifully,  and  then 
^niptly  winding  up  the  affair  which  never  had  any  existence  except 
upon  paper,  call  upon  the  public  to  pay  any  amount  in  their  own,  the 
said  projectors',  discretion.  Railway  robberies  would  then  be  a  more 
tenible  feature  of  the  times,  than  the  highway  robberies  of  former 
days. 

The  history  of  Brighton  and  Cheltenham  Direct  abortive  scheme 
presents  a  remarkable  incident,  which,  if  supported,  affords  matter  for 
alarm  to  all  who  have  a  shilling  invested  in  a  railway  project.  The 
ihiag  was  proposed  in  the  usual  way,  and  partially  paid  upon ;  it  was 
dien  abandoned,  those  who  had  paid  their  money  not  being  allowed  the 
satisfaction  of  receiving  scrip  in  exchange.  An  earnest  redamation^  as 
the  French  call  it,  was  raised  by  the  unfortunate  payeeSi,  who  called 
loadly  for  the  return  of  their  moneys.  At  first  this  was  resisted  in 
iUo^  but  eventually  conceded,  with  a  deduction  simply  of  ten  shillings 
per  share  for  '^  preliminary  expenses."  This,  though  a  pretty  swinge- 
ing contribution,  was  agreed  to  by  the  subscribers,  who  were  but  too 
bappy  at  the  prospect  of  getting  back  anything.  Two  days,  however, 
before  the  appointed  Lday  for  refunding,  their  cheerful  hopes  were 
dashed  by  receipt  of  the  following  circular  : — 

"  34,  Moorgate  Street,  Dec.  13,  1845. 
**  Sir, — It  is  with  much  regret  I  have  to  inform  you  that  one  of  the 
allottees  of  shares  in  the  above  railroad  has  this  day  served  the  directors 
vith  notice  of  his  intention  of  filing  a  bill  against  the  company  to  restrain 
them  from  parting  with  the  funds  in  their  hands  ;  and  that,  therefore,  the 
return  of  tne  deposits  as  proposed,  until  a  withdrawal  of  such  notice  is 
procured,  is,  of  necessity,  postponed. 

"  I  am,  Sir,  your  obedient  servant, 

"  Frederick  Penny,  Secretary." 

We  will  not  for  a  moment  question  the  bona  fides  of  this  communi- 
cation, nor  the  sincerity  of  Mr.  Penny's  "  regret "  at  the  unexpected 
anUreiemps,  Only  imagine,  however,  how  such  a  precedent,  if  followed 
by  needy  and  unscrupulous  men,  might  lead  to  collusion  and  fraud  upon 
the  public.  Suppose  an  abortive  scheme  in  which  has  been  wasted 
50  per  cent,  of  the  subscribed  capital  of  the  allottees.  One  ill-con- 
ditioned allottee  determines  ^'  to  go  the  whole  hog,"  and  to  waste  the 
remainder  in  law  expenses ;  and  the  rest,  including  a  reluctant  solicitor, 
arc  bound  to  submit. 

But  enough  of  these  examples ;  they  do  not  illustrate  a  tithe  of  the 
various  mediods  of  loss  and  disappointment  to  which  the  good-natured 
public  have  been  subjected  during  the  late  railway  mania,  nor  a  hun- 
dredth part  of  what  we  apprehend  they  will  yet  have  to  submit  to. 
They  afford  enough  evidence,  however,  of  an  unwholesome  state  of 
tiuugs  requiring  a  remedy ;  and  to  the  nature  of  thnt  remedy  we  shall 
now  briefly  apply  ourselves.     It  is  necessary  to  the  well-being  of  sound 
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and  bond  fide  railway  enterprise,  that  the  public,  who  aro  to  support  and 
])ay  for  it,  sliould  no  longer  be  liable  to  have  their  moans  diverted  into 
delusive  channels. 

The  Act  of  1 844,  "  For  the  Registration,  Incorporation,  and  Regu- 
lation of  Joint  Stock  Companies,"  was  passed  for  the  purpose  of  pro- 
tecting the  public  from  frauds  which  had,  from  time  to  time,  been 
practised  pretty  extensively  by  men  of  straw  under  semblance  and  pre- 
tence of  being  "  a  company."  The  registration  of  the  promoters'  names, 
and  of  the  acts  and  documents  of  the  concern,  have  cut  away  a  good 
deal  of  the  ground  upon  which  frauds  used  to  spring  up  like  mush- 
rooms, by  giving  a  remedy  against  certain  ascertained  persons.  But 
the  Act  is  still  defective  in  leaving  much  too  wide  a  latitude  of  power 
with  companies  "  provisionally  registered,"  which  are  in  fact  not  com- 
panies at  all,  not  having  any  responsible  directors  or  officers.  The  Act 
only  partially  applies  to  railway  companies,  and  in  the  following  observ- 
ations we  shall  restrict  ourselves  to  that  description  of  speculation. 

Before  provisional  registration  three  matters  only  are  essentiaUtf  neces- 
sary to  be  certified  at  the  Registration  Office ; — namely,  ^'  the  proposed 
name  of  the  intended  company," — "  the  business  or  purpose  of  the 
company,"  and  ^^  the  name  of  its  promoters,  together  with  their 
respective  occupations,  places  of  business,  (if  any,)  and  places  of  resi- 
dence." There  may  bo  only  one  promoter ;  and,  in  many  cases,  there 
are  not  more.  Moreover,  if  there  are  more  than  one  promoter,  and 
amongst  them  many  respectable  names,  they  are  only  upon  equal 
terms  with  others  about  whom  they  know,  perhaps,  nothing ;  Uiey  are 
associated  as  partners,  and  as  partners  can  have  no  remedy,  except  at 
equity,  against  any  of  their  colleagues  for  the  most  wholesale  and 
glaring  malversation  of  the  funds  of  the  concern.  Yet  it  is  to  an  inse- 
cure, J  rresponsible  concern  like  this,  that  the  Act  of  Parliament  gives 
f)ower  to  do  the  following,  amongst  other  things ;  to  open  subscription 
ists,  to  allot  shares  and  receive  deposits,  "  by  way  of  earnest  thereon," 
and  to  "  perform  such  other  acts  only  as  are  necessary  for  constituting 
tlic  company,  or  for  obtaining  an  Act  of  Parliament."  They  are  not 
allowed  to  receive  more  than  10«.  per  100/.,  except  in  the  case  of  rail- 
way companies,  where  they  may  receive,  in  addition,  the  sum  necessary 
to  comply  with  the  standing  orders,  namely,  10/.  per  cent.  They  are 
not  allowed  to  make  any  calls,  to  purchase  or  hold  lands,  nor  to 
"enter  into  any  contracts  for  any  services,  except  such  as  are  necessarily 
required  for  the  establishment  of  the  Company,"  except,  in  the  case  of 
railways,  "  contracts  for  services  in  making  surveys  and  performing 
all  other  acts  necessary  for  obtaining  an  Act  of  incorporation." 

But  for  the  last  passage  of  this  clause,  promoters  of  railway  com- 
panies would  have  no  power  to  engage  in  any  description  of  expenditure, 
except  that  necessary  for  establishing  the  company,  as  advertising,  pay- 
ing a  clerk,  and  so  forth ;  they  would  certainly  not  have  the  power  to 
engage  an  engineer,  nor  probably  a  solicitor,  those  wholesale  devourers 
of  deposits.  It  is  very  doubtful,  indeed,  in  our  opinion,  whether  the 
plans  and  sections,  though  necessary  to  ho  deposited  towards  obtaining 
an  Act  of  incorporation,  are  not  substantially  services  towards  the  con- 
struction of  the  work?,  and  only  "  necessary  for  obtaining  the  Act  * 
in  a  secondary  or  incidental  manner.  If  the  question  were  so  viewed 
by  the  law  authorities,  the  exorbitant  charges  in  which  the  depobits 
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upon  incboatc  scliemcs,  as  the  Rugby  and  Derby,  and  Manchester,  and 
the  Great  Manchester,  have  been  wasted,  could  never  have  occurred, 
and  one  great  inducement  to  the  concoction  of  unsound  speculativo 
projects  would  be  removed.  As  long  as  a  wonderfully  ingenious  engi- 
neer and  a  smart  solicitor  can  ^'promote"  a  scheme  and  receive  depo- 
tits,  out  of  which  to  help  themselves,  ad  libitum^  we  must  not  be 
sstooished  if  they  avail  themselves  pretty  handsomely  of  the  "  enter- 
pridog  spirit  of  the  age." 

So  much  for  "  provisional  registration,"  which,  for  any  security  it 
affords  the  subscribers,  amounts  to  nothing.  When  we  come  to 
"  complete  registration,"  indeed,  the  matter  assumes  a  different  shape. 
Bdbre  a  company  can  be  completely  registered,  its  name,  purport, 
place  of  business,  and  amount  of  capital,  must  all  bo  defined  in  a  deed 
sigDed  by  at  least  one-fourth  of  the  subscribers,  to  the  amount  of  at 
least  one-fourth  of  the  maximum  capital  proposed  to  be  raised,  and  the 
said  deed  must  further  contain  the  names  of  a  trustee,  ''  not  less  than 
three  directors,"  and  also  one  or  more  auditors.  The  company  is  then 
completely  registered ;  and  is  to  all  intents  and  purposes  incorporated, 
vith  all  the  powers,  and  subject  to  all  the  securities  against  malversa- 
tion, of  corporations  generally. 

Now,  the  simple  remedy  that  we  would  apply  to  the  crying  evil  at 
present  in  operation,  under  the  semblance  of  forming  railway  com- 
panies, may  be  briefly  stated  as  follows  :— 

Ist.  Upon  simple  '^  provisional"  registration  we  would  allow  the  very 
imallest  possible  power  to  ^'  promoters '  to  enter  upon  expenses  to  chai*ge 
the  deposits  of  future  subscribers.  We  would  not  allow  of  any  enginecr- 
iog  or  law  expenses  until  ^*  complete  "  registration,  when  a  responsible 
direetion  exists  to  undertake  and  control  the  necessary  business  of  the 
company. 

Sadly.  In  consideration  of  the  above,  we  would  fix  the  first  deposit 
on  provisional  registration  at  the  very  lowest  possible  standard ;  perhaps 
even  five  shillings  per  cent,  would  be  sufiicient  for  all  lawful  purposes. 
The  larger  deposit  to  be  made  only  after  complete  registration,  with  con- 
sent of  a  general  meeting.  In  a  word,  the  first  deposit  upon  ap])lying 
for  shares  should,  as  the  words  of  the  Act  say,  be  viewed  simply  as 
^  earnest  money"  of  readiness  to  take  shares  upon  the  formation  of  the 
company ;  to  be  forfeited  in  case  of  failure  to  complete  such  engagement. 
drdly.  There  should  be  some  officer,  appointed  under  Government, 
to  whom  should  be  referred  all  the  accounts  of  promoters  of  schemes 
not  arriving  at  complete  registration ;  and  the  balance  upon  the  first  de- 
posit should  be  rateably  returned  to  those  paying  them. 

4th]y.  To  secure  a  fair  distribution  of  the  shares  amongst  the  public 
in  the  first  instance,  the  provisional  committee  should  be  bpund  to  regis- 
ter a  list  of  all  applicants  before  the  day  fixed  for  the  allotment,  and  of 
all  allottees  within  forty-eight  houra  of  the  allotment  taking  place. 

Taking  leave,  now,  of  the  evils  of  the  past,  and  their  possible  reme- 
dies, we  proceed  to  consider  the  prospects  of  railways  in  the  ensuing 
tesaon  of  Parliament. 

A  great  deal  of,  in  our  opinion,  groundless  apprehension  has  been  ex- 
pressed upon  this  subject  both  by  the  press  and  in  conversation.  There 
has  been  a  great  fear  that  Parliament  would  have  so  much  put  upon  it  to 
do,  that  it  would  break  down  like  a  common  cart-horse  from  sheer  over- 
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loading.  There  was  also  a  great  fear  eHtertaincd  lest  the  amount  of  dc- 
])Osits  required  by  the  standing  orders  should  be  so  large  that  the  share- 
holders in  paying  them  should  leayc  all  the  rest  of  the  commonitj 
destitute  of  a  guinea. 

With  regard  to  the  latter  apprehension,  it  is  almost  too  absurd  to  call 
for  serious  answer ;  it  being  obvious  that  railway  speculators,  being  only 
a  portion  of  the  community,  must  feel  the  pressure  for  money  along  witn 
the  rest  before  they  could  succeed  in  sweeping  up  all  the  specie  of  the 
country  into  the  hands  of  the  Accountant-Qeneral  in  Chancery,  and  that 
this  pressure  would  compel  some  of  them  to  desist  from  their  intentions 
before  they  had  accomplished  a  complete  stagnation  of  the  finances  of 
the  country.  And  this  in  effect  has  happened.  The  money  pressure 
has  been  felt ;  so  much  so,  that  out  of  thirty  millions  of  dreaded  depo- 
sits, probably  not  more  than  eight  or  ten  millions  will  actually  be  made. 
For  the  luckless  holders  of  scrip  in  the  lines  unable  to  raise  the  funds 
necessary  to  bring  them  into  Parliament,  as  we  have  already  dwelt  at 
some  length  upon  their  case,  we  need  only  express  our  sympathy,  hop- 
ing that  some  measure  for  their  protection  from  similar  dangers  and  dis- 
appointments in  future  may  be  devised  before  next  year. 

It  would  appear,  upon  first  consideration,  that  what  reduces  the  one  evil 
would  also  reduce  the  other;  and  that  the  more  projects  there  are  which 
fail  of  complying  with  the  stonding  orders,  the  fewer  there  can  remain 
to  go  before  Parliament.  This  maybe  theoretically  correct  as  far  as  any 
purposes  of  positive  legislation  goes ;  but  the  experience  of  the  past  ses- 
sion shows  that  it  is  not  strictly  so  in  practice ;  that,  in  fact,  when  a  man's 
brains  are  knocked  out  he  may  yet  do  very  well  for  all  parliamentary 
purposes ;  in  other  words,  that  a  project  which  is  not  before  Parliament 
substantively  as  a  bill,  may  yet  be  entertained  as  a  competing  project  to 
oppose  a  bill  in  a  committee  of  merits.  We  have  only  to  express  a 
Iiope,  however,  that  tlie  House  of  Commons  will  in  future  depart  from 
this  grave  error,  and  consider  only  those  schemes  which  may  by  possi- 
bility be  sanctioned  in  the  session.  If  they  should  fancy  a  rival  inchoate 
project  to  be  worthy  of  consideration  as  a  competing  scheme,  it  would 
be  wiser  and  better,  in  our  opinion,  to  postpone  the  consideration  of  the 
whole  "  group  "  into  which  it  is  introduced. 

Upon  this  subject  several  gentlemen  have  published  their  opinions, 
with  a  view  of  restricting  the  attention  and  operations  of  Parliament  in 
railway  matters  within  feasible  and  useful  limits.  Of  these,  the  pam- 
phlet of  Mr.  Graham  Hutchinson,  of  Glasgow,  is  the  most  comprehensive, 
grappling,  as  he  does,  both  with  blunderers  in  Parliament,  and  gamblers 
in  Capel  Court.     Mr.  Hutchinson's  main  propositions  are  as  follow : — 

<^  1.  That  all  applications  for  bills  to  construct  branch  railways,  extension 
railways,  or  entirely  new  railways,  which  require  additional  capital  to  bo 
provided,  should  be  postponed  during  the  ensuing  session  of  Parliament ; 
and  that  only  those  railway  bills  requisite  to  sanction  the  amalgamation  or 
the  leasing  of  railways  which  do  not  require  additional  capital  to  be  provided, 
should  be  permitted  to  proceed. 

"  2.  As  the  amount  of  capital  requisite  to  carry  on  the  simultaneous  con- 
struction of  even  a  small  proportion  of  the  projected  schemes,  in  addition  to 
the  construction  of  those  sanctioned  last  session  of  Parliament,  is  far  greater 
than  can  be  supplied  by  the  gradual  increase  of  spare  capital  in  the  hands 
of  individual  members  of  the  community ; — that  her  Majestv^s  ministers,  or 
any  board  appointed  by  them,  be  empowered  to  divide  the  schemes,  the  plans 
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tnd  sections  of  which  haye  been  duly  lodeed  on  or  before  the  SOth  NoTem- 
ber,  1845,  into  districts,  and  according  as  the  state  of  the  money-market  and 
other  circumstances  may  ^arrant,  to  authorize  successively,  in  subsequent 
sessions  of  Parliament,  the  schemes  for  supplying  such  districts  as  are  most 
in  need  of  railway  accommodation  to  be  first  proceeded  with ;  and  to  post- 
pone the  schemes  for  supplying  other  districts  where  railway  accommoda- 
tion, or  additional  railway  accommodation,  would  be  less  usenil,  and  is  less 
required.  And  that,  on  or  before  the  1st  of  Aueust  of  each  year,  her  M** 
jesty's  ministers  shall  cause  to  be  publicly  notified  what  district,  or  districts, 
the  schemes  for  supplying  which  with  railway  accommodation  are  to  be  al- 
lowed to  be  submitted  to  Parliament,  during  the  then  ensuing  session,  for 
their  examination  and  sanction. 

^  3.  That  a  statement  of  the  preliminary  expenses  in  each  projected  rail- 
way be  ordered  to  be  immediately  made  up,  and  that  after  deducting  such 
the  remaining  unspent  portion  of  the  deposit-money  be  immediately  re- 
turned to  the  shareholders  in  exchange  for  their  scrip ;  that  a  register  of 
the  address  of  the  several  owners  thereof  be  retained  ;  and  that  so  soon  as 
it  is  notified  by  Goyemment,  that  bills  for  supplying  the  district  in  which 
their  projected  railway  is,  will  be  allowed  to  be  submitted  to  the  then  ensu- 
ing session  of  Parliament,  the  owners  of  that  scrip,  within  a  limited  adver- 
ttftd  time,  will  be  entitled  again  to  take  it  up,  and  pay  the  deposit  thereon, 
in  preference  to  any  other  aoplicants. 

^  4.  That  no  additional  schemes  for  supplying  railway  accommodation  to 
certain  districts,  other  than  those,  the  plans  and  sections  of  which  have  been 
duly  lodged  on  or  before  the  30th  of  November,  1845,  (and  which  shall  be 
retained,)  shall  be  permitted  to  be  brought  forward ;  and  no  alteration  or 
modification  of  sucn  schemes  shall  be  allowed,  except  by  permission  of  her 
Majesty^s  ministers.  And  farther,  that  schemes,  such  as  the  London  and 
York  Railway,  the  decision  of  which  has  been  deferred,  shall  be  considered 
as  haying  undergone  so  much  of  their  Parliamentary  ordeal ;  and  when  the 
other  schemes  for  supplying  the  same  district  are  allowed  to  be  brought  for- 
ward, and  not  till  then,  shall  be  permitted  to  start  at  that  stage  of  proce- 
dure where  their  Parliamentary  examination  was  broken  off  last  session. 

"  5.  In  order  to  prevent  future  railway  gambling  in  projeoted  railways, — 
that  original  allocations  of  shares  shall  not  be  saleable,  or  transferable,  until 
an  Act  for  the  construction  of  such  railway  shall  have  been  obtained,  and 
the  scrip  exchanged  for  registered  railway  certificates,  and  then  shall  only 
be  tranusferable  through  the  instrumentality  of  a  stamped  transfer,  retained 
in  the  office  of  the  railway  company,  under  a  penalty  of  5/.,  to  be  exacted  from 
the  seller,  for  each  share  previously  sold  or  transferred.  And  that  the  col- 
lectors and  assessors  of  the  income-tax,  and  other  official  persons  therewith 
connected,  shall  be  entitled  to  enforce,  and  have  the  same  inducement  to 
enforce,  such  penalties,  as  they  have  for  enforcing  the  payment  of  the  in- 
come-tax ;  and  in  order  to  enable  them  to  detect  transpessors,  that  they  be 
authorized,  at  any  seasonable  time  after  an  Act  is  obtained  for  the  construc- 
tion of  a  railway,  to  examine  the  books  of  the  said  railway  company,  and  to 
compare  the  list  of  persons  to  whom  shares  have  been  originally  allocated 
with  the  list  that  have  received  railway  certificates  in  exchange  for  their 
scrip  after  the  Act  has  been  obtained. 

"  6.  That  her  Majesty's  ministers,  by  an  order  in  council  duly  published, 
be  authorized  to  make  any  addition  to.  or  modification  or  alteration  of,  the 
preceding  suggested  enactments,  whicn  future  circumstances  and  the  course 
of  events  may,  in  their  judgment,  render  necessary  or  expedient." 

In  all  that  relates  to  the  discouragement  of  gambling,  we  cordially  con- 
cur in  the  views  of  Mr.  Hutchinson ;  but  the  controlling  authority  which 
be  proposes  to  give  to  the  Government,  restrictive  of  the  discretion  and 
powers  of  Parliament  itself,  we  are  distinctly  opposed  to.  It  is  a  new 
and  dangerous  principle^  which  we  are  convinced  the  pnblic  would  never 
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tolerate,  and  to  sanction  it  would  be  a  suicidal  act  on  the  part  of  Parlia- 
ment, which  couhl  only  be  palliated  and  accounted  for  by  a  verdict  of 
"  temporary  insanity  "  Moreover,  we  apprehend,  as  we  have  already 
stated,  that  there  will  be  no  occasion  for  any  sucli  guards  against  an  un- 
due amount  of  railway  enterprise  for  the  future.  The  pressure  of 
money,  the  bitter  experience  of  shareholders,  and  the  common  sense  of 
Parliament,  combined  with  its  habitual  disincHnation  to  overburthen  it- 
self with  work,  will  eventually  provide  a  remedy,  not  so  speedy  perhaps, 
but  certainly  more  constitutional,  more  safe,  and  more  permanently  effi- 
cacious, than  any  scheme  of  the  kind  proposed  by  Mr.  Humphreys. 

In  addition  to  the  sources  of  uneasiness  which  are  already  attached  to 
railway  business  from  its  very  nature,  under  the  most  favourable  circum- 
stances, considerable  excitement  has  been  occasioned  since  the  resigna- 
tion of  Sir  Robert  Peel's  cabinet,  by  the  consideration  of  the  possibility 
of  a  dissolution  of  Parliament,  and  the  effect  this  might  have  in  putting 
a  stop  upon  all  railway  legislation  for  a  session  at  least.  Upon  this  point 
the  Manchester  Advertiser  makes  the  following  remarks: — 

^  If  a  dissolution  does  take  place,  then  a  very  important  question  arises, 
one  which  is  admitted  to  be  creating  mixed  emotions  in  the  railway  world 
— exciting  on  the  one  hand  the  fears  of  those  companies  which  may  be 
classed  among  the  bond  fide  and  legitimate  schemes  that  will  come  before 
Parliament,  and  had  accordingly,  at  some  expense,  prepared  their  plans  and 
sections,  and  lodged  them  in  due  time ;  while,  on  the  other  hand,  such  com  • 
panics  as  have  failed  to  comply  with  this  part  of  the  standing  orders,  or 
have  lodged  their  plans  and  sections  in  a  very  defective  state,  are  full  of 
hope :  the  one  class  alarmed  lest  a  dissolution  of  Parliament  should  follow, 
and  all  their  notices  and  deposits  be  disallowed  by  the  new  House  of  Com^ 
mons  ;  the  other,  who  had  considered  themselves  out  of  court,  find,  in  this 
unexpected  event,  an  unexpected  opportunity  of  mending  their  faults,  and 
appearing  in  the  committee  rooms  oi  Parliament,  to  the  no  small  delight  of 
their  respective  solicitors  and  surveyors,  however  differently  it  may  bo 
viewed  by  their  helples^hareholders.  In  some  quarters  it  is  believed  that 
neither  result  will  follow,  and  the  reasons  alleged  are  expressed  somewhat 
in  the  following  manner: — It  must  be  remembered  that  standing  ordei-s  of 
either  House  of  Parliament  are  not  the  law  of  the  land,  but  are  precautions 
taken  by  both  Houses  for  the  better  fulfilment  of  their  legislative  duties. 
Nothing  is  easier,  then,  than  for  both  Houses  to  reappoint  the  standing 
orders  of  the  former  Parliament,  and  to  declare  all  compliances  in  respect 
thereof  to  be  good  and  valid  as  if  made  for  the  Parliament  then  sitting.'' 

The  return  of  Sir  Robert  Peel,  however,  to  the  head  of  the  Cabinet, 
and  to  the  leadership  of  his  own  Parliament,  seems  to  have  removed 
nil  ground  for  this  new  anxiety,  and  therefore  we  need  say  no  more 
about  it. 

We  presume  that  the  existing  Parliament  will  meet,  and  \\ill  do  its 
duty  to  railway  promoters  as  well  as  the  rest  of  the  community.  We 
are  prepared  to  believe,  however,  it  must  be  admitted,  that  considering 
the  state  of  the  monetary  affairs  of  the  country,  the  state  of  the  labour 
market,  and  the  state  of  our  foreign  relations,  which  any  dny  may  put 
money  morket  and  speculations  of  all  kinds  into  jeopardy.  Parliament 
will  see  the  propriety  of  being  very  chary  of  granting  its  sanction  to  new 
lines.  As  a  general  rule,  probably  it  will  only  do  so  in  coses  where  they  are 
necessary  to  complete  lines  of  communication  already  partially  executed, 
or  larger  integral  schemes,  the  importance  of  which  has  been  acknowledged. 
Amongst  the  latter  we  may  include  that  involving  a  new  direct  lino 
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to  the  north,  one  for  affording  more  direct  communication  with  tlie 
FrcBch  coast,  and  one  for  approximating  the  metropolis  to  the  Insh 
captal.  In  Ireland  there  are  one  or  two  directions  in  which  the  appli- 
C8D0D  of  the  advantages  of  railway  communication  can  hard!}'  he  Jonger 
dEf€iTed;  of  these  we  may  mention,  as  of  first  importance,  the  great 
and  promising  terminus  of  Galway  in  tlie  West,  tlie  completion  of  the 
northern  coast  ronte  hetween  Duh]in  and  Belfast,  and  in  the  south 
some  lines  of  less  considerahle  length  to  unite  useful  lines  already 
sanctioned  and  in  course  of  construction.  In  Scotland,  the  Caledonian 
Extension  project  cannot  he  overlooked. 

There  will  douhtless  present  themselves,  not  only  in  England  hut  in 
Irriud  and  in  Scotland  too,  many  other  schemes,  some  of  local,  others 
pretending  to  national  importance,  urgently  claiming  the  attention  of  the 
legidatore.  We  apprehend,  however,  that  except  in  extremely  strong 
cases,  Parliament  will  show  a  disinclination  to  encourage  them,  at  least 
for  the  present.  In  other  words,  as  far  as  possihle  the  mass  will  he  left 
open  for  future  l^slation,  affording,  of  course,  full  opportunity  for  new 
ondidates  to  present  themselves  in  the  meantime.  It  is  upon  this 
latter  consideration  that  we  urge  the  more  impressively  the  necessity  of 
doing  something  to  remedy  the  ahuse  of  inconsiderately  or  fraudulently 
projecting,  which  we  complained  of  in  the  earlier  portion  of  this  article. 

Bat  quite  independent  of  individual  schemes,  there  will  he  some  prin- 
ciples relating  to  railway  construction  and  management  which  Parlia- 
ment cannot  longer  delay  to  consider  and  hring  to  some  practical  con- 
clusion. The  question  of  the  gauges,  the  adoption  or  rejection  of  the 
stmospheric  principle,  the  principle  of  direct  or  deviating  lines,  the  prin- 
ciples of  competition  and  of  amalgamation ;  and,  lastly,  whether  any 
sod  what  further  measures  may  be  necessary  for  the  protection  of  the 
ngfats  and  hves  of  the  puhlic,  now  that  they  have  no  other  means  of 
travelling  hut  hy  railways ;  these  are  subjects  which  will  afford  ample 
food  for  a  session's  digestion,  and  the  sooner  they  are  brought  fairly  to 
iasne,  the  better  for  the  public  and  for  all  engaged  in  railway  invest- 
ment. Into  these  matters  we  shall  go  more  at  longth  in  a  future 
wdele. 


Postoen/rf.— Dec.  26th. — Since  the  above  article  was  in  type,  we  are 
glad  to  observe  that  the  market  has  taken  a  little  turn  for  the  better, 
particularly  in  the  old  parent  lines.  Some  of  the  hotter  class  of  scrip 
hsfe  also  begun  to  recover  from  their  late  sad  depression.  We  believe 
that  railways  viill  again  come  in  for  their  fair  share  of  favour  as  ra- 
tional hnsiness  investments ;  hut  the  allotment  and  premium  mania  is 
for  ever  at  an  end. 
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CONTINENTAL  RAILWAYS. 

The  extent  and  energy  with  which  the  constraction  of  railways  is  pro- 
gressing on  the  continent,  cannot  he  observed  in  England  without  inte- 
rest ;  nor  ought  it  to  be  overlooked  in  the  comprehensive  plan  of  the 
Railway  Register,  in  which  an  article  devoted  to  that  subject  will  hence- 
forth appear  monthly.  We  commenced  the  series,  by  drawing  the  atten- 
tion of  our  readers  in  our  last  two  numbers  to  the  six  lines  in  Belgium 
conceded  to  Engluh  companies.  As  the  capital  necessary  for  the  con- 
struction of  these  lines  amounts  to  eight  millions,  and  we  have  good 
reason  to  know  that  all,  or  nearly  all,  the  shares  are  held  in  England, 
our  notices  respecting  them  will,  on  that  account,  whenever  it  is  pos- 
sible, be  more  detailed  than  of  any  others;  as  we  conceive  that  all 
information  connected  with  them  will  be  acceptable  to  the  proprietors, 
and  also  to  the  public  in  general.  According  to  our  limits  we  shall  con- 
sider it  our  province  also  to  lay  before  our  readers  a  summary  of  the  other 
continental  undertakings ;  this  paper  will  refer  principally  to  those  of 
Central  and  Northern  Europe.  We  have  received,  unfortunately  at  the 
moment  we  were  going  to  press,  a  communication  explanatory  of  the 
present  position  of  the  Central  Railway  of  Spain  ;  in  our  next  number 
it  shall  have  our  best  attention,  together  with  the  lines  of  France,  Italy, 
and  Russia. 

By  the  Moniteur  Beige  we  learn  that  the  Belgian  Chambers  opened  on 
the  1 1th  of  November,  and  in  the  sitting  of  the  13th  the  Minister  of  Public 
Works  was  called  upon  by  several  deputies  to  offer  explanation  upon  cer- 
tain points  relating  to  the  lines  of  railway  conceded  to  EngUsh  companies 
by  the  Belgian  Government.  From  the  replies  made  by  M.  Hoff- 
schmidt  to  the  questions  addressed  to  him,  it  appears,  that  some  little 
differences  had  arisen  between  the  contractors  and  the  directors  of  the 
Sambre  and  Mouse  and  the  West  Flanders  Companies ;  but  that  they 
were  in  a  fair  way  to  be  settled  to  the  satisfaction  of  all  parties.  We 
understand  that  the  Minister  of  Public  Works  specially  engages  to  arbi- 
trate in  questions  of  this  nature  ;  and,  as  he  has  been  a  director  himself, 
and  is  well  versed  in  railway  business,  his  intervention  cannot  but  be 
attended  with  the  best  results.  M.  Hoffschmidt  also  informed  the 
Chambers,  that  plans  for  the  first  section  of  the  West  Flanders  lines, 
from  Bruges  to  Thourout,  a  distance  of  10  miles,  had  been  approved, 
and  that  immediately  the  expropriation  of  the  land  had  taken  place  the 
works  would  be  commenced.  As  this  preliminary  measure  is  to  be  un« 
dertaken  by  the  celebrated  Belgian  solicitor,  M.  Allard,  who  expro^ 
priated  the  land  on  account  of  the  government,  we  are  sure  it  will  be 
conducted  with  the  least  possible  delay.  The  regulations  which  the 
companies  are  required,  by  the  Belgian  law,  to  observe,  certainly  put  on 
the  break  for  a  short  space ;  but  we  are  glad  to  see  by  the  debate  that 
followed  the  announcements  made  by  the  minister,  that  he  complimented 
them  on  the  activity  they  had  displayed  in  sending  in  their  plans,  remit- 
ting the  caution  money  required  by  the  terms  of  the  conventions,  and 
otherridse  conforming  to  the  standing  orders  published  in  the  Moniteur 
Beige  of  the  21st  of  May,  1845. 
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III  tLc  spring  of  this  year,  these  Anglo-Belgian  lines  were  held  in 
la^  estimation  by  the  public,  as  the  premium  upon  their  shares  proved. 
Bot,  though  intrinsically  as  good  as  ever,  they  suffered  depression  in  the 
panic  which  occasioned  such  universal  dismay  in  the  scrip-loving  por- 
Qon  of  the  public ;  and  though  relieved  from  this,  we  do  not  see  any 
retson  for  expecting  a  return  of  the  former  high  premiums  at  present,  as 
die  money  market  will  probably  remain  for  some  time  in  an  unsettled 
^atc ;  however,  if  anything  can  conduce  to  hasten  the  re-estublishment 
of  foreign  railways  in  public  opinion,  it  will  be  the  activity  of  their  direc- 
tors in  carrying  on  the  works.  We  imagine  no  more  effectual  plan  for 
proving  themselves  to  be  in  earnest  in  this  object  can  be  devised,  than 
the  one  recently  adopted  by  the  companies  of  the  West  Flanders  and 
the  Sambre  and  Meuse,  who  have  appointed  Mr.  Lewis  Cubitt,  one  of 
their  own  directors,  to  reside  in  Belgium,  for  the  purpose  of  super- 
intending the  execution  of  both  these  lines.  As  this  gentleman  was  for 
some  time  a  director  of  the  South  Eastern  Railway,  and  is  moreover 
professionally  qualified  for  the  task  he  has  undertaken,  we  anticipate  the 
most  beneficial  results.  It  should  also  be  remarked,  that  Mr.  Cubitt 
being  one  of  the  original  concessionaires  in  the  West  Flanders  lines,  he 
is  fidly  acquainted  with  the  subject  in  all  its  details.  We  prognosticated 
in  oar  last  number,  that  this  railway  would  be  the  first  completed  of  the 
Belgian  lines  conceded  to  English  companies,  and  we  think  that  tlie 
appointment  of  Mr.  Cubitt  has  not  left  a  doubt  that  our  prophecy  will 
be  verified. 

THB   WEST   FLANDBHS. 

We  read  in  the  Chemin  de  Fer  Beige  of  the  2nd  of  November  last, 
that  tenders  were  to  be  received  at  the  offices  of  the  company  in  Bruges, 
for  twenty  thousand  sleepers  for  the  first  section  of  the  line  between 
tfaal  town  and  Thourout,  which  looks  as  if  a  great  part  of  the  thousand 
formaliUes  required  by  a  bureaucratic  government  had  been  complied 
with. 

The  arr^te  royal,  confirming  to  this  company  the  power  to  execute 
an  extension  of  their  line  from  Dixmude  to  Fumes,  has  been  published 
in  the  Moniteur  Beige  of  last  month.  Fumes  is  about  twelve  miles 
from  Dunkirk,  and  has  one  of  the  largest  com  markets  in  the  province ; 
its  importance,  however,  will  be  considerably  increased  when  the  lino 
from  Calais  joins  it,  which  sooner  or  later  must  be  the  case.  It  will  be 
for  the  interest  of  Belgium  to  advance  rather  than  retard  this  railway, 
as  she  will  find  out  when  the  Fampoux  road  is  made,  and  a  direct  line 
is  opened  to  Aix-lsr-Chapelle  by  Calais.  The  expropriation  of  land 
dnce  the  plans  were  approved  has  taken  place  on  the  West  Flanders 
lines,  between  Bruges  and  Thourout,  and  the  contract  for  the  earth- 
works appeared  in  the  Belgian  papers  of  the  14^th  of  last  month. 
Great  goodwill  has  been  manifested  on  the  part  of  the  inhabitants 
through  whose  property  the  line  will  pass ;  and  as  an  officer  of  the  Bel- 
gian Engineers  (Fonts  et  Chaussees)  has  recently  been  attached  to  the 
staff  of  this  company,  we  shall  be  very  much  disappointed  if  a  portion 
of  the  line  is  not  opened  in  the  course  of  next  summer. 

NAMUR   AND   LISOX. 

The  Commercial  Council  of  Liege  has  petitioned  the  Belgiim  Ooyem-' 
nent,  with  a  view  of  inducing  it  to  oblige  the  contractorsybr  this  line  ta 
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make  the  bridges  over  the  Ourthe  sufficiently  wide  to  admit  oF  theij 
being  available  to  foot  passengers. 

DENDRB  VALLEY  AND  CANAL. 

The  directors  have  recently  made  a  call  for  the  second  instalment 
upon  this  undertaking.  The  shares  have  in  consequence  very  much 
depreciated ;  a  call  of  only  two  pounds,  as  in  this  instance,  in  the  present 
state  of  the  money  market  is  roal-a-propos,  thougb  no  doubt  necessary 
to  enable  them  to  proceed  with  the  works  energetically,  and  therefore 
delay  was  difficult,  if  not  impossible. 

SAMBRE   AND   MEUSE. 

We  have  to  correct  an  error,  into  which  we  inadvertently  fell  in  our 
last  number,  by  stating  that  the  cost  per  mile  of  this  line  would  be.i  1 5,308, 
it  should  have  been  £  10,333  ;  the  branches  were  omitted.  The  Directors 
held  their  first  General  Meeting  at  the  London  Tavern,  on  the  26th 
of  November,  which  passed  off  to  the  satisfaction  of  the  proprie- 
tors ;  the  report  has  been  printed,  and  is  to  be  had  at  the  offices  of  tlie 
Company,  61,  Moorgate  Street. 

One  of  the  last  companies  that  have  appeared  in  the  list  of  Bel- 
gian lines,  as  applicants  for  a  grant,  is  the  Grand  Junction,  which  pro- 
poses to  make  a  series  of  railways  that  will  have  the  effect  of  connect* 
ing  the  provinces  of  Brabant,  Hainaidt,  Liege,  Limbourg  and  Namiir, 
and  the  railways  of  Government,  with  one  another,  also  witb  those  of 
the  Namur  and  Liege,  Landen  and  Hasselt,  Lou  vain  and  Jemappes,  the 
Sambre  and  Mouse,  and  the  Great  Luxembourg.  The  project  came  be- 
fore the  public  at  a  most  inauspicious  moment — when  premiums  were 
scarce  things,  and  foreign  lines  verging  to  a  discount  ;  we  should  fear 
therefore  that  the  directors  will  find  some  difficulty  in  getting  their  de- 

})osits  paid.  Though  the  Grand  Junction  looks,  on  the  map,  very  much 
ike  that  very  useful  culinary  article,  a  gridiron,  and  i^ill  therefore,  we 
imagine,  be  somewhat  difficult  to  work,  we  hear  the  project  very  well 
spoken  of  in  Belgium,  (which  is  not  the  case  with  all  the  lines  conceded 
to  English  companies,)  and,  to  judge  by  the  proceedings  of  the  directors, 
they  certainly  have  no  doubt  of  its  ultimate  success.  The  Minister  of 
Public  Works  has  already  received  the  caution  money,  and  the  pro-' 
visional  committee  have  informed  him  that  no  shares  shall  be  issued  un- 
til the  concession  has  been  granted,  and  also  that  they  will  bear  the 
expenses  of  the  surveys  and  preliminary  arrangements.  This  is  honest 
and  praiseworthy;  and  we  regret  that  other  parties  whom  we  could 
name  did  not  proceed  in  a  similar  manner.  These  parties  have,  it 
is  true,  cleverly  secured  their  deposits,  and  upon  lines,  too,  which  will 
never  be  conceded^-of  which  fact  they  were  fully  aware;  but  they 
have  obtained  with  them  a  vast  deal  of  discredit,  which  must  come  to 
light  before  the  end  of  the  Belgian  session.  If  these  parties  were  wise, 
we  should  say  "a  word  to  the  wise;"  but,  as  they  are  not,  we  would 
recommend  the  shareholders  who  hold  their  scrip  to  be  prepared  for  a 
considerable  reduction  when  their  deposits  are  returned. 

PRUSSIA. 

It  cannot  be  matter  of  surprise  that  Prussia,  jealous  of  her  position  in 
Germany,  should  evince  a  disposition  not  to  be  backward  in  her  adoption 
of  the  railway  communication,  now  almost  universaHy  considered  as 
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poitirelj  necessary  to  the  prosperity  and  civilization  of  every  country  ; 
we  may  say  with  Louis  Courier,  ''  C'est  un  nouveau  monde  qui  s'eiforce 
de  naitre." 

Id  the  month  of  Octoher  last,  the  following  Prussian  lines  were 
conceded,  viz. :  Aachen- Herzogenrath,  Gladbach- Dusseldorf,  Aachen- 
llaestncht,  Orefeld-Ruzhort.  The  works  on  these  lines  will  he  com- 
menced immediately,  and  are  likely  to  he  quickly  executed ;  as  when  they 
are  finished,  Aix-Ia-Chapelle  will  become  a  central  point  of  communi- 
cttioo  from  whence  will  diverge  the  principal  lines  to  Belgium  and  France. 
The  concession  of  a  line  from  Potsdam  to  Magdeburg  has  also  heen 
made,  and  this  railway  will  pass  hy  Brandenburg,  Gen  thin  and  Berg. 
The  capital  of  this  company  has  been  fixed  at  four  millions  of  dollars; 
ud  when  the  line  is  completed  a  fusion  will  take  place  between  this 
company  and  the  one  originally  formed  for  the  construction  of  the  one 
from  Bo-Iin  to  Potsdam. 

The  commissioners  appointed  to  decide  upon  the  plan  of  a  line  from 
Berlin  to  Koenigsberg,  have  made  their  report,  and  it  states  that  the  di- 
rection which  ought  to  be  adopted,  is  from  Berlin  through  Kustrin, 
Drasen,  Schneidenmuhl,  Bromberg,  Pelpen,  Derschau,  Marienburg^  El- 
bing,  Preussich- Holland,  Mehlsack,  Zuisten,  and  Kreuzburg  to  Koenigs- 
berg,  when,  after  going  through  a  tunnel  under  the  town^  it  will  come 
ont  near  the  church  of  Haberberg. 

The  length  of  this  railway  will  be  ninety-one  German  miles.  It  is 
a  line  of  great  importance  to  Prussia,  as  the  provinces  to  the  east 
of  that  kingdom  are  not  likely  to  have  many  railroads  constructed  in 
them.  The  Prussian  Government  is  said  to  be  anxious  that  an  English 
company  should  undertake  the  construction  of  the  line  from  Koenigs- 
berg  to  the  Russian  frontier. 

Fourteen  miles  of  the  line  which  will  unite  the  Lower  Silesia  with  the 
March  of  Brandenburg,  have  recently  been  opened,  and  its  ulterior  pros- 
pects are  among  the  happiest  that  are  likely  to  be  realized  by  the  proprie- 
tors of  German  railroads ;  for,  when  the  line  of  Upper  Silesia,  and  that 
of  Frederick  William  to  Ratisbon  and  Oder,  are  opened,  and  the  northern 
line  of  the  Emperor  Ferdinand  to  the  latter  town  is  completed  also 
(which  it  is  expected  will  be  the  case  next  year),  the  line  of  Lower  Silesia 
will  be  continued  to  Cracow,  and  thus  become  one  of  the  most  produc- 
tive on  the  continent.  These  expectations  appear  to  be  justified  by  the 
figure  at  which  the  shares  keep,  as,  though  paying  for  the  present  only 
3  per  cent ,  they  are  at  a  considerable  premium.  The  works  on  the 
Frederick  William  line  are  in  general  carried  on  rapidly,  but  there  are 
some  works  of  art  that  it  will  require  time  to  complete ;  one  tunnel  only 
which  is  just  commenced,  will  be  4,100  feet  long. 

UPPER  SILESIA. 

The  communication  between  Cracow  and  Breslau  will  soon  be  esta- 
blished. At  Myslovitz,  where  the  line  leaves  the  Prussian  soil  and 
enters  upon  that  of  the  free  state  of  Cracow,  the  foundations  of  the  sta- 
tion are  laid,  and  at  the  time  we  are  writing,  the  road  is  open  as  far  as 
Koenigshutte. 

A  Unc  of  railway  which  has  been  for  some  time  on  the  tapis,  and 
which  is  to  unite  the  city  of  Coblentz  with  Hesse,  has  been  agreed  upon 
br  Prussia  and  that  duchy.     This  will  be  most  important  for  He88e, 
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(at  which  place  commences  the  line  from  Hosscl  to  Frankfort,)  for  it  is 
probable  that  all  communication  between  Germany  and  the  Lower  Silesia 
will  go  by  Hesse  to  Coblentz^  instead  of  passing  by  Frankfort  and 
Mayence.  This  line  will  in  fact  prejudice  these  latter  towns,  and  make 
a  terrible  opposition  to  the  steam-boats  between  Mayence  and  Cobleiitz. 
The  king  has  conceded  to  companies  at  Emmerich  and  Wcsel  a  rail- 
way which  will  join  the  lines  from  Cologne  to  Minden,  and  Anoisterdani 
to  Arnheim — capital  400,000/. 

The  line  from  Dusseldorf  to  Cologne  was  to  be  opened  last  month  : 
the  stations  are  described  as  being  very  elegantly  constructed,  and 
worthy  of  German  taste  in  architecture.  It  will  soon  extend  to 
Duisberg. 

AU8TBIA. 

The  railways  now  making  in  this  country  will  enable  the  English  and 
other  tourists  who  frequent  the  German  watering  j>Iaces,  further  to 
gratify  their  curiosity  by  visiting  the  capital  of  poor  devoted  Poland. 
Deeply  indeed  has  the  iron  entered  into  her  soul,  but  we  would  fain  hope 
that  that  which  is  now  going  to  be  laid  upon  her  soil  and  bring  her  into 
more  direct  communication  vdth  other  countries  and  other  people,  will 
in  some  degree  alleviate  the  captive  position  in  which  she  has  beca 
placed  by  the  Muscovite  hordes.  Russia  does  not  object  to  Austrian 
propinquity,  though  she  does  to  that  of  Prussia,  and  the  zeal  displayed 
on  the  line  between  Vienna  and  Warsaw  bids  fair  to  place  those  two 
capitals  within  a  few  hours  of  each  other.  On  the  27th  of  June  last 
the  first  section  was  opened ;  it  extends  from  the  latter  town  to  God- 
zisk,  and  although  only  serving  for  pleasure  trips,  on  fete  days  and 
Sundays,  30,000  passengers  were  carried  on  it  in  ten  weeks.  On  the 
21st  of  September  the  line  was  opened  as  far  as  BudQ,and  the  company 
are  pushing  on  the  works  with  such  activity,  that  before  the  last 
year  bade  us  farewell,  or  we  return  to  the  public  our  first  annual 
acknowledgments  for  the  patronage  they  have  kindly  bestowed  upon  the 
*•  Register,"  this  road  will  be  opened  as  far  as  Skicmavere  bv  Lowicz. 
When  it  is  finished  thus  far  the  traffic  will  become  considerable  both  in 
passengers  and  merchandize. 

HUNGARY. 

The  same  energy  has  been  displayed  in  Hungary,  and  the  line  from 
Waitzen  will,  if  not  already  opened,  be  so  immediately;  during  the 
month  of  November  workmen  were  employed  on  it  all  night.  The 
line  to  Rhaab,  a  town  situated  on  the  river  of  that  name,  and  near  the 
Danube,  is  also  in  progress ;  and  we  venture  to  affirm  that  our  wander- 
ing countrymen  will  inevitably  patronize  it  in  the  ensuing  summer  if 
finished,  and  will  even  without  the  assistance  of  Mr.  Murray  (whose 
pioneers  they  will  probably  prove)  find  their  road  to  the  land  of  Tokay  ; 
moreover,  as  we  are  surprised  at  nothing  in  this  surprising  age — witness 
the  recent  fall  and  retiu-n  to  office  of  Sir  Robert  Peel — we  think  it  not 
improbable  that  the  races  of  Pesth  will  one  day  be  as  well  and  nume- 
rously attended  as  those  of  Paris.  The  tracing  of  the  line  from  Bucovar- 
Fiume  in  Hungary,  which  is  to  traverse  Croatia  and  connect  the 
Austrian  lines  with  the  Adriatic,  is  decided  upon,  a!id  the  works  arc  to 
be  commenced  this  winter. 

The  line  from  Vienna  to  Prague  becomes  every  day  more  frequented. 
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aod  tbe  steady  increase  in  the  number  of  passengers  proves  that  its 
iiBportaDce  was  not  overrated ;  four  trains  will  run  between  the  two 
a{»tals  next  8|$i^ng.  The  company  are  erecting  an  electric  telegraph, 
asi  on  the  extension  of  the  line  to  Dresden  the  works  proceed  with 
Ti^ar. 

SAXONY. 

Saxony  is  making  great  efforts  to  complete  her  principal  lines.  That 
of  Silesian  Saxony,  which  is  to  join  the  one  from  Warsaw  to  Cracow, 
is  partly  finished,  and  the  portion  of  it  which  connects  Breslau  and 
Dresden  will  probably  be  opened  in  1847*  Active  preparations  are 
naking  in  the  Saxon-Bohemian  line,  which  will  unite  Dresden  with 
Phgne,  and  also  the  Saxon-Bavarian,  which  is  completed  as  far  as 
Zorickhau.  The  former  will  be  made  by  the  state.  There  was  a 
project  for  continuing  the  last-mentioned  railway  through  Thuringia  to 
the  Rhine,  but  Prussia  having  started  some  objections  to  that  line,  it 
is  supposed  that  the  prolongation  will  be  carried  by  the  valley  of  the 
Neva  to  Frankfort  instead.  The  benefit  which  will  accrue  to  Leipzic 
aod  Dresden  by  these  lines  is  incalculable. 

.  HANOVBR. 

The  German  papers  state  that  English  engineers  and  capitalists  are 
BOW  at  Hanover,  with  the  view  of  obtaining  lines  on  the  atmospheric 
phn,  and  are  making  experiments  there  on  their  own  account.  We  are 
gkd  to  learn  this,  for  as  the  principle  is  the  best  that  has  yet  been 
iovented  for  railways,  we  feel  convinced  that,  eventually,  the  adoption 
of  the  system  must  be  general ;  and  we  advise  the  company  who  have 
purchased  Monsieur  Hallette's  patent  to  be  on  the  qui  vive  whenever 
and  wherever  experiments  with  a  view  of  testing  its  efficiency  are 
going  on.  The  adoption  of  a  system  varying  from  that  which  has,  by 
competent  authority,  been  pronounced  to  be  the  best,  and  yet  pre- 
serving a  resemblance  to  it,  will  inevitably  tend  to  draw  discredit  upon 
tbe  one  patented,  and  to  depreciate  its  superior  capabilities  in  the 
opinion  of  the  public. 

The  railroad  called  the  Kreuzbahn,  between  Hanover  and  Celle,  was 
<^ned  on  the  15th  of  November.  This  is  an  important  line,  opening 
10  it  does  a  direct  communication  between  the  towns  of  Harburg,  Ham- 
bug,  and  Berlin.  The  portion  from  Hanover  to  Harburg  is  open,  and 
the  works  are  rapidly  progressing  on  that  between  Hanover  and  Bremen. 
It  is,  indeed,  evident  that  the  Government  of  Hanover  is  now  throwing 
aside  its  prejudices  against  the  encouragement  of  railway  enterprize, 
for  it  has  lately  been  determined  that  a  line  shall  be  made  at  the 
expense  of  the  state  from  Bund-Mille  and  Osnabruck  to  the  frontiers 
ofHolbuid^ 

BAVABIA. 

The  concession  of  a  line  between  Ludwigshafen  and  Worms  has  been 
granted  to  a  company,  who  will  at  some  future  time  connect  it  with 
tbe  one  from  Mayence  to  Dusseldorf.  The  Government  has  reserved 
tbe  right  to  buy  it  of  the  proprietors  in  twenty  years,  at  the  premium  it 
may  then  be  at.  A  plan  of  a  railway  which  is  to  go  round  the  town  of 
Munich,  and  intersect  it  in  several  directions,  has  been  submitted  to  the 
Bavarian  authorities;  the  projector  is  a  Lieut.  Steinle — the  length  is 
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45,000  feet — capital  required  </400,000.     It  is  thought  that  the  streets 
of  Munich  being  very  wide  the  project  will  be  adopted. 

FRANKFORT>ON-THB-MAINB. 

The  line  of  the  Main-Neckar  will  be  opened  in  April  next.  This  road 
will  run  from  Frankfort  to  Verdalberg,  and  the  two  states  through  which 
it  will  pass  have  agreed  to  pay  interest  upon  the  capital  after  the  day 
fixed  for  the  completion  of  the  line.  The  ground  has  been  broken  on 
the  road  between  Frankfort  and  Hanau.  The  line  from  Nachet  to 
Soder,  conceded  to  the  company  Bethman,  of  Frankfort,  will  be  open 
in  June,  1 846.  A  company  has  applied  to  the  Senate  of  Frankfort  for 
permission  to  construct  a  line  which  is  to  unite  Numberg  with  the 
great  line  of  the  Main  Weser.  This  latter  is  progressing  rapidly,  and 
the  ground  for  the  station  at  Frankfort  has  just  been  purchased  for 
700,000  francs.  Lines  have  also  been  conceded  from  Frankfort  to 
Homberg ;  and  from  Lubeck  to  Schwerin. 

WURTSMBUBO. 

The  Government  of  Wurtemburg,  the  only  state  in  Germany  in  which 
there  is  no  complete  line  of  railway  yet  in  operation,  appears  undecided 
as  to  what  course  it  will  adopt ;  at  any  rate  the  authorities  are  in  no 
great  hurry  to  enter  into  arrangements  with  English  capitalists.  The 
propositions  made  by  several  companies  were  not  well  received  at  Stut- 
gard.  The  Chambers  did,  it  is  true,  vote  the  Government  permission  to 
adjudicate  lines  to  private  individuals;  but  the  public  opinion,  as  well  as 
that  of  a  great  portion  of  the  press,  was  so  much  against  the  measure, 
that  the  overtures  were  finally  rejected.  A  portion  of  the  state  line 
from  Constadt  to  Unturkheim  was  opened  in  October  last,  when  the 
king  and  the  Minister  of  Finance  made  two  trips  upon  it.  The  con- 
course of  spectators  was  very  great,  this  being  the  first  locomotive  that 
the  phlegmatic  Wurtemburgers  liad  seen ;  they  were  so  greatly  over- 
come that  they  actually  raised  a  shout,  not  of  greeting  to  the  royal  party, 
but  of  utter  amazement  at  the  train  as  it  went  fizzing  by.  We  were 
present  in  India  some  years  since  when  the  Enterprize,  the  first  steam- 
boat from  England,  made  its  appearance  on  the  Hoogly,  and,  to  the 
astonishment  of  thousands  of  natives  who  lined  the  banks,  passed  up  the 
river  against  a  strong  tide  and  head  wind.  Could  they  have  seen  her 
ofl^  the  Cape  in  a  north-west  gale,  what  would,  or  would  not,  the  sable 
spectators  have  thought  ?  And  if  a  party  of  heavy,  smoking  Wurtem- 
burgers could  make  a  trip  to  Bristol  with  Mr.  Brunei,  what  would,  or 
would  not,  be  their  sensations  ? 

They  have,  however,  set  up  their  only  Hue  (which  is  now  open  to 
Esslingen)  most  handsomely.  There  are  three  classes  of  carriages ;  those 
of  the  first  class  are  described  as  luxuriously  furnished,  with  sofas  and 
tables ;  and  as  there  is  a  passage  through  them,  persons  going  in  and 
out  do  not  incommode  the  travellers  who  remain ;  like  the  carriages  on 
the  Belgian  lines,  they  are  entered  by  steps. 

Amongst  the  many  improvements  of  all  descriptions,  commercial,  na- 
tional, or  domestic,  which  the  sanguine  anticipate  will  be  the  result  of 
the  general  adoption  of  railway  communication,  we  should  exceedingly 
rejoice  to  sec  it  effect  an  abatement  in  one  of  the  inveterate  habits  of  the 
German  nation ;  for  we  recollect,  and  with  none  of  the  "  Pleasures  of 
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MeowTY  "  attached  to  the  souvenir^  having  been  shut  up  in  an  eile  wagen 
with  five  of  these  good  Deutschmen  and  their  five — wives,  of  course,  the 
reader  supposes— no,  their  five  meerschaums^  the  external  air  being  care- 
Mr  excluded.     Our  hand-book,  just  fresh  from  Mr.  Murray's,  did  n«>t 

recorer  from  the  taint  till  it  reached  our  fire-side  in  the  county  of . 

For  ourselves,  we  almost  despair,  knowing  the  tenacity  with  which  people 
cing  to  national  customs,  of  ever  getting  rid  of  the  abomination ;  and 
m  rarely  the  Hermschafb  will  not  permit  themselves  thus  to  defile  their 
elegint  first-class  carriages. 

HOLLAND. 

The  Town  Council  of  Zutphen  have  decided  upon  gratuitously  pro- 
viding the  land  upon  which  the  stations  of  the  Overysscl  Railway  are  to 
be  erected. 

SWEDEN. 

The  Swedish  papers  inform  us  that  this  land  of  rocks,  lakes,  and  iron, 
will  soon  be  traversed  by  railways,  and  that  they  will  be  granted  to 
Ei.;Iish  companies.  The  first  line  spoken  of  will  go  from  Stockholm  by 
Gefle,  Westeras,  and  Nykoping.  The  negotiations  with  the  Govem- 
isent  for  carrying  out  these  undertakings,  have  been  entrusted  to  Count 

R ,  a  very  intelligent  officer  of  the   Engineer  Department  of  the 

Swedish  Navy,  long  resident  in  England,  who  has  conducted  them  to  a 
Terr  favourable  termination. 

DENMARK. 

Strange  as  it  may  seem,  the  Government  of  this  country  exhibits  a 
j>tTong  a«/i-railway  spirit,  ha  vine  refused  to  concede  the  line  from  Lu- 
beck  to  Buchin  by  Mollen,  on  the  ground  that  it  is  not  of  public  utility ! 
It  has  also  thrown  various  impediments  in  the  way  of  that  from  Altona 
to  Kiel,  by  interfering  with  the  internal  economy  and  arrangements  of 
the  company.  The  railway  in  Notstein,  from  Redensburg  to  Neu- 
munster,  which  was  opened  in  September  last,  will  cause  a  considerable 
increase  in  the  traffic  on  the  above  line.  It  was  completed  in  five 
moDths. 

GREECE. 

English  engineers  are  said  to  be  chaining  and  levelling  on  the  site  of 
the  "  long  walls,"  between  Athens  and  the  Piraeus,  preparatory  to  their 
company  demanding  of  Otho  the  First,  (and,  as  far  as  appearances  go, 
the  last,)  the  concession  of  a  railway  from  the  port  to  his  capital.  Wo 
certainly  hope  the  execution  of  this  line  will  not  be  delayed  till  the 
Greek  Kalends,  for  we  have  a  vivid  recollection  of  having  thought, 
when  we  were  last  in  Attica,  that  this  short  drive  presented  a  very  fine 
opening  for  an  establishment  of  Richmond  Busses,  or  some  such  vulgar 
coDvenience.  Six  years  ago  we  could  not  venture  to  hope  for  a  railway 
in  Greece !  The  vehicle  in  which  we  were  conveyed  to  the  city,  was 
one  mortal  hour  doing  the  five  miles ;  the  phaeton  breathing  odours  far 
more  disagreeable  than  those  of  a  locomotive ;  the  dust  flying  about  in 
gritty  clouds,  and  much  more  annojdng  than  an  occasional  whiff  from  the 
chimney.  The  heat,  too,  in  the  month  of  June,  made  us  feel  that  the 
Peripatetics  of  the  adjoining  grove  must  have  had  warm  work  of  it  in 
tbdr  day ;  and,  to  crown  all  these  discomforts,  there  was  actually  a  half- 
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way  house — and  of  course  the  driver  stopped  at  it — the  Argos,  or  it  may 
have  been  the  Compasses,  we  do  not  remember  which  ;  though  deeply 
graven  on  the  tablet  of  memory  are  the  bad  pace,  the  bad  road,  the  crazy 
vehicle,  the  dust,  the  high- scented  coachman  and  his  blue  breeches,  the 
vile  cabarety  and  the  rosined  wine — we  remember  all— and  accordingly 
pray  heartily  for  the  success  of  this  classical  line. 


GREAT  NORTH  OF  INDIA  RAILWAY*. 

Wb  have  in  our  previous  numbers  alluded  to  the  several  railway 
companies  that  have  projected  lines  for  India;  wc  now  speak  of  tlio 
Great  North  of  India  Railway  Company,  which  we  find  by  a  recent 
advertisement  is  in  a  position  to  make  speedily  the  allotment  of  their 
shares,  and  to  send  one  of  their  directors  to  India  to  carry  out  the 
preliminary  objects  in  that  country. 

It  has  been  objected  to  this  company  by  the  East  India  Railway  Com- 
pany— that  they  have  improperly  interfered  with  the  line  they  had  laid 
before  the  public  in  their  prospectus ;  but  we  do  not  think  that  this 
charge  is  quite  made  out.  The  East  India  Railway  Company  certainly 
did,  by  its  prospectus,  intimate  its  intention  to  make  a  line  from  Calciilto 
to  Feroozpoor,  with  branches  to  other  places,  of  the  length  in  all  of 
somewhere  about  1500  miles!  Subsequently,  however,  they  raised 
four  millions  of  capital,  which  they  said  was  for  the  purpose  of  a  i*ail- 
way  from  Calcutta  to  Mirzapoor;  and  they  declared  their  intentionf 
of  confining  themselves  to  this  experimental  line,  in  the  first  instance — 
when,  if  it  succeeded,  they  might  possibly  commence  further  operations. 
It  is  very  clear  that  this  was  a  safe  and  cautious  course  for  this 
company  to  take — ^but  for*  the  inhabitants  who  dwelt  between  Mirzapoor 
and  the  Indus  it  was  a  virtual  annihilation  of  their  hopes.  Railway 
companies  in  England  have  never,  under  the  most  favourable  circum- 
stances, been  able  to  complete,  within  the  year,  more  than  fifty  miles  of 
railway ;  and  if  we  take  this  as  a  fair  criterion  of  what  may  possibly 
be  done  in  India,  the  line  to  Mirzapoor  would  take  ei^kt  years  to  com- 
plete it,  being  a  distance  of  about  400  miles ;  then,  and  not  till  then, 
the  East  India  Railway  Company  intended  to  extend  their  line,  contin- 
gent, however,  on  the  experimental  line  being  found  to  pay.  The 
caution  with  which  the  directors  of  this  company  proposed  to  com- 
mence their  proceedings  shows  at  once  the  impropriety  of  giving  to  one 
company  the  construction  of  such  an  enormous  extent  of  railway  as 
would  take  a  lifetime  to  complete  it  in. 

Had  the  upper  provinces  of  Bengal  been  entirely  without  resources, 
this  dilatory  course  of  proceeding  might  have  been  the  only  feasible 

*  This  railway  will  connect  Allahabad,  Cawnpore,  A^rn,  Funuckabad,  Delhi, 
Meerut  and  intermediate  places,  the  high  military  roads  of  the  country  pre.«enting  the 
route  that  will  probably  be  adopted ;  but  the  precise  course  of  the  lines  cannot  be 
defined  till  the  decision  of  the  Indian  Government  shall  be  made  known. 

f  Vide  Mr.  Stephenson's  pamphlet,  pp.  7  and  17. 
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one  ;  bni  it  happens  to  be  otherwise — the  two  provinces  of  Oude  and 
Allahabad,  throngh  which  this  road  was  to  pass,  are  famed  for  their  fer- 
tility, and  for  the  wealth  and  enterprize  of  its  native  population  ;  it  was 
not  therefore  likely  that  they  would  long  remain  inactive,  and  acquiesce 
io  the  terms  which  the  East  India  Railway  Company  chose  to  dictate, 
bat  tliat,  aided  by  the  capitalists  of  England,  they  would  enter  the  field 
with  a  line  of  their  own.  Such  has  proved  to  be  the  case ;  and  when 
it  was  found  that  the  East  India  Railway  stopped  at  Mirzapoor,  the 
Great  North  of  India  was  registered  for  the  purpose  of  constructing  one 
from  Aikhabad  to  Delhi ;  and  on  the  just  principle  of  the  division  of 
labour,  we  hope  to  see  the  attempt  to  monopolize  the  whole  of  this 
extenshe  line  by  one  company*,  frustrated  by  the  good  sense  of  the 
Court  of  Directors  and  the  Indian  Government ;  and  that  one  company 
will  be  confined  to  the  line  from  Calcutta  to  Mirzapoor,  another  to  the 
one  from  thence  to  Delhi,  and  that  a  third  will  get  the  line  from  Delhi 
to  the  Indus.  Sur^y  a  Hne  as  long  as  from  Loudon  to  Edinburgh  is 
enough  for  any  one  com|xtny  at  one  time;  and  the  formation  of  the 
bfaaches  that  will  naturally  drvei^e  from  their  trunk  line,  will  give  each 
company  enough  to  work  upon  K>r  many  future  years.  That  this  will 
be  the  wise  determination  of  the  Indian  Government  we  are  quite  sure ; 
and  we  hope  the  rival  companies  in  India  will  soon  see  that  it  is  not 
their  interest  to  oppose  each  other  needlessly,  but  rather  to  unite,  under 
separate  and  distinct  boards  of  management,  for  the  purpose  of  simul- 
taoeon  operations  in  different  parts, — and  thus  to  confer  a  benefit  upon 
India  the  extent  of  which  is  absolutely  incalculable. 

It  has  been  said,  and  with  justice,  that  if  the  British  dominion  over 
India  were  now  to  see  its  termination,  that  nothing  would  be  left  behind 
to  bear  evidence  of  a  sovereignty  that  had  existed  for  nearly  a  century, 
no  monument  remain  to  perpetuate  the  memory  of  the  English,  the 
«!cce88ors  of  the  Moguls.  This  we  must  confess  is  a  sad  reproach,  when 
we  eoosidcr  the  countless  millions  of  treasure  that  have  flowed  into  this 
conolrj  from  that  fertile  land.  If,  however,  we  suceeed  in  establishing 
a  perfect  system  of  railway  communicatiou  throughout  that  country,  we 
shall  have  wiped  away  this  stigma — and  then,  come  our  fall  when  it 
may,  these  iron  roads  will  remain  to  attest  the  extent  of  our  intelligence 
and  our  power — and  the  consequent  civilization  and  improvement  of  the 
coontry  will  be  the  undying  glory  of  our  sway. 

In  reference  to  this  part  of  the  subject,  we  wish  to  say  a  fsw  words 
to  those  who  are  interested  in  tlie  conversion  of  the  natives  of  India  to 
Christianity. 

In  Europe  and  in  America,  wherever  railways  have  made  their  ap- 
pearance, the  object  has  been  simply  to  facilitate  the  communication 
from  one  place  to  another ;  bnd  this  object  has  been  sufficient  to  cause 
tbeir  construction  in  all  directions.  In  Asia,  however,  in  addition  to 
this  object,  their  exists  another  of  the  greatest  value,  to  which  attention 
bag  not  yet  been  sufficiently  directed.  Every  one  who  carefully  con- 
iiders  the  effect  that  communication  by  railway  is  destined  to  have  upon 
India,  in  softening  the  asperities  of  eastey  will  not  fail  to  see  that  the 
frequent  contact  with  their  neighbours  of  all  descriptions  which  the 
tiilway  causes,  will  eventually  end  in  the  destruction  of  those  religious 

*  Vide  Mr.  Stephenson's  pamphlet*  p.  12. 
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prejudices  wliicb   have  hitherto  been  the  great  stumbling-block  in  o»r 
intercourse  with  the  Hindoo. 

Who  would  have  believed  that  in  the  short  space  of  time  since  railways 
were  introduced  into  the  different  countries  of  the  continent  of  Europe, 
that  the  system  of  passports  would  have  yielded  to  the  quiet,  persevering 
influence  of  the  railway  system,  without  one  word  of  remonstrance 
upon  the  subject  ?  One  system  has  been  found  incompatible  with  the 
other,  and  the  weaker  has  quietly  given  way.  In  the  Rhenish  provinces 
of  France  and  Prussia,  where  railroads  exist,  it  has  been  found  ne- 
cessary to  modify  the  rigour  with  which  passports  were  formerly  ex- 
amined ;  and  in  Belgium,  from  the  increase  of  railroad  travelling,  they 
have  been  found  to  be  impracticable,  and  therefore  have  been  wisely 
abandoned  altogether.  To  the  same  silent,  constant,  and  persevering 
influence  do  we  look  for  the  eventual  destruction  of  caste  in  India.  It 
will  not  be  accomplished  by  the  arguments  of  the  learned,  directed  to 
the  understanding  of  the  people,  for  that  has  already  been  tried,  and  Las 
failed ;  but  we  fear  not  to  predict,  that  after  railways  shall  have  been 
organized  in  India,  and  the  population  accustomed  to  their  use,  the  day 
will  not  be  far  distant  when  these  prejudices  will  be  so  much  weakened 
that  the  hideous  fabric  of  Hindoo  worship  will  voluntarily  begin  to 
crumble,  and  gradually  fall  to  pieces,  without  an  eflPort  maide  on  one 
side  for  its  destruction,  or  a  struggle  on  the  other  for  its  preserva- 
tion. 

But  to  return  to  the  Great  North  of  India  Company.  The  line  they 
have  projected  passes  through  a  country  as  level  as  Belgium,  and  twice 
as  fruitful — teeming  with  population — abounding  in  wealth — where  the 
utility  of  railways  is  already  duly  appreciated,  and  their  formation  loudly 
called  for.  We  have  recently  heard  of  one  native  merchant,  who  stated 
his  readiness  to  invest  a  capital  of  200,000/.  in  such  undertakings,  so 
satisfied  was  he  of  their  importance  and  value  to  the  commerce  of  his 
country— others  will  not  be  slow  to  follow  his  example,  and  there  is  no 
doubt  of  the  natives  making  railways  a  favourite  investment.  The  es- 
tablishment of  steam-boats  on  the  Ganges  has  already  accustomed  them 
to  locomotion  by  steam;  and  the  vicinity  of  such  places  as  Benares, 
Allahabad,  Cawnpoor,  Lucknow,  Beelah,  Futtyghur,  Burtpoor,  Mattra, 
Delhi  and  Meerut,give  promise  of  a  considerable  passenger  traffic; — tlie 
produce  of  the  Dooab,  and  other  districts  in  its  neighbourhood,  famed 
for  their  fertility,  in  the  production  of  cotton,  sugar,  rice,  indigo,  opium, 
tobacco,  &c.*,  and  that  of  the  factories,  may  justly  be  expected  to  pass 
along  the  railway,  in  order  to  avoid  the  great  delays  of  water  carriage, 
to  prevent  the  deterioration  of  property,  which  is  always  more  or  less 

*  On  the  road  between  Allahabad  and  Cawnpoor,  the  traffic  for  one  year  was  as 
follows : — 

107.613  carts. 

172,377  camels,  bullocks,  &c.  (laden  with  goods). 

63,720  coolies,  Cportere  carrying  goods). 

98,619  carriages! 

122,751  horses,  camels,  &c.  carrying  travellers. 

266.052  travellers  on  foot 

In  1B42,  the  (quantity  of  sugar  that  passed  in  six  months  was  64,507  tons. 

In  the  arljoining  provinces  there  are  18  millions  of  acres  under  cultivation— of 
which  577,03.5  acres  produce  sugar.  16,570,000^1  in  produc*e  is  annually  received 
from  or  is  conveyed  to  the  interior. — Vide  Stephenson's  pamplilet,  pp.  16  and  17. 
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iojured  by  the  water,  and  to  save  the  charge  of  insurance,  which  is  very 
bea?y.  The  cost  of  construction  of  a  railway  through  this  part  of  In- 
dia, in  consequence  of  the  flatness  of  its  surface,  the  cheapness  of  labour, 
and  the  abundance  of  wood  and  iron,  which  can  be  brought  by  the 
Ganges  to  cYcry  part  of  their  line,  may  be,  taken  as  low  as  the  average 
of  cost  of  the  Belgian  railways — ^wbich  is  somewhere  about  3,000/.  a 
mile— rather  less  than  more.  These  circumstances,  therefore,  all  con- 
sidered— we  do  not  hesitate  to  say  that  we  think  this  railroad  possesses 
all  the  elements  of  success,  and  requires  only  good  management  in  its 
directors  to  ensure  it. 

We  understand  the  line  is  proposed  to  be  laid  down  as  follows  : — 
first,  to  complete  a  junction  between  Allahabad  and  Cawnpoor,  a  dis- 
tance of  about  seYenty-five  miles.  This  part  in  operation,  the  project 
will  be  continued  direct  to  Delhi,  throwing  oflT  branches  to  Futtygur 
and  Agra  in  its  progress,  and  also  connecting  Delhi  with  Meerut. 
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Ws  are  happy  to  hear  that  accounts  of  a  most  favourable  character  have 
reached  this  country  of  the  reception  of  the  prospectus  of  this  company 
in  the  Madras  Presidency,  and  that  the  most  influential  parties,  including  the 
Marquess  of  Tweeddale,  have  given  it  their  sanction  and  support.  The 
]ioe,  it  will  be  recollected,  was  warmly  supported  by  his  Lordship's  pre- 
decessor, Lord  Elphinstone,  when  it  was  first  surveyed ;  but  owing  to 
some  differences  of  opinion  in  the  Council,  its  progress  was  stopped  for 
the  moment.  Since  then,  as  will  be  seen  by  the  correspondence  which 
we  subjoin,  the  improved  road  from  Madras  to  Wallajahnuggur,  in  con- 
jnnction  ^^th  and  along  the  line  of  which  it  was  proposed  to  lay  down 
tLe  railroad,  has  been  completed,  and  has  led  to  the  most  valuable 
resalts  in  the  increase  of  traflic  which  has  taken  place  in  the  district.  It 
is  a  gratifying  fact,  and  one  which  gives  the  best  earnest  of  the  success- 
ful prosecution  of  the  work,  and  of  its  eventual  value  as  a  means  of 
ciTilization  and  a  source  of  profit,  that  it  has  been  most  favourably  taken 
up  by  the  local  population.  Mr.  Thomson,  the  president  of  the  Madras 
Cliamber  of  Commerce^  in  a  letter  to  the  chairman  of  the  company, 
under  date  the  23d  September,  1845,  writes,  "  The  local  feeling  in 
favour  of  the  project  which  your  company  has  in  view,  seems  to  be 
very  favourable  to  it ;  and  affords  every  reason  to  expect  that  the  shares 
allotted  to  India  will  soon  be  taken  up."  Another  letter  from  the 
same  to  the  same,  gives  the  following  interesting  particulars : — 

**  I  believe  that  your  company  will  meet  with  cordial  support  in  this  presi- 
dcQcj,  and  if  a  railway  will  pay  anvwhere  in  India,  it  should  pay  on  the 
line  which  you  have  taken  up.  Within  the  last  few  years,  since  the  new 
foad  has  been  consrtucted,  there  has  been  a  great  increase  of  traflic ;  but 
even  with  the  increased  facilities  which  the  new  road  affords,  the  means 
of  conveyance  are  short  of  the  wants  of  commerce,  and  the  greatest 
iaconTenience  has  this  year  been  experienced  from  the  difliculty  of  pro- 
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curing  bandies.  Mr.  Norton,  I  helieye,  estimates  the  trade  in  salt  at  4,700 
garci,  or  about  19,000  tons,  but  I  cannot  speak  as  to  the  correctness  of 
this  estimate.  However,  some  idea  may  be  formed  of  the  importance  of  the 
line  by  the  fact,  that  it  leads  into  the  very  heart  of  our  principal  sugar  dis> 
trict,  and  that  within  the  last  two  years  there  has  arisen  a  trade  in  the  article 
from  the  Chittoor  district,  and  which  would  all  come  by  the  railway,  of  not 
less  than  5,000  tons,  and  we  may  expect  that  in  time  this  will  greatly 
increase.  Captain  Worster  tells  us  that  he  estimates  not  less  tl^  700 
bandies  come  in  daily  to  Madras  by  the  new  road  as  an  average,  and  this 
is  e<}ual  to  about  300  tons  per  day  of  imports,  exclusive  of  exports.  If  the 
reabty  amounts  to  even  one  half  of  this  it  is  great.  To  ascertam  the  precise 
traffic,  the  only  correct  means  would  be  to  station  men  on  the  road  at  dif- 
ferent points  to  take  down  daily  the  bandies  that  pass  to  and  firo.  This  has 
been  done  by  Worster  and  by  Oaptain  Cotton,  also,  I  believe ;  but  I  am  not 
aware  whether  it  has  been  done  with  that  accuracv  and  for  a  sufficient  time 
to  enable  one  to  draw  correct  conclusions.  It  would,  I  think,  be  worth  while 
to  do  this  again  for  three  or  four  months,  not  in  succession,  but  every  third 
or  fourth  month,  which  would  give  a  pretty  close  approximation  to  the 
averages.  My  own  impression  is  that  there  wUl  be  a  fair  return  from  native 
passengers  in  time,  if  the  passage-money  is  only  kept  sufficiently  low  to 
come  within  their  means,  and  accommodation  afforded  so  as  to  meet  their 
peculiar  and  sensitive  feelings  as  regards  the  female  portion  of  their 
families.  There  will  be  a  great  saving  in  the  expense  of  railways  in  this 
country  as  compared  with  those  in  England  in  the  two  items  of  land  and 
stations,  which  at  home  form  a  proportion  of  thirty  per  cent,  to  the  whole 
cost ;  and,  besides,  the  same  speed  is  not  necessary  here,  and  twelve  mUes 

Ser  hour  would  answer  every  purpose  required.  lieutenant  CoUyer  has 
rawn  up  an  estimate  for  the  Wallajahnuggur  line,  and  has  taken  a  great 
deal  of  trouble  in  collecting  his  data.  He  estimates  the  construction  of  a 
single  line  at  10,19,000  B,,  and  with  contingencies,  such  as  engines,  build- 
ings, <&c.,  at  rather  under  12  lacs.  He,  however,  thinks  that  teak  sleepers 
may  be  depended  upon,  and  calculates  the  speed  at  about  ten  miles  per 
hour.  His  calculations  shall  be  made  available  to  the  committee,  whicli  I 
believe  Mr.  Norton  is  organizing  in  accordance  with  the  views  expressed 
in  your  letter  to  the  chamber.  He  seemed  to  us  the  best  person  in  the  lists 
sent  by  you  to  whom  to  commit  the  interests  of  the  company. 
"  Believe  me,  yours  sincerely, 

"  J.  Thomsoh. 
"J,  A.  Arbuthnot,  Esq." 

The  Committee  to  co-operate  in  the  presidency  with  the  Company  in 
London  was  readily  formed,  and  Mr.  Walter  Elliot,  who  was  appointed 
secretary  to  it,  writes  the  folloi;idDg  account  of  its  earliest  pioceed- 
ings: — 

"  Our  first  act  was  to  take  steps  for  the  delivery  of  the  letter  addressed  by 
you  to  this  Government.  The  deputation  of  the  committee  selected  for  the  pur- 
pose met  with  the  most  cordial  reception  from  the  Marquess  of  Twecdoale, 
who  not  only  expressed  his  own  favourable  wishes  for  the  success  of  the 
undertaking,  but  offered  various  suggestions  for  promoting  a  readier  com- 
munication between  the  constituted  authorities  and  the  Committee,  and 
stated  his  readiness  to  afford  them  every  assistance  in  his  power.  We  ac- 
cordingly resolved  to  address  the  Government,  requesting  to  be  furnished  with 
all  the  information  in  the  public  records  relating  to  the  survey  of  the  line 
of  road  between  Madras  and  Wallajahnuggur  by  Captain  Worster,  and  also 
with  any  information  on  the  subject  of  railroaos  generally.  Likewise  that 
orders  should  be  given  to  the  local  officers  in  charge  of  the  country  through 
which  the  line  is  to  pass,  to  communicate  with  and  afford  to  the  Commit- 
tee such  information  as  they  may  require." 
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This  gentleman  then  adds,  that  a  suh-committee  lias  been  appointed 
to  report  upon  the  voluminous  documents  which  might  be  expected  to 
come  into  their  hands ;  and  that  the  prospectus  had  been  generally  is- 
saed.  The  deposit  upon  shares  in  the  first  instance  is  fixed  at  twelve 
rupees,  about  twenty-four  shillings  per  share.  Mr.  Elliot  concludes 
tLus:— 

**  I  trust  these  steps  will  serve  to  show  the  home  Committee  that  we  have 
tiken  up  the  matter  in  earnest,  and  that  we  are  zealously  bent  on  further- 
iog  to  the  utmost  of  our  power,  a  project  so  well  calculated  to  develop  the 
resources  and  promote  the  improvement  of  Southern  India." 

The  following  article,  extracted  from  a  recent  number  of  the  Madras 
Spectator^  gives  a  good  idea  of  the  earlier  history  of  this  important  pro- 
ject, and  of  the  estimation  in  which  it  is  held  by  men  of  experience  in 
the  presidency : — 

**  Long  before  Mr.  Macdonald  Stephenson  commenced  his  laudable  move- 
ment on  behalf  of  Bengal,  the  desirableness  of  railway  intercommunication, 
and  its  peculiar  adaptability  to  the  natural  and  commercial  circumstances 
of  our  presidency,  had  been  pointed  out  and  acknowledged  by  competent 
parties  at  Madras.  It  is  not  therefore  on  a  dubious  or  an  unknown  field  of 
enterprise,  that  speculation  proposes  now  to  make  its  venture.  The  most 
material  &ct8  necessary  to  a  rignt  estimate  of  the  first  outlay  and  probable 
returns  of  that  line  which  best  deserves  attention,  have  been  already  drawn 
together,  and  should  an  English  company  determine  on  carrying  out  the 
pUns  for  whose  support  those  data  were  accumulated,  but  little  more,  we 
imagine,  than  a  partial  verification  of  them  would  be  needed,  preliminary  to 
the  commencement  of  the  work.  Judging  from  what  we  have  above  writ- 
ten, our  readers  will  find  no  difficulty  in  discovering  the  line  of  road  at 
which  we  point ;  since  none  other  than  that  between  Mi^lras  and  Wallajah- 
nuggur  presents  the  immediate  facilities  and  recommendations  insisted  on. 
Sitiusted  within  a  short  distance  (some  seventy  miles)  of  the  coast  capital, 
snd  forming  as  it  does  a  chief  depot  for  the  produce  of  several  districts 
while  in  transitu  thither — ^the  intermediate  country  being  moreover  a  dead 
level  the  whole  way,  and  therefore  entailing  no  necessity  for  laborious  tun- 
nelings  or  cuttings, — ^Wallajahnuggur  is  perhaps  prim&  fade  the  very  best 
spot  Uuit  could  be  selected  for  the  terminus  of  an  experimental  railway  ;  and 
ihen  to  these  advantages  we  further  add  the  collateral  considerations 
before  mentioned,  viz.,  that  a  survey  of  the  line  has  been  already  made,  and 
the  necessary  statistical  calculations  entered  into,  it  will  at  once  appear 
that  no  project  of  the  kind  at  this  presidency  could  offer  to  capitalists  an 
appearance  so  encouraging. 

^^With  reference  to  what  took  place  on  the  subject  during  Lord  Elphin- 
stone*!  government,  we  may  observe  that  the  engineers*  estimates  for  the  con- 
stmction  of  the  Wallajahnuggur  Railway  underwent  a  searching  examina- 
tion at  the  hands  of  another  authority  here  ;  who,  taking  into  account  the 
cost  of  stone  sleepers,  and  including  various  matters  not  fully  allowed  for  by 
the  original  estimator,  yet  calculated  the  requisite  expenditure  at  a  rate  no 
higher  than  that  of  one  thousand  pounds  per  mile !  *  The  same  party  hav- 
ing also  laboriously  calculated  from  public  data  the  present  cost  of  carriage 
on  boll^  articles,  and  formed  an  estimate  of  the  whole  probable  expenses  of 
the  railroad  tr^c,  was  brought  to  a  conclusion  that  a  net  profit  of  between 
ten  and  twenty  per  cent,  would  be  realized  on  the  Wallajahnuggur  line 
from  salt  alone  !  His  estimate  on  the  enhanced  price  of  that  article  at  the 
above  station,  as  contrasted  with  the  Government  monopoly  price  at  the 
coast,  (and  by  which  the  profit  on  outlay  arising  from  the  comparative 

*  900i  per  mile  is  the  estiinated  cost  for  the  Bengal  Railway.—E.  M.  S. 
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cheapness  of  railway  carriage  was  calculated),  were  derived,  we  believe,  from 
an  elaborate  statement  d»wn  up  by  Mr.  1>.  Elliot,  and  submitted  to  the 
consideration  of  Government  by  tne  Revenue  Board.  Pursuing  his  investi- 
gations, the  gentleman  to  whom  we  allude  became  satisfied  of  the  feasibility 
and  ultimate  expedience  of  carrying  on  the  railroad  through  the  southern 
districts  ;  so  as  to  render  it  the  great  channel  for  conducting  their  produce 
to  the  capital,  and  eventually  to  open  up  new  sources  of  traffic,  by  connect- 
ing sea  with  sea,  or,  in  other  words,  Madras  with  Calicut. 

"  This  was  certainly  a  noble  project,  and  one  which,  although  not  perhaps 
in  our  own  generation,  will  most  assuredly  be  accomplished  ;  for  so  copious 
are  the  interior  products  of  cotton,  sugar,  indigo,  rice,  <kc.,  all  of  which  must 
find  carriage  of  some  sort  to  the  coast,  that  a  judiciously  chosen,  fittingly 
constructed,  and  well  governed  line  of  railway,  would  amass  such  an  amount 
of  trafiic  as  could  not  fail  to  render  it  a  most  lucrative  speculation  to  the 
undertakers.  Meanwhile,  however,  we  must  content  ourselves  with  advo- 
cating, as  an  initiative  step,  the  formation  of  the  less  magnificent  and  more 
easily  effected  Wallajahnuggur  line.  To  this,  in  the  event  of  a  company 
being  associated  on  behalf  of  our  presidencv,  immediate  attention  wiU  no 
doubt  be  drawn  ;  and  as  it  is  the  duty  of  the  press  to  lend  its  utmost  aid 
for  the  advancement  of  a  scheme  so  fraught  with  benefit,  both  to  those  who 
govern  and  them  that  obey,  no  effort  shall  be  henceforth  wanting  on  our 
part  to  obtain  such  further  information  as  may  aid  in  elucidating  the  sub- 
ject, and  seciiring  for  it,  both  here  and  in  England,  the  requisite  amount  of 
public  favour." 

The  writer  of  the  above  article  refers  to  some  calculations  made  by  a 
high  official  person  upon  the  cost  of  traffic  under  existing  circumstances 
in  the  Madras  presidency ;  and  the  comparative  cost  of  transit  upon  the 
railway  system.  The  results  of  these  calculations  are  extremely 
curious,  and  quite  convincing  in  favour  of  the  claims  of  steam  power ; 
and  we  have  great  pleasure  in  laying  the  following  statement  of  those 
results  before  our  readers: — 

*^  In  the  Report  of  a  Committee,  dated  March  1838,  that  had  been  ap- 
pointed by  the  Madras  Gk)vernment  to  investigate  as  to  the  expenditure  and 
capabilities  of  a  railway  and  canal  that  had  been  constructed  for  the  con- 
veyance of  road  material  from  the  Red  Hills  for  the  roads  about  Madras,  the 
following  paragraph  occurs,  from  which  some  idea  may  be  formed  as  to  the 
emolument  likely  to  be  derived  from  the  conveyance  of  heavy  goods  by  a 
railway  on  a  more  extensive  scale. 

"  *  Para.  60. — ^But  perhaps  the  greatest  obstacle  of  all  with  which  the 
railroad  has  had  to  contend  is  the  mgh  degree  of  economy  prevailing  in  the 
supply  of  road  materials  on  the  old  plan,  under  which  a  heavy  cart  load  of 
material  weighing  about  1,CXX)  lbs.  is  conveyed  more  than  7  miles  for  7  anas, 
the  regulated  hire  for  a  cart  from  Madras  to  the  Red  Hill  being  R.l.2a,  8j/. 
to  convey  720  lbs.  only ;  but  this  supposes  a  distance  of  10  miles,  whereas  the 
average  distance  of  bringing  the  material  but  slightly  exceeds  7  miles ; 
still  the  discrepancy  between  7  and  18  anas  remains  in  force,  owing  to  the 
relative  weights  carried.' 

"  From  the  above  it  will  be  seen,  that  notwithstanding  the  greatest  pos- 
sible reduction  had  been  effected  in  the  conveyance  of  road  materials  conse- 
quent on  severe  competition,  yet  a  cart  load,  weighing  1,000  lbs.  only  cost 
1  ana.  or  1|</.  per  mile.  But  a  ton  of  like  material  or  other  goods  weighing 
2,2401b8.  would,  at  the  late  reduced  rates  on  the  London  and  Birmingham 
Railway,  be  carried  for  l^,  per  mile,  or  one  third  of  the  cost  by  cartage 
at  Madras  taken  at  the  lowest  contract  price.  This  is  the  only  competition 
with  which  railroads  to  the  interior  on  the  Madras  Railway  would  nave  to 
contend. 

**  The  hire  of  24  coolies  or  porters,  required  to  cany  36  dozen  quart 
bottles  of  any  liquid,  or  articles  weighing  2,160  lbs.,  from  Madias  to  Aicot, 
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73  miles,  would  be  RJS^J  12a.  0^.,  or  3/.  9«.  &/.,  whilst  the  carriage  of  the 
same  quantity  by  3  bandies  or  carts,  would  be  R.2\y  or  1^.  ISs.  But  by  the 
new  rates  on  the  London  and  Birmingham  Railway,  a  ton  weight  in  blottle, 
or2;2401bs^  would  be  carried  the  same  distance  for  12^.  Qd.  But  suppose 
the  Madras  rates  as  above  were  reduced  br  one-third,  in  consequence  of  die 
emstruction  of  a  railway,  the  charge  for  conveyance  of  a  ton  of  such 
trticle  from  Madras  to  Arcot  would  be  as  follows :  by  coolies  2/.  6».  8^. ;  by 
carts  1/.  ba,  \\d,\  and  by  the  London  and  Birmingham  rate  12«.  6e2.,  as 
before ;  which  would  allow  a  wide  margin  for  toll  Charges  by  the  intended 
nilwav,  and  this  too  after  making  an  allowance  for  competition. 

^  It  luu  been  stated,  and  generally  believed,  that  the  chief  source  of  income 
likely  to  be  derived  from  railroads  m  India  would  arise  from  the  conveyance 
of  merchandize.  Such  was  the  opinion  first  entertained  on  the  construction 
of  the  Liverpool  and  Manchester  Railway  ;  but  it  was  soon  found  that  pas- 
senger traffic  was  the  most  lucrative ;  and  although  a  like  result  could  not  be 
expected  from  railroads  in  India,  at  least  for  a  very  considerable  time,  yet  the 
income  likely  to  be  derived  from  this  source  has  probably  been  undervalued, 
for  the  inducements  to  travel  by  railway  arc  so  great  as  to  economy,  de- 
snatch,  and  comfort,  that  great  numbers  would,  in  tihie,  be  found  to  avail 
themselves  of  it.  Two  or  three  instances  as  to  the  great  difference  of 
expense  between  the  usual  mode  of  travelling  in  India  and  by  railway  may 
be  given.  The  hire  of  a  set  of  palankeen  bearers  (laying  aside  the  expense 
of  palankeen)  from  Madras  to  Bangalore — ^207  miles— costs  not  less  than  65 
rupees,  or  6/.  10«.,  whilst  the  distance  from  London  to  Birmingham — 1 12  miles 
— 4s  completed  by  the  common  train,  in  five  hours,  for  1/.  3«.,  and  in  a 
lecond-class  carriage  for  17«.  The  journey  to  Bangalore  would  occupy  a 
week  with  one  set  of  bearers.  Travelling  with  posted  bearers  is  quicker, 
but  more  expensive,  than  employing  one  set  only.  The  saving  of  expense 
to  a  first-class  passenger  would  not  end  here  by  the  establishment  of  rail- 
ix)ads,  for  his  servants,  baggage,  and  horses  would  also  be  carried  at  a  very 
cheap  rate.  But  one  great  object  for  constructing  railroads  in  India  would 
be  accommodating  second  and  third-class  passengers.  The  latter  are  now 
carried  on  all  railways  in  England  for  Id,  per  mile,  and  yield  a  profit.  The 
expense  for  the  construction  of  fifty-two  principal  railways  m  England 
averaged  upwards  of  31,000/.  per  mile.  But  there  is  reason  to  believe  that 
1  thi^  of  that  sum,  or  10,000/.  per  mile,  would  be  an  ample  avera^  allow- 
ance for  the  construction  of  railroads  throughout  India.  Should  tms  be  the 
case,  a  third-class  passenger  might  be  carried  for  one  halfpenny,  or  4  pice, 
per  mile  ;  so  that  the  charge  from  Madras  to  Arcot — 73  miles — ^would  be  1 
mpee  8  anas  4  pice,  or  3«.  O^c/.,  and  to  Bangalore — 207  miles — 4  rupees  5 
anaa,  or  8«.  7|</.  Such  charges  as  these  would,  in  all  probability,  induce 
many  travellers  to  go  by  rail  who  adopt  any  other  means  of  movement  than 
their  own  legs,  as  well  as  many  of  those  who  do.  It  may  not  be  out  of  the 
way  to  observe,  that  sis  time  and  labour  are  more  valuable  under  the  Madras 
presidency  than  in  Bengal,  the  people  are  better  able  to  pay  for  railway 
accommodation  in  the  former  than  in  the  latter  presidency. 

**  In  the  absence  of  traffic  returns,  these  details,  short  though  they  are, 
may  not  be  without  interest,  as  tending  to  prove  that  a  railway  to  Arcot  or 
Bangalore  would  successfully  compete  with  the  ordinary  modes  of  convey- 
ance at  Madras,  provided  the  amount  of  traffic  be  found  sufficient  to  warrant 
the  oonstruction  of  a  line  to  either  of  these  places."* 

'  The  following  memoranda  may  be  useful  as  guide-notes  to  the  above  observ- 


A  gard  is  a  measure,  at  Madras,  weighing  10,000  lbs.  A  bandy,  or  cart,  at 
Madm,  drawn  by  two  bullocks,  will  take  ]  ,000  lbs.  of  goods.  The  regulated  hire  for 
a  bandy  load  (called  720 lbs.)  is  1  rupee  (2^.)  for  ten  miles.'  Bandies,  or  carts,  may, 
howefer,  be  hired  by  private  bargain  for  less  than  half  the  regulation  price ;  that  is, 
to  carry  1,000  lbs.  for  ten  miles  tor  about  one  shilling ;  or  about  a  ton  for  27  penoe 
fas  10  miles;  or  2  pence  3  fiuthings  per  ton  per  mile« 
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Embankment  of  the  Thames. — Public  Terrace  and  Railway  Junction 
Stieet. — Thames  Cemeteries. — Grand  Eastern  and  Western  Cemeteries 
Association. — Monuments  to  the  Great. — Surrey,  London,  and  Metropoli- 
tan Railway  Junction  Companies.  —  Birmingham  and  Metropolis  JJhocka 
Terminus. 

Befobs  entering  into  specific  plans,  it  vm&  important  to  open  gener- 
ally the  subject  of  metropolitan  improvementSy  to  consider  them  both 
present  and  prospectively,  with  a  view  both  to  the  existing  and  future 
exigencies  of  a  great  city,  destined  in  all  probability  not  only  to  a  rapi<l 
expansion  of  its  local  boundaries,  but  an  almost  inconceivable  increase 
in  its  numbers,  opulence  and  structural  grandeur.  It  was  necessary  to 
do  this,  too,  with  a  full  prescience  of  the  locomotive  and  mechanical 
agencies  the  age  has  mastered,  with  the  not  unreasonable  anticipation 
that  their  uses  may  be  still  further  extended  and  multiplied. 

Poleonomy,  or  the  laying  out  of  towns  on  the  Birkenhead  principle, 
with  a  regard  to  the  health,  comfort  and  convenience  of  their  inhabitants, 
is  a  new  science  that  has  never  been  systematically  studied,  or  obtained  the 
public  attention,  to  which  it  is  entitled  by  its  vital  utilities;  but  it  is  certain 
the  time  is  near  when  townspeople  need  not,  nor  is  it  likely  they  will, 
continue  to  lead  the  caged>up  and  half  developed  existence  they  have  here- 
tofore done.  Allusions  to  these  topics,  and  endeavours  to  impress  their 
primary  consideration  on  projectors,  have  formed  the  main  staple  ^f  oor 
two  preceding  articles ;  but  having  discharged  this  general  duty,  we  ^all 
next  separately  consider  the  various  schemes  that  have  been  submitted 
of  local  improvement,  commencing  with  that  which  appears  to  be  the 
most  novel  and  striking,  the 

BMBANKMSNT  OP  THE  THAMES,   WITH  A  RAILWAY   JUNCTION, 

For  a  iirst  and  right  impression  of  the  urgent  claims  of  this  under- 
taking, a  stranger  cannot  do  better  than  place  himself  over  the  middle 
arch  of  Waterloo  Bridge — time,  near  the  lowest  ebb  of  a  neap-tide.  He 
will  thence  see,  by  extending  his  eye  upward  and  downward,  the  bed  of 
the  river,  a  spectacle  in  many  respects  not  agreeable  to  contemplate ;  but 
that  with  which  he  will  be  most  grieved,  if  he  has  any  public  spirit 
within,  will  be  to  witness  the  palpable  waste  of  water  and  waste  of  site. 
The  meandering  and  now  almost  fordablc  stream  beneath  him  is  chiefly 
valuable  in  traffic  for  its  alternate  tidal  flow ;  but  these  advantages,  he 
will  remark,  are  needlessly  and  immensely  circumscribed,  in  all  states  of 
the  tide  short  of  high  water,  by  innumerable  shallows  and  sandbanks, 
that  from  Kingston  to  the  "  Old  Shades "  impede  the  navigation  of  the 
Thames.  For  lessening,  if  not  entirely  obviating  these  obstructions,  it 
is  obviously  only  necessary  to  contract  the  bed  of  the  river,  by  which  its 
channel  would  be  deepened,  its  propulsive  force  to  and  fro  augmented, 
and  a  wide  margin  of  dry  land  obtained  for  buildings,  viaduct,  public 
promenade,  or  whatever  else  of  use  or  ornament  such  a  valuable  and 
eligible  reclamation  of  shore  might  be  esteemed  fit  and  convertible. 
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An  nndertakins  not  precisely  of  this  description,  but  embracing  per- 
haps more  feasible  and  profitable  aims,  has  been  pnt  forth  by  the 
"  Thames  Embankment  and  Railway  Junction  Company."  The  possi- 
Inlity  of  an  embankment  of  a  portion  of  the  river  was  started  twenty 
yens  since  by  Colonel  Trench,  and  is  now  brought  forward  under 
auspices  that  bid  fair  to  give  the  first  crude  conception  positive  relief  and 
existence.  In  the  scheme  propounded  two  leading  features  have  been 
embraced ;  fint,  the  erection  of  an  embankment  on  the  north  shore  of 
the  Thames,  extending  from  Hungerford  Market  to  Blackfriars  Bridge, 
by  which  a  solid  longitndinal  platform  would  be  raised,  affording  an 
eletated  mound  for  a  noble  public  terrace  along  the  river,  and  &r  a 
carnage  and  foot-way,  that  would  open  greater  facilities  for  business 
and  transit  than  the  narrow  and  crowded  thoroughfares  which  now  form 
the  only  communication  between  the  west  and  east  ends  of  the  metro- 
polis. This  part  of  the  design  will  be  readily  understood  from  the  map 
prepared  by  Mr.  Page,  the  able  engineer  of  the  projected  work,  and 
which  we  hope  to  be  able  to  insert  in  our  February  number. 

At  this  point  the  design  might  pause,  and  when  practically  carried 
ont,  a  great  public  work  held  to  be  completed.  But,  in  connexion  with 
the  embankment,  it  is  intended  to  open  a  railway  street,  which  forms 
the  second  feature  of  the  plan,  upon  the  atmospheric  principle,  from  the 
east  or  Blackfriars  end  of  the  embankment  to  the  vicinity  of  London 
Bridge,  the  Bank  and  Royal  Exchange,  and  thence  to  the  Blackwall 
Bailway  ;  throwing  off  branches  from  this  junction  line  over  Southwark 
Bridge,  or  a  new  railway  bridge,  so  as  to  communicate  with  the 
Brighton,  Croydon,  South  Eastern,  and  other  lines  on  the  Surrey  side  of 
the  Thames. 

Such  is  the  general  outline  of  the  scheme,  whose  advantages  may  be 
thus  recapitulated; — 1.  A  river-side  terrace,  equally  striking  in  appear- 
aaoe  and  utility,  affording  a  spacious  drive  and  promenade  available  for 
the  purposes  of  either  business  or  health  and  recreation,  will  be  obtained 
for  the  public ;  while  the  most  crowded  thoroughfares  of  the  city  will 
be  relieved  £rom  a  part  of  the  vast  traffic  which  obstructs  them,  and 
by  the  adoption  of  the  improved  mode  of  railway  transit,  free  from 
noise,  smoke,  and  danger. — 2.  The  improvement  of  the  navigation  of 
the  river,  and  of  the  metropolitan  sewerage,  by  the  removal  from  the 
north  shore  of  the  unsightly  and  unwholesome  accumulations  of  mud 
that  now  impede  and  disBgure  it. — 8.  A  rapid  and  uninterrupted  line  of 
communication  will  be  opened  between  the  centre  of  London  and  the 
soathem  and  eastern  parts  of  the  kingdom. 

An  estimate  has  been  formed  of  the  traffic  between  the  west  end  and 
the  city,  but  the  provisional  directors,  to  avoid  exaggeration,  have  con- 
tented themselves  with  submitting  the  subjoined  general  calculation, 
which  imports  an  ample  return  for  the  capital  required. 

ESTIIUTB  OP  THE  TuAFPIC  BETWEEN   THE  CiTT  AST)   WeST  EnI). 

fiteamera  averaging  370  trijjs  per  day     -        -        -      1(3,000  Passengers. 
Omnibuses,  ditto  2,120  journeys  per  day      •    -        -      20,000    ditto. 
Cabs  and  Private  Carriages,  ditto  C,5S8  -        -      13,000    ditto. 

49,000    ditto. 
Foot  Paisengen,  ditto  76,000    ditto. 

126,000  Persons  daily. 
d8 
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If  one-third  only  of  the  Passengers  by  Steamers  and 
Carriages  use  the  Railway  ....      16,300 

And  one-eighth  of  the  Foot  Passengers  -        -        9,500 

And  of  those  travelling  to  and  fro  from  the  different 
Railways  connected  with  the  Blackwall  and  the 
London  Bridge  Termini 12^ 

The  aggregate  would  be       -      38,000 

Assuming  that  the  improved  mode  of  transit  will 
increase  the  number  of  passengers  about  one-third 
(the  usual  calculation  being  dovMt),  the  daily 
number  will  be  50,000. 

An  average  of  Zd,  would  give  £625  per  day,  or      £228,125  per  annum. 
And  deducting  for  expenses  ...       67,000 

There  would  remain       -       £171,125 

or  about  nine  per  cent,  upon  the  capital  of  the  company.  Admitting 
the  correctness  of  the  data,  nobody  can  reasonably  doubt  this  return 
who  considers  the  multitudes  continually  passing  and  repassing  to  and 
from  the  city  on  foot,  in  omnibuses  and  other  carriages,  and  in  steam- 
boats, and  without  reckoning  the  largely  increased  traffic  that  must  accrue 
by  the  junction  with  the  eastern  and  soathem  railways,  and  their  many 
projected  extensions.  When  it  is  remembered  also,  that  the  transit  wiU 
occupy  less  ihsxifive  mimites,  instead  of  as  at  present  tvoenttf  minutes  to 
half  an  kour^  the  saving  alone  of  valuable  time  to  men  of  business  must 
ensure  for  it  powerful  support. 

One  of  the  objects  of  the  company  being  to  co-operate  with  the  Govern- 
ment in  carrying  into  execution  the  plan  of  the  Royal  Commissioners  for 
an  embankment  of  the  Thames,  contained  in  their  Report  (February  7, 
1^44),  and  recommended  by  previous  parliamentary  committees,  it 
became  the  duty  of  the  directors  to  seek  an  interview  with  the  Earl  of 
Lincoln,  the  Chief  Commissioner  of  the  Woods  and  Forests,  and  Chair- 
man of  the  Commission  of  Metropolitan  Improvements.  This  interview 
was  obtained  on  the  26th  of  last  September,  and  of  which  the  result 
was  the  transmission  in  writing  by  the  company,  through  their  chainnan, 
the  Earl  of  Devon,  of  the  following  proposal  to  the  Government : — 

''  That  the  whole  expense  of  the  Embankment  should  be  defrayed  by  the 
company,  subject  to  the  stipulation  that  the  Company  should  be  at  liberty 
to  connect  with  such  Embankment  an  atmospheric  railway  viaduct,  of  orna- 
mental construction,  and  to  continue  such  viaduct  eastwards  of  Blackfriars^ 
bridge  to  the  present  Blackwall  terminus,  in  Fenchurch  Street,  and  also 
across  the  river  by  a  railway  bridge,  or  by  one  of  the  existing  bridges,  to 
join  the  Greenwich,  Dover,  Croydon,  and  Brighton  Railways." 

The  reply  of  the  Earl  of  Lincoln,  dated  October  10,  1845,  is  to  the 
effect  that  a  correct  judgment  can  only  be  formed  of  the  proposal  of  the 
company  after  a  careful  examination  of  the  details  of  a  river  line  of 
railway,  as  affecting  public  and  private  interests  connected  with  the 
navigation ;  but  it  concludes,  as  will  be  seen  by  the  following  extract, 
with  stating  that  his  lordship  is  ready  to  enter  into  such  examination, 
and  that  the  projected  railway  shall  be  the  first  subject  brought  under 
consideration  at  the  ensuing  meeting  of  the  commission : — 

'<  It  wiU  alflOi  I  have  no  doubt,  be  evident  both  to  your  Lordflhip  and  tho 
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Gompanj,  that,  at  the  present  period  of  the  jear,  with  many  members  of  the 
Commission  out  of  town,  and  some  probably  out  of  the  kingdom,  any  effort 
that  I  might  make  to  have  the  subiect  now  taken  up  and  satisfactorily  dis- 
posed of  would  be  unavailing.  If,  however,  after  the  statement  I  have  thus 
fnnkly  submitted  to  you,  the  Company  should  feel  disposed  at  once  to  give 
the  usual  Parliamentary  notices,  such  notices  having  reference  to  the  em- 
btnkment  and  railway  combined,  I  can  only  assure  your  Lordship  and  them 
that  I  shall  feel  it  my  duty  to  obtain  a  meeting  of  the  Commission  early  in 
the  ensuing  year,  and  to  make  the  construction  of  the  projected  railway  the 
first  subject  for  consideration ;  and  I  have  no  doubt,  that  having  reference 
to  the  importance  of  an  early  decision,  the  inquiries  of  the  Commission  may 
be  closed  in  ample  time  for  any  necessary  proceedings  of  the  Company  in 
Fuliament.*' 

The  promised  reference  to  the  Royal  Commission  is  properly  re- 
garded by  the  directors  as  an  important  advantage,  affording  an 
assurance  to  the  shareholders  that  their  funds  will  not  be  wasted  in  fruit- 
less and  expensive  parliamentary  contests.  Should  the  report  of  the 
Royal  Commission  be  favourable,  which  is  highly  probable,  the  company 
will  proceed  with  their  bill  in  the  approaching  session,  as  they  are  pre- 
pared to  do,  under  auspices  which  must  ensure  success ;  but  in  the  event 
of  the  plan  not  heing  recommended  to  the  immediate  adoption  of 
government,  the  company  will  be  placed  in  a  position  to  meet  the  views 
of  the  commission  in  the  subsequent  session,  or  to  return  the  deposits 
with  a  trifling  deduction  for  preliminary  surveys. 

We  have  only  to  add  that  Mr.  Barry  has  accepted  an  engagement 
from  the  company  for  the  architectural  elevations  connected  with  the 
riTer  front  of  the  embankment,  especially  in  reference  to  the  most 
effective  mode  of  passing  the  Temple  Gardens ;  and  that  the  Board 
baring  endeavoured  with  success  to  cultivate  a  friendly  understanding 
nith  3ie  Central  Terminus  Company  and  the  Great  Western  and  Brent- 
ford Company,  no  competing  line  is  likely  to  be  presented  to  parliament. 

It  is  likely  that  this  would  only  be  the  commencement  of  a  magnifi- 
cent work,  the  uses  and  extent  of  which  can  hardly  yet  be  defined.  At 
present  Mr.  Page  proposes  to  commence  at  Hungerford  Market,  but  so 
many  great  improvements  are  contemplated  on  the  banks  of  the  Thames, 
that  it  is  probable  he  will  have  to  carry  the  embankment  considerably 
higher  up  the  river.  A  pubHc  park  in  Battersca  Fields  has  been  deter- 
mined upon,  and  next  session  the  Commissioners  of  Woods  and  Forests 
intend  to  apply  to  parliament  for  a  bill  empowering  them  immediately 
to  commence  its  formation.  It  would  form  a  most  eligible  terminus  or 
resting  point  to  the  western  extremity  of  the  embankment,  and  the 
approach  to  the  Park  from  town  tiloUg  a  public  terrace  would  constitute 
an  invaluable  addition  to  the  healthful  and  recreative  resources  of  the 
capital.  In  addition,  other  projects  of  utility  might  be  advantageously 
combined  with  an  extension  of  the  Thames  embankment ;  namely,  the 
facilities  it  would  afford  to  the  projected 

CEMSTEBIES  ON   THB  BANKS  OF  THE  THAMES. 

It  is  seldom  that  governments  move,  nor,  perhaps,  can  they  move 
with  advantage  unless  the  way  is  marshalled  for  them,  and  they  are 
impelled  onward  by  the  voice  of  the  public.  Years  have  elapsed  since 
a  very  able  report  was  made  by  a  committee  of  the  House  of  Commons 
depicting  the  monstrous  evils  resulting  from  the  existing  mode  of  sepul- 
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tare  in  the  metropolis ;  but  no  initiative  amendment  1ms  been  b^on, 
nor  any  legislative  measures  introduced  by  tbe  executive  founded  on 
their  representations.  The  *'  leave  alone  "  policy  seems  tbe  favourite 
course  of  abandonment  by  rulers,  and  tbe  laissez  /aire  principle  is 
likely  rapidly  to  grow  in  tbcir  estimation — -holding  out  as  it  does  soch  a 
seductive  suasion  to  indolence  and  exemption  from  ministerial  re- 
sponsibility. Partly  on  these  grounds  no  doubt  it  is  that  improvements 
in  the  practice  of  interment,  like  other  public  meliorations,  have  been 
left  to  the  random,  conflicting,  and  often  ill-concocted  and  wasteful 
schemes  suggested  by  individual  cupidity,  or  occasionally,  it  may  be, 
a  laudable  spirit  of  enterprise. 

The  great  end  to  be  aimed  at  in  the  establishment  of  improTcd 
cemeteries  is  to  prevent  the  interment  of  the  dead  near  the  habitations 
of  the  livmg.  In  the  most  crowded  thoroughfares  of  London  grave- 
yards yawn  above,  beneath,  and  around  us,  constantly  receiving  and 
giving  up  their  contents,  and  tainting  with  their  pestilential  effluvia  tbe 
atmosphere  in  which  we  ore  compelled  to  move  and  live.  The  com- 
mon sympathies  of  humanity  are  continually  outraged  by  the  revolting 
spectacle  of  violated  sanctuaries,  and  the  indignities  offered  to  the  dead 
are  often  as  grossly  indecent  as  if  exposed  to  be  tossed  about  for  sport, 
liko  carrion  in  the  public  streets,  and  form  the  opprobrium  of  our  na- 
tional faith  and  character.  Many  attempts  have  been  made  to  abate  this 
nuisance,  and  recent  occurrences  in  Spafields  and  other  burial-grounds 
have  awakened  general  feelings  of  disgust,  and  an  anxious  desire  in  a 
wide  circle  to  abolish  at  once  and  for  ever  interments  vdthin  the  limits 
of  the  metropolis. 

Before  the  committee  referred  to,  evidence  was  given  by  persons  in 
almost  every  rank  of  life  to  the  objectionable  nature  of  the  existing 
practice.  Even, sextons  and  grave-diggers  appear  to  have  been  shocked 
by  the  revolting  sights  often  unavoidably  exhibited  in  London  from  the 
crowded  state  of  the  burial-grounds,  and  which  could  scarcely  have 
been  thought  possible  in  the  present  state  of  society.  Besides  these, 
clergymen  and  dignitaries  of  the  church,  and  professional  gentlemen  of  emi- 
nence, bore  strong  testimony  to  the  manifold  evils  thence  resulting,  both  to 
the  public  health  and  morals.  The  Rev.  J.  Russell,  D.D.,  said,  ^'  It  is 
sickening;  it  is  horrible  !"  Sir  James  Fellowes,  M.D.,  *'  It  becomea  a 
serious  question,  with  an  increased  and  increasing  population,  upon 
what  rational  groimds  such  an  objectionable  practice  can  be  longer  con* 
timied  without  danger  to  the  public  healtn."  James  Copland,  Esq., 
M.D.,  "  I  believe  that  the  health  of  large  towns  is  influenced  by  four 
or  five  particular  circumstances ;  the  first,  and  probably  the  most  im- 
portant, is  the  burial  of  the  dead  in  large  towns.  In  considering  the 
burials  in  large  towns,  we  have  to  consider  not  only  the  exhalation  of 
the  gases,  and  the  emanations  of  the  dead  into  the  air,  but  the  cflfect  it 
has  on  the  subsoil,  or  the  x^Titer  drunk  by  the  inhabitants."  Sir  Benja- 
min Brodic,  when  asked  whether  he  considered  the  crowded  state  of 
the  churchyards  as  one  cause  of  fever  or  disease  in  the  metropolis, 
answers,  "  I  have  always  considered  that  as  one  cause.  My  opinion 
is,  that  the  interments  in  the  interior  of  this  town  must  be  injurious  to 
the  health  of  the  town."  W.  F.  Chambers,  Esq.,  M.D.,  states,  "  I 
have  no  doubt  that  the  fevers  which  are  called  typhus,  even  in  this 
cleanly  quarter  of  London,  (Brook  Street,)  owe  their  ori^  to  the 
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ape  of  putrid  miasma.  I  ^onld  presame  that  o^r-erowded  Imry- 
ing-groaiids  would  supply  sach  efflnTia  most  abnndandj;"  and  the 
whole  mass  of  evidenoe  taken  before  the  Parliam^itaiy  Committee 
leads  to  «  simiior  conclasion. 

Admitting,  as  we  ^ink  it  must,  diat  a  great  public  evil  has  been 
established,  die  next  important  inquiry  is,  the  most  eligible  mode  of  its 
alleviation  or  remoTal.  Where,  and  under  what  arrangements  can  the 
dead  be  interred,  so  as  best  to  meet  the  popular  sentiment  and  the  general 
good  and  conTenience  ?  And  next,  what  would  be  the  extent  of  site 
or  aooommodation  requisite  for  the  purpose? 

To  answer  the  last  iti^ill  be  neoessar}*  first  to  consider  the  time  requi- 
site for  the  decay  of  bodies  in  the  earth,  and  Ihe  space  they  occupy. 
According  to  the  statement  of  a  loading  medical  journal,  the  period 
during  whidi  decomposition  ensues  varies  wiUi  the  condition  of  the 
body,  the  state  of  the  atmosphere,  the  age  of  the  deceased,  the  mate- 
rial of  the  coffin,  whether  metal  or  wood ;  the  nature  of  the  soil,  and 
tho  depth  at  which  burials  take  place.  Thus,  infants  decompose  sooner 
than  diildren,  children  than  adults,  and  adults  than  the  aged.  The  bones 
are  the  parts  that  resist  decay  the  longest,  and  arc  mostly  found  in  the 
oldest  cemeteries.  Under  ordinary  circumstances  ten  years  is  considered 
the  avenge  time  necessary  to  insure  the  all  but  total  decomposition  of 
tho  body  and  coffin  with  adults,  and  eight  and  seven  with  children  and 
infants.  It  is  evident,  therefore,  that  no  grave  should  be  opened  ^vithin 
the  latter  period,  and  tho  existing  di^isting  practice  of  opening  graves 
at  shorter  intervals,  and  piling  four  or  five  coffins  one  upon  another, 
ought  to  be  repudiated  as  an  outrage  to  decency  and  repugnant  to  the 
public  health.  But  at  the  expiration  of  ten  years  the  whole  ground 
might  be  broken  up  with  impunity,  and  would  have  again  become,  with- 
out hurt  to  the  living,  a  suitable  receptacle  for  mortality. 

Applying  these  data  to  the  metropolis  the  following  results  have  been 
deduced.  The  average  annual  mortality  is  taken  at  50,000,  and  allow- 
ing, as  is  the  practice  in  Germany,  thirty-two  square  feet  for  an  adult, 
with  a  proportionate  less  area  for  minors,  the  entire  space  requisite  for 
one  year's  burials  in  the  metropolis  would  be  forty-eight  acres,  or  an 
area  about  as  large  as  St.  James's  Park.  On  the  decennial  renewal 
plan  the  total  area  required  for  interments  would  be  444  acres,  an  area 
nearly  as  large  as  the  Regent's  Park,  or  as  Hyde  Park  and  Kensington 
Gardens  combined.  If  the  graves  were  allowed  to  remain  undis- 
turbed for  a  longer  period,  the  area  requisite  for  the  cemetery  would  be 
proportionably  increased. 

The  space  allotted  to  the  dead  in  this  estimate  is  double  that  to 
which  they  are  now  restricted  in  London.  The  total  number  of  acres 
contained  in  the  intra-mural  metropolitan  bur^nng-grounds,  of  every 
description,  amount  to  218,  in  which  above  44,000  persons  arc  annually 
buried  and  deposited  in  graves.  Thus,  an  area  which  would  not  afford 
annual  burial  for  more  than  25,000  persons  on  an  openly  practised 
system  of  decennial  disinterment,  is  made  to  receive  nearly  twice  that 
number,  very  many,  at  the  same  time,  being  interred  by  their  relatives 
on  the  understanding  that  the  grave  is  never  to  be  disturbed  again  ! 

It  follows  from  this  statement  that  a  cemeterial  area  of  500  acres  would 
traiply  suffice  for  the  entire  annual  mortality  of  the  metropolis,  and  that 
Vy  the  appropriation  of  a  site  of  this  extent  the  whole  ntnsance  and  re- 
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proacb  that  now  attach  to  it  might  be  removed.  But  the  whole  of  this 
surface  would  not  be  immediately  required,  onlj  within  the  lapse  of  the 
entire  decennial  period.  In  the  first  year  only  forty-eight  acres  would  be 
used ;  in  the  second  year  a  similar  applotment,  and  it  would  be  only  in 
the  tenth  year  of  the  term  of  rotation,  when  the  inclosure  first  employed 
had  again  become  fit  for  a  renewal  of  interments,  that  the  last  instalment 
of  the  500  acres  would  be  required.  It  is  probable  that  some  of  the 
higher  and  middle  classes  might  object  to  have  the  graves  of  their  rela- 
tives disturbed  at  the  expiration  of  ten  years ;  provision  for  this  contin- 
gency might  easily  be  made  by  a  reserve  of  ground  for  catacombs,  ceno- 
taphs, and  mausoleums  for  a  longer  term,  or  in  perpetuity.  In  the  selec- 
tion of  site  the  distance  must  be  such  that  the  dead  are  not  a  source  of 
disease  to  the  Hving,  and  with  this  view  an  elevated  northern  aspect  is 
desirable ;  the  north  winds  being  drier  and  colder  than  the  others,  and 
less  Hkely  in  consequence  to  bo  loaded  with  miasma.  Facility  of  access 
is  an  important  consideration.  Many  of  the  existing  cemeteries  are 
situated  at  such  an  inconvenient  distance,  as  to  be  placed  wholly  beyond 
the  pecuniary  means  of  the  humbler  classes,  except  in  their  immediate 
neighbourhood ;  they  are  also  small  compared  with  the  exigencies  of 
the  present  and  future  generations.  But  while  generally  accessible,  the 
proximity  of  a  cemetery  ought  not  to  be  such  as  to  disturb  and  sadden 
populous  districts  by  ihe  frequent  preparations  and  paraphernalia  of 
funerals. 

All  the  chief  requisites  of  a  metropolitan  cemetery  would  be  appa- 
rently met  by  adopting  the  suggestion  of  the  Parliamentary  Committee, 
and  selecting  their  site  on  the  banks  of  the  Thames.  It  is  to  carry  out 
this  hint  that  the  ^'  Grand  Eastern  and  Western  Metropolitan  Ceme- 
teries Association"  has  been  constituted  under  high  and  responsible 
names.  They  propose  to  purchase  extensive  tracts  of  land  having  a 
river  frontage  for  the  reception  of  funerals  by  water,  and  to  establi^ 
stations  on  both  sides  of  the  river  for  the  temporary  reception  of  bodies 
destined  for  burial.  This  last  is  intended  to  meet  a  recommendation  of 
the  Health  of  Towns  Committee,  by  obviating  the  painful  and  often 
hurtful  necessity  which  arises  from  retaining  for  days,  in  rooms  occupied 
by  the  living,  corpses  in  the  various  stages  of  decomposition.  Steam 
and  other  boats  will  be  constructed  for  the  conveyance  of  the  dead,  the 
mourners,  and  friends  of  the  deceased,  to  the  burial-ground,  with  all  due 
regard  to  decorum,  and  alike  adapted  for  pubHc  and  private  funerals : 
water  conveyance,  however,  will  only  be  held  auxiliary,  and  not  as  re- 
placing that  by  land,  and  is  intended  chiefly  with  a  view  to  general 
accommodation  by  economising  unavoidable  expenses.  Facilities  \inll 
be  afforded  for  both  modes,  and  the  wealthier  classes  allowed  to  indulge, 
if  they  prefer,  in  more  splendid  funereal  testimonials. 

Combined  with  these  objects  we  hope  to  see  another  consolidated. 
A  Temple  of  Fame  is  greatly  needed  in  the  metropolis.  Westminster 
Abbey  is  already  over-crowded  with  testimonials,  and  is  besides  too 
secluded,  collegiate,  and  exclusive  in  its  associations  for  a  national  Val- 
halla. It  is  not  for  the  renown  of  the  illustrious  dead  only,  but  also  for 
the  good  of  the  living,  that  we  ought  to  commemorate  their  deserts. 
Madame  de  Stael  used  to.  urge  that  churches,  with  other  sanctuaries, 
ought  always  to  be  kept  open  for  the  occasional  retirement,  monition, 
and  consolation  of  survivors.     Upon  the  same  principle  public  mona- 
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ments,  whose  chief  rational  aim  is  to  guide  and  animate  hy  examples 
of  past  worth  and  greatness,  ought  to  he  generally  accessible  to  the 
public;  placed  not  in  obscure,  or  mean,  but  conspicuous  and  open 
places  of  resort.  They  should  meet  the  eye  at  those  times  and  in 
those  localities  most  favourable  to  endearing  and  elevating  impressions. 
For  uniting  these  ends  we  can  imagine  no  opportunity  more  favourable 
than  the  projected  cemeteries,  on  an  expanded  and  magnificent  scale,  on 
the  banks  of  the  Thames ;  and  which,  with  their  primary  purpose  of 
sepulture,  might  combine  that  of  being  appropriate  receptacles  for 
posthumous  commemorative  memorials,  either  of  a  public  or  private 
diaracter,  after  the  manner  of  the  Pere  la  Chaise. 

MBTBOPOLITAN    TEBMINI. — SUBaET,   LONDON,  AND   METROPOLITAN   BAIL- 
WAY    JUNCTION    COMPANIES.   BAST   AND   WEST    INDIA      DOCK     AND 

BIBMINOHAM  JUNCTION  RAILWAY. 

The  question  of  metropolitan  termini  is  one  of  great  local  importance ; 
bat  bas  not,  we  apprehend,  been  sufficiently  investigated  to  enable  any 
party  safely  to  judge  and  conclude  on  the  most  eligible  sites  for  the 
purpose.  Locomotive  enterprise  has  been  mainly  directed  to  the  long 
lines,  by  which  the  exterior  circle  of  the  capital  might  be  connected 
with  the  chief  towns  of  the  kingdom,  and  it  is  only  recently  that  the 
necessity  of  continuing  their  extremities  into  the  heart  of  the  city,  and 
to  the  shore  of  the  Thames,  has  been  impressed  on  public  attention. 
No  doubt,  for  a  beginning,  the  undertaking  to  reach  by  rail  any  part 
of  the  outskirts  of  London  from  Liverpool,  Manchester,  and  Bristol, 
was  esteemed  sufficiently  arduous,  without  contemporaneously  enter- 
taining the  next  and  hardly  less  gigantic  operation  of  extending  the 
communications  by  penetrating  through  the  crowded  streets  and  densely 
packed  buildings  of  the  metropolis,  to  the  centre  of  its  population  and 
traffic.  But  this  is  the  next  advance  that  must  be  aimed  at,  and  which 
urgently  calls  for  the  inventive  contrivance  of  engineers,  projectors  and 
speculative  inquirers.  It  is  manifest  that  there  is  a  hiatus  in  railway 
intercour^  with  the  north,  east,  and  west  of  England,  and  that  means 
must  be  devised  by  which  passengers  and  goods,  north  of  the  Thames 
parallel,  may  be  brought  nearer  to  their  ultimate  destination,  in  place  of 
bemg  left  at  the  outside  of  the  metropolitan  circuit. 

Various  schemes  xhave  been  put  forth  for  meeting  the  whole  or  a 
portion  of  the  defects  of  communication.  At  one  period  nearly  half 
a  dozen  junction  projects  were  afloat,  and  one,  amidst  the  general 
wreck,  we  perceive,  still  holds  up  its  head — the  Metropolitan  Railways 
JoDction  Company.  Their  plan  is  to  encircle  London  at  the  distance 
of  about  twenty-five  miles,  commencing  at  Reigatc,  carrying  the  line 
by  Dorking  and  Weybridge,  crossing  the  Thames  between  Egham  and 
Staines,  and  thence  continuing  through  Datchett,  Uxbridge,  Watford, 
Hertford,  Ware,  and  Chelmsford,  branching  thence  direct  to  its  ter- 
nunus  at  Tilbury,  opposite  Gravesend.  By  keeping  this  route,  it 
would  intersect  at  some  of  their  chief  stations  the  leading  lines  on 
both  sides  of  the  river  in  their  course  to  London.  It  is  chiefly  in> 
tended  for  the  convenience  of  passengers  from  the  country,  who  wish 
to  branch  off,  on  reaching  some  intermediate  place  to  the  capital,  with- 
out the  delay  and  expense  of  passing  through  it.  The  traffic  of  such 
a  lengthened  curve  would  doubtless  have  many  feeders;  but  its  ex- 
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trame  length  (about  200  miles)  constitatang  neailj  »  drde  of  fi% 
miles  diameter  round  London,  would  render  it  a  very  gimve  lader- 
taking.  The  directors,  however,  only  ask  for  a  capital  of  two  millions 
for  a  commencement. 

The  Snrrey  Grand  Junction  Company  projected  a  shorter  line,  dnefly 
limited  to  die  constmction  of  a  connecting  communication  between  the 
principal  railways  on  the  south  side  of  the  river.  Three  other  com- 
panies were  formed  with  the  view  of  a  central  city  terminus,  com- 
municating either  directly  or  by  branches  with  the  north,  west,  and 
east  lines.  One  of  these  companies  selected  for  a  central  terminus 
and  goods  dep6t  the  north  bank  of  the  river,  between  Sout^wark  and 
Blackfriars  bridges,  a  river  line  already  fully  and  usefully  occupied,  and 
besides,  being  above  the  bt4dgcs,  wholly  unsuited  for  the  foreign  ship- 
ment of  merchandize.  The  North  London  Junction  Company  selected 
for  a  central  terminus  ten  acres  of  ground,  of  which  die  sovAem 
boundary  is  within  600  yards  of  the  Bank  of  England,  and  whidi  the 
provisional  committee,  Messrs.  Atwood,  Home,  Bosanquet,  Sccy  sm- 
nounced  bad  been  ^^  most  carefully  surveyed  and  valued,  and  found  to 
be  of  so  highly  ftivoumble  a  character  from  the  report  of  their  architect 
and  engineer,  that  they  had  determined  on  purdiasing  the  ewtire  miU  !  " 
The  vicinity,  indeed,  seems  to  have  been  generally  considered  moat 
eligible,  for  another  company,  the  **  North  Metropolitan  Junction  Rail- 
way," resolved  to  commence  business  in  the  same  neighbourhood,  and 
fixed  for  a  starting  point  on  a  spot  near  the  back  of  Finsbury  Circus, 
between  Paul  Street  and  the  Curtain  Road,  extending  by  line  across  the 
Britannia  Fields,  through  Islington,  to  the  foot  of  Higbgate  Hill,  ami 
thence  by  branches  to  all  parts  north  of  the  Old  Street  Road  paraflel. 
Lastly,  Farringdon  Street  was  recommended  by  the  Board  of  Trade  as 
an  eligible  central  city  terminus,  and  from  which,  according  to  the  re- 
port and  survey  of  the  city  solicitor,  a  covered  way  along  the  Fleet 
Valley  might  be  readily  carried,  without  encountering  any  serious  en- 
gineering difficulties,  to  the  Camden  Town  and  Paddington  stations. 

In  these  selections  of  site,  one  most  essential  metropolitan  conve- 
nience appears  to  have  been  entirely  overlooked,  namely,  the  /bre^n 
commerce  o^  the  port  of  Lwidon.  Farringdon  Street,  or  still  better. 
Smith  field  Market,  might  be  admirably  suited  as  a  passenger  terminas 
and  goods  dep6t  for  the  home  trade  and  consumption  of  the  city,  but 
would  be  totally  unsuited  to  the  vast  export  trade  of  the  river.  Com- 
modities intended  for  foreign  shipment  must  be  brought  by  line  down 
to  the  water's  edge,  otherwise  the  great  need  of  the  port  of  London 
will  continue  unsatisfied.  It  was  for  precisely  a  similar  point  that 
the  merchants  of  Liverpool  contended,  before  a  railway  to  Manchester 
was  determined  upon ;  they  argncd,  and  with  reason,  that  unless  the 
line  was  carried  through  Edgchiil  down  to  the  docks,  where  goods  were 
landed  and  shipped,  it  would  be  of  little  use  to  them;  hardly  any 
expense  of  transport  would  be  saved,  if  cartage  continued  requisite  to 
convey  Manchester  goods  to  and  from  the  town  to  an  intermediate 
station.  These  reasons  prevailed,  and  though  llie  merchants  of  London 
have  no  Herculean  obstruction  to  surmount  equal  to  that  of  Edgehili, 
they  have  obviously  a  similar  object  to  realize,  namely,  a  central  metra- 
poiitan  terminus  ptoximate  to  the  river,  with  branch  or  direct  lisea  to 
the  London  and  Katherine,  and  the  East  and  West  India  Bocks. 
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iThe  BhckwaD  Railway  will  donbtleas  ultimately  become  the  great 
commercial  line  of  tbe  metropolis,  running  as  it  does  almost  parallel  to 
the  chief  export  docks  of  the  Thames.  It  is  not,  indeed,  impossible 
that  the  pool  may  be  bereafter  relieved  of  a  portion  of  its  shipping 
traffic;  and  wben  tbe  London  and  South  Essex  line  has  been  con- 
stmcted,  that  Southend  may  do  for  the  port  of  London  what  Birken- 
head is  rapidly  upon  the  eve  of  effecting  for  the  port  of  Liyerpool.  But 
this  pertains  to  the  future,  and  in  the  interim  it  is  important  to  consider 
what  steps  are  being  taken  to  effect  intervening  accommodations. 

For  these  objects  '^  The  East  and  West  India  Docks  and  Birmingham 
Junction  Railway  Company  "  has  been  constituted;  and  including  in  its 
directory  the  names  of  Davidson,  Daniel,  Lyall,  Seager,  Reid,  Hankey, 
Young,  Anson,  and  Grenfell,  with  others  not  less  eminent,  it  compre- 
hends the  parties  officially  and  commercially  most  deeply  interested  in 
the  success  of  the  undertaking.  Their  line  of  railway  is  intended  to 
commence  at  the  Camden  Town  station  of  the  London  and  Birming- 
ham, and  to  terminate  at  the  extensive  quays  imd  warehouses  of  the 
East  and  West  India  Dock  Company.  The  facility,  therefore,  of  re- 
ceiving goods  from  all  parts  of  the  country,  ana  despatching  them 
from  the  port  of  London,  witliout  the  expense  of  cartage,  will  be 
secured,  as  the  trains  will  proceed  to  the  quay  of  the  docks,  and 
discharge  their  lading  direct  into  the  vessels  or  warehouses ;  in  a 
similar  direct  mode  imported  merchandize  will^  be  reconveyed  to  the 
Camden  Town  station,  by  which  all  risk  of  damage,  breakage,  and  pil- 
ferage will  be  avoided.  Although  at  present  a  connexion  with  the 
Birmingham  Railway  alone  has  been  negotiated,  it  is  likely  that  the 
Qreat  Western  and  Eastern,  and  all  the  existing  and  projected  metro- 
politan railways  from  the  manufacturing  and  mineral  districts,  will  be 
tempted  to  avail  themselves  of  this  direct  line  of  sea  communication 
bdow  the  bridges.  The  cost  of  the  imdertakiog  is  likely  to  be  mo- 
derate, from  the  absence  of  engineering  obstructions,  and  no  tunnels 
being  requisite  throughout  its  course.  It  will  avoid  all  expensive  house 
property,  and  pass  between  Islington  and  Holloway,  skirting  Hack- 
ney and  Victoria  Park,  thus  reaching  the  West  India  Docks,  where  a 
communication  will  be  had  with  the  centre  of  the  city  by  means  of  the 
Bkckwall  Railway.  The  amount  of  capital  with  which  the  directors 
propose  to  commence  the  work  is  600,000Z.,  in  12,000  shares  of  50L 
each,  with  a  deposit  of  5l.  per  share,  and  which  it  is  probable  will  bo 
chiefly  raised  among  themselves  and  immediate  connexions. 

A  cheap  and  speedy  transport  of  goods  is  doubtless  mainly  in  view, 
bat  the  income  from  passenger  traffic  is  Hkely  to  be  great ;  as  in  ad- 
dition to  the  daily  local  traffic  between  the  New  Road,  Islington,  Hol- 
loway, Hackney,  and  the  city,  the  railway  vidll  enable  parties  from  a 
distance  to  proceed  direct  to  the  principal  quay  of  embarkation  for 
foreign  steamers,  as  well  as  persons  from  the  suburbs  through  which 
the  hne  will  pass,  to  proceed  at  once,  saving  the  diversion  through  Lon- 
don, to  the  Brunswick  Wharf,  the  usual  place  of  departure  for  excursion 
boats,  and  the  continental  and  other  outward-bound  packets. 

The  Company  havQ  not  put  forth  any  general  estimate  of  traffic  or 
profits,  but  with  a  desire  to  forward  a  design  that  appears  to  have  been 
ivell  conceived  and  likely  to  effect  a  great  mercantile  acconmiodation. 
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we  shall  supply  them  with  some  facts  tending  to  elucidate  Uie  probable 
results  of  their  enterprise. 

The  daily  passenger  traffic  on  the  Great  Western  amounts  to  3,345, 
one  half  of  whom  reach  the  city.  The  Eastern  Counties  amounts  to 
2,400  persons  daily,  half  of  whom  pass  to  the  west  end  of  London. 
The  omnibus  traffic  daily  is  30,894  passengers,  two-thirds  of  which 
may  be  given  to  the  city.  Passengers  from  the  suburban  districts 
reaching  ihe  city,  now  unaccommodated  by  any  railway,  are  estimated 
at  4,000  daily.  From  these  data,  the  subjoined  products  may  be  de- 
rived : — 

Per  Ann. 
Passengers  from  the  Great  Western  and  Birmingham  Railways,  at 

6d,  each £52,523 

Passengers  from  the  Eastern  Counties  to  the  city  terminus  of  this 

Company,  at  3d.  each 12,061 

Omnibus  passenger  traffic,  at  6<f.  each,  as  taken  at  present  .  .  187,^29 
142,208  tons  of  goods  and  parcels  pass  annually  m>m  the  Great 
Western  and  me  London  and  Birmingham  Railway  into  the  city 
at  an  average  cost  of  carriage  of  3s.  Sd.'peT  ton  throughout.  From 
the  carriage  of  these  goods  and  parcels,  therefore,  at  the  reduced 
cost  of  28.  6d.  per  ton,  a  revenue  may  be  derived  of  .  .  .  17,776 
From  the  carriage  of  goods,  parcels,  and  mails,  bringing  in  to  the 
Eastern  Coimties  Railway  Company  a  revenue  of  40,000^.  a 
year,  may  be  derived  the  sum  of 10,000 

The  total  of  these  calculations  amoimts  to      ....        .    280,289 
Deduct  40  per  cent,  for  working  expenses 112,115 


£168,174 

Thus  upon  the  present  capital,  only  from  three  lines,  exclusive  of  the 
enormous  amount  that  must  accrue  from  the  London  and  York,  Leeds 
and  other  lines  a  profit  of  twenty-eigkt per  cent,  would  be  realized,  and 
M'hich  it  is  likely  would  be  quadrupled,  or  indeed  incalculably  increased. 


COMMISSION  ON  THE  GAUGES. 

The  members  of  the  Gauge  Commission,  appointed  last  session,  have 
during  the  past  week  been  engaged  in  prosecuting  experiments  upon 
the  velocities  which  can  be  commanded,  as  a  general  working  rate,  upon 
a  broad-gauge  line.  They  were  assisted  in  these  experiments  by  many 
men  eminent  in  science ;  and  attended  by  Mr.  Gooch,  superintendent 
of  the  locomotive  department  of  the  Great  Western  Railway,  and  Mr. 
Bidder,  the  engineer,  as  the  representatives  respectively  of  the  broad 
and  narrow  gauge  interests.  The  line  selected  was  a  length  of  fifty- 
three  miles  of  the  Great  Western,  from  Paddington  to  Didcot ;  the  train 
was  composed  of  eight  six-wheeled  carriages,  containing  twenty-four 
passengers,  and  weighted  with  iron  up  to  a  ^"^  gross  load "  of  eighty 
tons.  The  engine  was  the  '^  Ixion,"  weighing  with  its  tender  twenty- 
six  tons. 
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The  experiments  being  desigDcd  for  comparison  with  a  second  set 
Iiereafier  to  be  instituted  on  some  narrow-gauged  lines,  we  shall  reserve 
our  examination  of  their  results  till  the  investigation  has  reached  a  more 
advanced  stage.  It  is,  however,  interesting  to  learn  that  the  velocity 
attained  in  die  experiments  closely  approximates  with  the  ordinary 
experience  of  the  *^  expresa"  trains  on  the  line.  The  time-tables  of  the 
company  give  the  usual  daily  performances,  at  an  average  of  about 
forty-four  miles  and  a  half  per  hour  (stoppages  included) ;  the  maximum 
velocity  during  the  joamey  being  commonly  sixty  miles,  with  a  gross 
load  of  from  sixty  to  seventy  tons.  In  the  experiments,  the  fifty-three 
miles  were  traversed,  upon  the  average,  in  sixty-one  minutes  and  a 
quarter,  or  vrith  the  velocity  of  fifty-two  miles  and  three  quarters 
per  hour,  without  stoppages — the  maximum  being  one  mile  in  sixty-two 
seconds.  If  we  suppose  that  the  result  of  the  experiments  on  the  nar- 
row-gauge line  will  present  as  close  an  accordance  with  the  usual  rate 
of  the  Birmingham  express  trun,  we  shall  have  an  average  velocity  of 
thirty-seven  miles  and  a  half  per  hour,  maximum  forty-eight  miles^  and 
weight  of  load  forty-eight  tons :  presenting  a  considerable  inferiority  in 
every  respect  to  the  broad  gauge. 

The  commissioners  are,  we  believe,  collecting  the  materials  for  com- 
paring, also,  the  respective  charges  for  fuel  and  working,  the  power  re- 
quired for  locomotion,  original  cost  of  engines,  wear  and  tear  of  these 
and  of  the  rails,  and  such  other  elements  as  are  requisite  in  order  to 
form  an  estimate  of  the  practical  and  economical  bearings  of  the  subject 
in  hand.  While  waiting  the  appearance,  in  extenso^  of  the  commis- 
sioners' report  on  these  details,  it  may  be  worth  while  to  refer  to  the 
results  obtained  from  the  ofiicial  returns  of  various  companies,  and  pub- 
lished last  session  in  the  ''  Minutes  of  the  Evidence  taken  by  the  Com- 
mittee on  Group  F"  (Oxford,  Worcester,  and  Wolverhampton  District). 
Collected  in  a  tabular  form,  the  returns  show  that,  on  the  undermen- 
tioned lines,  the  gross  cost  of  conveying  passengers  was: — 

d.  d. 

Great  Western     ....  10.5  per  train  per  mile  .15  per  ton  per  mile. 
Birmingham  and  Gloucester     9.5        24 

i Narrow  Gauge.) 
Junction  (ditto)  .     .11.9        (Not  given.) 

South  Western  (ditto)  .     .  12.8        33 

For  goods,  the  results  were:— 

d.  d. 

Great  Western     .     .     .     .  1  G.6  per  train  per  mile  .06  per  ton  per  mile. 

Birmingham  and  Gloucester  14.3       09 

Southwestern     ....  13 1 

Grand  Junction    ....  20 13 

The  comparison  of  the  dead  weight  carried  on  the  respective  lines 
showed: — 

cwt.  cwt. 

Great  Western  (First  Class)    4.6     (Second  Class)    2.    per  passenger. 
Average  of  narrow  gauge    .    4.4  ...  2.9 

With  these  figures  before  us,  the  conclusion  is  irresistible,  that  the 
sdvantage  of  the  broad  gauge  is  as  great  on  the  score  of  economy  as  on 
that  of  speed. 
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Unfortunately,  however,  it  is  now  too  late  in  the  day  to  permit  of 
much  pnustical  advantage  heing  taken  of  the  experiments  now  in  pro- 
gress. Whatever  breadth  of  gauge  may  be  determined  on  as  possessing 
the  qualities  of  economy  and  speed  in  maidmum  proportion,  we  have 
the  fact  before  us  that  the  railway  system,  or  rather  ttto  railway  systems, 
have  taken  firm  root,  and  have  constructed,  according  to  their  rei^ective 
principles,  many  hundred  miles  of  lines  which  it  would  not  be  poaable 
to  remodel  ivitbont  incurring  an  expense  such  as  hardly  any  prospective 
advantages  could  justify.  With  4,500  miles  of  line  constructed  or  con- 
structing on  the  narrow-gauge  principle,  and  700  on  the  broad,  the  matter 
is  now  somewhat  beyond  the  reach  of  theortf.  We  must,  therefore,  take 
things  as  we  find  them,  and,  without  contemplating  any  extensive  alter- 
ation of  either  system,  endeavour  to  obviate  tiieir  greatest  evils, — -vk., 
those  arising  from  the  break  of  gauges.  The  delays  and  confusioa  to 
commercial  intercourse,  whenever  a  change  of  gauge  is  aeceesary,  a«« 
already  sufficiently  great,  and  must  increase  rapidly  as  the  ramifications 
of  the  two  systems  become  more  extended.  But,  if  ever  our  railways 
should  be  required  as  agents  in  military  operations,  the  evil  would 
become  enhanced  tenfold.  Sir  W.  Gordon  and  Sir  J.  Burgoyne  have 
given  evidence  on  this  point  before  the  Crauge  Commissioners,  from 
which  it  appears  that  those  experienced  officers  are  of  opinion  tluit, 
^^  a  break  of  gauge  would  be  attended  with  danger,  if  not  disaster ;  diat 
great  inconvenience  would  result  from  the  possible  want  of  carriages  at 
a  point  of  change  of  gauge ;  gi*eat  inconvenience  from  the  delay  it  would 
occasion,  and  from  the  packing  and  unpacking  of  luggage  and  ammuni- 
tion after  they  have  been  onoe  stowed  away ;  that  the  practical  incon- 
venience would  be  similar  to  that  of  a  ferry ;  and  that  in  many  owes 
the  military  uses  of  a  railway  would  be  completely  nullified.'' 

A  complete  remedy  for  these  embarrassments  may  be  beyond  our 
reach ;  but  one  which  would  go  far  to  remove  them,  and  at  die  same 
time  not  cost  too  much,  would  be  to  render  the  broad-gauge  lines  prac- 
ticable for  carriages  of  both  dimensions.  To  effect  this,  nothing  more 
would  be  requisite  than  the  addition  of  a  single  rail,  at  the  proper  dis- 
tance from  one  or  other  of  the  existing  rails,  both  on  the  up  and  down 
line,  of  all  the  broad-gauge  itdlways.  All  the  practical  difficulties  of 
construction,  and  at  the  crossings,  sidings,  stations,  &c.,  may  be  easily 
overcome;  the  signals  would  remain  the  same;  the  chances  of  col- 
lision  not  greater  than  if  the  gauges  were  uniform.  The  ground  is 
already  prepared ;  and  the  cost  would  be  absolutely  nothing  more  than 
the  purchasing  and  lapng  down  of  the  additional  rails ;  at  which  price 
we  shall  obtain  the  great  advantage  of  enabling  the  engines  and  car- 
riages employed  on  five-  sixths  of  our  railway  lin^  to  traverse  without 
interruption  the  wide  district  at  present  monopolized  by  the  renmining 
sixth.  Why  the  companies  themselves  have  not  sought  the  benefits 
which  are  procurable  at  so  trifling  a  cost,  must,  we  fear,  be  attributed 
in  great  measure  to  tlicir  mutual  jealousies,  which  are  too  often  allowed 
to  overpower  all  other  considerations.  We  trust  that  the  Gauge  Com- 
missioners will  not  close  their  labours  without  recommending  the  Legis- 
lature to  render  imperative  the  adoption  of  the  plan  we  have  proposed, 
or  some  other  as  good ;  we  shall  otherwise  have  to  fear  that  all  their 
elaborate  and  costly  exneriments  will  end  merely  in  the  gratifioation  of 
philosophical  cmrioaity,  leaving  no  result  of  practical  utility. 
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Ambergate,  NottiTighaam,  and  Boston, 
iflbborton^  Newton,  and  South  De- 
von. 
Ashton-under-Ljne  and  Manchester 

Junction. 
Anst  Bridge. 
Axholme,  Qainsborouffh,  Qoole,  and 

York  and  North  Midland  Junction. 
Aylesbury  and  Thame  Junction. 
Bath  and  Dover  Direct. 
Bedford  and  Cambridge  Extension. 
Bideford  and  T&visto^ 
Birkenhead  and  Holyhead  Junction, 

and  Mold  Extension  and  branches. 
Birkenhead  uid  Llangollen. 
Birkenhead,  Lancashire,  and  Cheshire 

Junction. 
Birkenhead  and  Llangollen. 
Birmingham  and  Oxford  Junction. 
Binning;hani,  Wolverhampton,   and 

Dudl^. 
Birmingham  and   Bristol — ^Malrem 

lines. 
Birmingham  aad  Bristol — ^Bath  lines. 
Birmingham,    Wolyerhampton,  and 

Stoor  Yallej. 
Blackburn,  Darwen,  and  Bolton. 
Blackburn,    Clitheroe,    and    North 

Western  Junction. 
Kackbum    and  Preston— Proposed 

new  hranchea. 
Blackburn,  Chorlev,  and  liyerpooL 
Blackburn   and   Preston,  and  East 

Lancashire  Amalgamation. 
Bodmin  and  Waide^dge  Extension. 
Boston,  Newark,  and  Sheffield. 
Boston,  Newark,  and  Sheffield,  and 

Nottingham  and  Grantham  Junc- 
tion. 
Boston,  Stamford,  and  Birmingham-^ 

Leicester  by  Stamford   to  Boston 

and  Wisbech. 
Boston,    Grantham,  Leicester,    and 

Midland. 
Bridgewater  and  Minehead. 
Bristol  and  South  Wales  Junction. 
Bristol  and  Birminffham — Gloucester 

and  Stonehouse  Junction. 
Bristol  and  Exeter  Railway — Crew- 
kerne  branch. 
Buckinghamshire   —   Oxford     and 

Bletehley  Junction. 


Buckinghanuhire— Harrow  to  Ayles- 
bury. 

Buckmghamshire  — •  Tring  to  Ban- 
bury. 

Buxton,  Macclesfield  and  Congle-  • 
ton. 

Buxton,  Congleton,  and  Crewe. 

Cambrian  and  Grand  Junction. 

Charing-cross  Station. 

Charing-crosa  Bridge  Railway. 

Chelmsford,  Malvern,  and  Black- 
water. 

Chelmsford  and  Bury,  and  branches. 

Cheltenham,  Oxford,  and  London 
Junction. 

Cheltenham  and  Oxford. 

Chepstow,  Forest  of  Dean,  and  Glou- 
cester. 

Chester  and  Birkenhead — ^Widening 
and  branches. 

Chester  aud  Manchester  Direct. 

Chichester  and  Bognor. 

Clitheroe  Jvnction. 

Cockermouth  and  Workington  Ex- 
tension. 

Colchester  and  Sudbury. 

Cornwall. 

Cornwall  and  D6  von  Central. 

Coventry,  Nuneii.ton,  Birmingham, 
and  Leicester.   ' 

Derby,  Gainsborough,  and  Great 
Grimsby  Jimctioii. 

Derby  and  Crewe. 

Direct  London,  Portsmouth,  and 
Chichester,  and  Dix  ect  Portsmouth 
and  Chatham  linee. 

Direct  Lincoln,  East  Retford,  and 
Sheffield  Junction. 

Direct  Birmingham  and  Leicester. 

Direct  Sheffield  and  Mao  cleafield. 

Direct  Northern. 

Direct  Western. 

Direct  Nortiiem — ^London   to  York. 

Direct  London  and  Exeter. 

Dudley,  Wolverhampton,  Walsall, 
and  Tamworth. 

East  and  West  Coasts. 

East  Lancashire  Amendmeni 

East  Lincolnshire. 

East  Union  and  Hadleigh. 

East  Lancashire  and  Anedale .  Exten- 
sion, firom  Colne  to  Addingh  am* 
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East  and  West  Torkshire  Junction. 

Eastern  Union — ^Ardleigh  to  Colches- 
ter. 

Eastern  Union  and  Harwich. 

Eastern  Counties  and  Thames  Junc- 
tion branch. 

Eastern  Counties  Station  Lands. 

Eastern  Counties  —  Grayesend  and 
Tonbridge  Wells. 

Ely  and  Huntingdon — Extension  to 
Bradford. 

Ely  and  Huntingdon— Extension  to 
Wisbech. 

Ely  and  Bury. 

Ely  and  Bury  St.  Edmund's. 

Epsom  and  Dorking. 

Erewash  Valley — branches. 

Essex  and  Sufiolk. 

Exeter  Great  Western. 

Exeter,  Topsham,  and  Ezmouth. 

Exeter,  Yeovil,  and  Dorcliester. 

Exeter  and  Exmouth. 

Exeter,  Dorchester,  and  Weymouth. 

Falmouth,  Helston,  and  Penzance. 

Fumess  Extensions. 

Fumess  and  Windermere. 

Glamorgan  Central  Mineral. 

Gloucester  and  Dean  Forest . 

Goole,  Doncaster,  and  Sheffield. 

Grand  Junction  and  Midlf  ^nds  Union. 

Grand  Junction — Huy  tor  4  and  Ashton 
branches. 

Grand  Junction  —  Hu'yton  and  St. 
Helen's  branches. 

Grand  Junction — Huyton  and  Edge- 
hill  Extension. 

Grand  Junction—  Showell,  Porto- 
bello,  and  Wolye  rhampton  branch. 

Grand  Junction  -  -  Warrington  and 
Huyton  branch  . 

Grand  Junction-  -Parkside  branch. 

Grand  Junction-  —Huyton  and  War- 
rington branc  ;h. 

Grand  Trunk,  t  jt  Stafford  and  Peter- 
borough Uu  ion. 

Grand  Union,   No.  1. 

Grand  Union  ,  No.  2. 

Great  Grimf  .by  and  Sheffield  Junc- 
tion— Hu-  inber  Ferries. 

Great  Grim  sby  and  Sheffield  Junc- 
tion— El  .tension  1. 

Great  Grr  jisby  and  Sheffield  Junc- 
tion— E  xtension  2. 

Great  Gn  msby  and  Sheffield  Junc- 
tion— ^?  dlxtension  3. 

Great  Q  rimsby,  Sheffield,  Potteries, 
and  Q  rand  Junction  Railway. 

Great  (  irimsby,  Louth,  Homcastle, 
Linc<  >ln  and  Alidland  Junction. 


Great  Kent  Atmospheric. 

Great  North  of  England — ^Boiough- 
bridge  branch. 

Great  North  of  England  —  Bedale 
branch. 

Great  North  and  South  Wales. 

Great  North  and  South  Wale»— 
Newtown  branch. 

Great  West  of  England,  and  South 
Western  and  Exeter  Junction. 

Great  Western  and  Wycombe. 

Great  Western  and  Uxbridge. 

Great  Western,  Southern,  and  East- 
em  Counties. 

Great  Western — Staines  and  Henley 
Extension. 

Great  Western  and  Falmouth  Junc- 
tion. 

Great  Western  and  South  Western 
Junction. 

Halesworth  and  Norwich. 

Hertfordshire  and  Bedfordshire. 

Holbom  Terminus. 

Horbury-bridge  and  Wakefield. 

Huddersfield  and  East  and  West 
Coasts  Direct. 

Huddersfield  and  Liyerpool  Direct. 

Huddersfield  and  Mancnester. 

Huddersfield  and  Manchester  -— 
Cooper  Bridge  branch. 

Huddersfield  and  Manchester— -Old- 
ham branch. 

Huddersfield  and  Manchester — ^Brad- 
ford branch. 

Huddersfield  and  Manchester— Hud- 
dersfield diyersion. 

Huddersfield  and  Sheffield  Junction. 

Hudd^sfield  and  Sheffield— Darfield 
branch. 

Hull  and  Lincoln  Direct. 

Hull,  Malton,  and  Northern  Union. 

Hull  and  Bamsley  Junction  (No.  1). 

Hull  and  Bamsley  Junction  (No.  2). 

Hungerford  Extension. 

Ipswich  and  Bury  St.  Edmund's  — 
Norwich  Extension. 

Ipswich  and  Bury  St.  Edmund^s  — 
Cambridge  and  Ely  Extension. 

Ipswich  and  Bury  St  Edmund's  — 
Stowmarket  to  Sudbury. 

Ipswich,  Norwich,  and  Yannouth. 

Keighley,  Halifax,  and  Huddersfield. 

Lancaster  and  Carlisle — Branch  or 
extension  to  the  Caledonian. 

Lancashire  and  North  Yorkshire. 

Lancaster,  Weardale,  and  Hartlepool 
Union,  and  branch. 

Langston  Dock. 

Launceston  and  South  Deyon  (No.  2). 
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Leeds,  Wakefield,  and  Midland  Junc- 
tion. 
Leeds,  Midland,    and    Linoolnshire 

JunctioD. 
Leeds  and  Carlisle. 
Leeds  and  York. 
Leeds  and  Bxadford — ^Alteration  of 

lerels  at  Bingley. 
Leeds  and  Bradford  —  Junction  at 

Bradford. 
Leeds     and     Bradford  —  Chiisely 

bnmciL 
Leeds    and    Thirsk  —  Wharfdale 

brancL 
Leeds    and    Think  —  Nidderdale 

branch. 
Leeds  and  Thirsk  —  North-Eastem 

Extension. 
Leeds,  Dewsbtuy,  and  Manchester^ 

Bemtions  and  hranchea. 
Leeds,  Dewsbury  and  Manchester. 
Leeds  and   Dewsbury  —  Wakefield 

Extension. 
Leeds  Central  Station. 
Leicester  and  Birmingham — branch 

to  Corentry,  and  other  brandies. 
Leicester  and  Bedford. 
Leicester  and  Coventry. 
Leioeeter  and  Tamworth. 
Lincob,     Wainfleet     Haven,    and 

Boston. 
Lincoln  and  Eastern  Counties. 
Lbooln  and  Grantham  Direct 
Liyezpool  and  Preston,  and  Manches- 
ter and  Southport. 
Lirerpool,  Birkenhead,  Parkgate,  and 

Li?erpool  and  Bury,  and  branches. 

Lirerpool  and  Bolton  Direct. 

Lirerpool,  Manchester,  and  Newcas- 
tle-upon-Tyne Junction  Railway. 

Iirer]jool,  Ormskirk,  and  Preston. 

Llynvi  Valley. 

Undon  and  Birmingham — ^Newport 
Pagnell  branch. 

Undonand  Birmingham — Aylesbury 
Railway  purchase. 

Undon  andl^rmingham — St.  Alban^s 
and  Luton  branch. 

Itfndon  and  Birmingham — ^Camden 
sod  Suston  Station  Enlugements. 

l4>Ddon  and  Birmingham — West  Lon- 
don Extension. 

Wdon  and  Birmingham — General 
notice. 

London  and  Birmingham  —  Exten- 
sions. 

I'^on  and  Birmingham-*»Banbury 
line. 
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London  and  Birmingham — City  of 
London  Extensions. 

London  and  Birmingham  jSxtension 
—  Northampton,  Daventry,  Lea- 
mington, and  Warwick,  with 
branches  to  Rugby  and  Fenny 
Compton. 

London  and  Birmingham — ^branches. 

London  and  Birmingham — Coventry 
and  Nuneaton. 

London,  Bristol,  and  South  Wales 
Direct. 

London,  Bristol,  and  South  Wales. 

London  and  Chroydon  and  London 
and  Blackwall  Junction. 

London  and  Croydon  —  Deptford 
branch. 

London,  Devizes,  and  Bridgewater 
Direct  Western. 

London  and  Hounslow. 

London  and  Kidderminster. 

London  and  Manchester. 

London  and  Manchester — ^Extension 
to  City. 

London  and  Manchester  Direct  Inde- 
pendent (Remington's  line). 

London,  Newbury,  and  Bath. 

London,  Oxford,  Cheltenham,  Glou- 
cester, and  Hereford. 

London,  Oxford,  Cheltenham,  and 
Oxford. 

London,  Salisbury  and  Teovil  Junc- 
tion. 

London  and  South  Essex. 

London,  Warwick,  Leamington,  and 
Kidderminster. 

London  and  Windsor. 

London  and  York — Hertford  branch. 

Lowestoft  and  Beccles  Drainage. 

Luton,  St.  Alban*s,  and  Dunstable-* 
London  and  York. 

Lynn  and  Ely — Extension  to  March. 

Lynn  and  Ely — Extension  to  Spald- 
ing. 

Lynn,  Wisbeach,  and  Peterborough. 

^laldon,  Witham,  and  Braintree. 

Manchester  and  Birmingham  Con- 
tinuation and  Welsh  Junction. 

Manchester,  Bolton,  and  Bury  Canal 
and  Railway  Extension  and  branch. 

Manchester,  iBuxton,  Matlocl^  and 
Midlands  Junction. 

Manchester,  Midland,  and  Great 
Grimsby  Junction. 

Manchester  and  Oldham. 

Manchester,  Shefiield,  and  Midland, 
&c. 

Manchester,  Southampton,  and 
Poole. 
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Manchester  and  Leeds. 

Manchester  and  Leeds— Middleton 
branch. 

Manchester  and  Leeds  —  Bacup 
branch. 

Manchester  and  Leeds  —  Horbury 
Bridge  and  Whitley  branch. 

Manchester  and  Leeds  — -  Horbuiy 
and  Origglestone  branch. 

Manchester  and  Leeds — Manchester 
Stations  Extensions. 

Manchester  and  Lincoln  Union,  and 
Chesterfield  and  Gainsborough  Ca- 
nal. 

Manchester  and  Poole. 

Manchester  and  Hyde. 

Manchester,  Buxton,  and  Matlock 
and  Midlands. 

Manchester  and  Southampton. 

Manchester,  Wigan,  and  Houthport. 

Midland — ^Leicester  and  Swanning- 
ton  alteration  branches. 

Midland — ^Darfield  to  Elsecar,  and 
others. 

Midland — Lincoln  and  Swinton. 

Midland — Syston  and  Peterborough 
deviations. 

Midland — Nottingham  and  Erewash 
Valley. 

Midland — ^Erewash  Valley  branches. 

Midland — Nottingham  and  Mans- 
field. 

Midland — General  Notice. 

Midland — Qaycross  to  Newark. 

Midland  —  Newark  and  Gains- 
borough. 

Midland — Birmingham  and  Glouces- 
ter, and  branches. 

Midland  —  Burton-unon-Trent  to 
Nuneaton,  and  brancnes. 

Midland  —  Burton-upon-Trent,  Ash- 
hjr-de-la-Zouch,  and  Leicester. 

Midland,  Birmingham,  and  Glouces- 
ter branches — Crofton  Hacket  to 
Coughton,  King's  Norton  to  Hales- 
owen, Extension  at  Birmingham. 

Midland  and  Eastern  Counties. 

Midland  and  Eastern  Counties— AI- 
veston  to  Worcester. 

Midland  and  Eastern  Counties -« 
Cambridge  to  Weedon. 

Midland  and  Thirsk  Junction. 

Midland — ^Erewash  Valley  branches. 
Mold  Junction. 

Monmouth  and  Welsh  Midland. 
Monmouth  and  Hereford,  (No.  1). 
Monmouth  and  Hereford,  (No.  2). 
Morecambe  Bay  Harbour. 
Newcastle,  Durham,  and  Hartlepool.  I 


Newcastle  and  Berwick— -brandies. 

Newcastle  and  Darlington  Junction. 

Newcastle  and  Darlington,  Bishop*s 
Auckland,  and  Helton. 

Newcastle  and  Darlington  and  Sun- 
derland branch. 

Newmarket  and  Chesterford* 

Newport  and  Hereford. 

Norfolk  Extensions  —  Stowmarket, 
Wymondham,  and  Attleburgh. 

Norfolk  Extensions  — Thetford  and 
Reedham  branch. 

Norfolk  Extensions— Yarmouth  Ex- 
tension. 

Norfolk  Extensions — ^Dereham,  Wells, 
and  Blakeney  branch. 

North  Cheshire. 

North  Devon,  Tiverton,  Honiton,  and 
London  Direct  Junction. 

North  Kent. 

North  Staffordshire — Potteries  line. 

North  Staffordshire— Chumet  Valley 
line. 

North  Staffordshire— Harecastle  and 
Sandbach,  Port  of  Liverpool  Ex- 
tension line. 

North  Union,  Trent  Valley,  .and 
Midland  Counties  Junction,  and 
Liverpool  and  Macclesfield  Di- 
rect. 

North  Wales  and  Orme's  Head  Har- 
bour. 

North  Wales  Mineral — ^Ruabon  de> 
viation  and  branches. 

North  Western. 

North  and  East  Biding  Junction* 

North  and  South  Junction — Halifax 
to  Keighley. 

Northampton,  Banbuiy,  and  Chelten- 
ham. 

Northampton  and  Banbury. 

Northumberland  and  Lancashire. 

Nottingham  and  Gainsborough. 

Nottingham,  Mansfield,  ami  Mid^ 
lands. 

Nutbrook  Valley. 

Oldham,  Manchester,  and  Liverpool 
Junction. 

Oxford,  Coventiy,  and  Burton-on- 
Trent. 

Oxford,  Newbuiy,  and  Andorer. 

Oxford,   Newbury,   Andover,    Man^ 
Chester,  and  Southampton — Didcot 
to  Andover. 
Oxford,  Worcester,  and  Wolverhamp- 
ton. 
Oxford  and  Salisbury  Direct. 
Oxford,  Witney,    Cheltenham^    and 
Gloucester  Independent. 
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Peierbonmghuid  Kottingham — Mel- 
ton Mowbntj  to  Nottingham. 

Peterborough  and  Nottingham  -^ 
Stamford  to  Nottingham. 

PeterboTou^  Wisbech,  Lynn,  and 
Boston  Junction — Peterborough 
and  Wisbech. 

Peterborough,  Wbbech,  Lynn,  and 
Boston  Junction  —  Peterborough 
to  Spaldisjr. 

Pontefraet,  Doncaster,  Worksop,  and 
Mansfield  Junction. 

IVeston  and  Wyre  Extension,  and 
Darwen  Junction. 

iVeston  and  Wyre  — -  Lancaster 
branch. 

IVeston  and  Wyre  Dock  and  Railway 
— ^Longiidge  branch  and  Gwistang 
branch. 

pOTtbury  Pier  and  Railway. 

Badnordbire,  Abeiystwith  and  Welsh 
Midlands. 

Beading  and  Reigate. 

Regent^  GbtnaL 

BKondda  Valley. 

Richmond  and  Kew  branch. 

Bodidale,  Heywood,  and  Manchester. 

Rogby  and  Swindon  Dir^t  Junction. 

Rugby  and  Stamford. 

Rngby  and  Huntingdon. 

Rugby,  Warwick,  and  Worcester. 

Ragl^,  Derby^,  and  Manchester. 

Rogby,  Leamington,  and  Warwick—' 
Warwickshire  ana  London,  Hamp- 
ton, and  Banbury. 

Rogby,  Leamington,  and  Warwick- 
Hampton  and  Aschurch. 

Rogby,  Leamington,  and  Warwick- 
Worcester  and  Weedon,  with 
branches  to  Droitwich  and  Alces- 
tcr. 

Runoom  and  Preston  Brook. 

Salisbury,  Wimboume,  and  Poole. 

SalisbuiT  and  YeoTil  Junction. 

Sheffield,  Ashton-under-Lyne,  and 
Manchester — ^Bamsley  branch. 

Sheffield,  Buxton,  Leek,  Potteries, 
and  Crewe. 

Sieffield  and  Manchester— Whaley- 
bridge  branch. 

Sheffield  and  Manchester — Dukin- 
field,  diapeldown,  Glossop  Works- 
borough  branches. 

Sheffield  Bakewell,  and  West  Mid- 
land. 

Sieffield,  Wortley,  Silkstone,  and 
Wakefield. 

Sieffield  and  Lincolnshire  Junction 
Extensions. 


Sheffield^  West  Riding,  and  Midlands 

Junction. 

Somersetshire  and  Midland. 

Somersetshire  and  North  BeTon. 

Southampton  and  Dorchester. 

Southampton  to  Andorer. 

Southwark  Bridge. 

South  Staffordslure. 

Southern  Counties  Union  and  Bris- 
tol. 

South  Midland. 

South  Devon — ^branches. 

South  Midland  and  Southampton. 

South  Union. 

South  Union  and  Birmingham. 

South  Wales  —  Haverfordwest  and 
Milford  Junction. 

South  Yorkshire  Coal. 

Shropshire  Union  and  Canals— 
Shrewsbury  and  Stamford  Canal 
line. 

Shropshire  Union  and  Canals— ^New- 
ton to  Crewe,  with  branches. 

Shropshire  Union  and  C^als— Chea- 
ter and  Wolverhampton  line. 

Shropshire  Mineral. 

Shrewsbury  and  Trent  Valley  Union. 

Shrewsbury  and  Leicester. 

Shrewsbury  and  Hereford. 

Shrewsbury  and  Herefordshire. 

Shrewsbury,  Cswestnr,  and  CSiester 
Junction — Branches  and  devia- 
tions. 

Shrewsbury,  Wolverhampton,  and 
South  Staffordshire  Junction. 

Shrewsbury  and  Birmingham. 

Shipley,  Otley,  and  Wharfdale. 

Spalding  and  Brandon  Junction. 

Staffordshire  Potteries,  and  Liverpool 
and  Manchester  Direct. 

Staines  and  Richmond. 

Stamford  and  Spalding  Extension- 
London  and  York. 

Stamford,  Market  Harborough,  and 
Rugby. 

Stockton  and  Hartlepool  Union. 

Stockton,  Northallerton,  and  Leeds. 

Surrey  Canal,  Dock,  and  Railway. 

St.  Helen's  Canal  and  Railway. 

Swaffham  Narborough. 

TaffVale. 

Taw  Vale  Railw^  Extension. 

Tean  and  Dove  Valley  and  Eastern 
and  Western  Junction. 

Tenby,  Saundersfoot,  and  South 
Wales,  and  Pier. 

Thames  Embankment. 

Thames  Valley,  Oxford,  and  South 

'     Wales  Union, 

fi  2 
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Thetfoid,  Bury  St.  Edmund's,  and 
Newmarket. 

Trent  Valley — Alrewas  branch. 

Trent  Valley — ^Midlands  and  Grand 
Junction. 

Trent  Valley,  Chester,  and  Holyhead 
Junction. 

Trent  Valley  Midlands. 

Trent  Valley  Continuation. 

Truro  and  St.  Agnes. 

Tring  and  Reigate. 

Ulverstone.  Fumess,  and  Lancaster- 
Carlisle  line. 

Uxbridge  and  West  Drayton. 

Vale  of  Neath. 

Warwick  and  Birmingham  Canal, 
with  a  branch  from  Knowle  to 
Hampton-in-Arden. 

Warwick  and  Worcester,  ifith  a 
branch  to  Droitwich. 

Warwick  and  Cheltenham. 

Wakefield  and  Leeds  brandi — ^Lon- 
don and  York. 

Waveney  Valley. 

Waveney  Valley  and  Qreat  Tar- 
mouth. 

Wear  Dock  Railway. 

Wear  Valley  Extension. 

Welsh  South  Midland,  or  Chepstow, 
Forest  of  Dean,  and  Gloucester 
Junction. 

West  Cornwall. 

West-End  and  Southern  Counties. 

West  Lancashire. 

West  Riding  Union. 

Westminster,  West-End,  and  South- 
em  Counties  and  Terminus. 

Wexford,  Waterford,  and  Valencia. 

Whitehaven  and  Fumcss  —  Lanca- 
shire Extension  and  branches. 

Wilts,  Somerset,  and  Weymouth. 

Wisbech  and  Huntingdon. 

Wrexham,  Droitwich,  and  Crewe. 

Wolverhampton,  Bridgnorth,  and 
Ludlow. 

Worcester,  Hereford,  Ross,  and  Glou- 
cester. 

Worcester  and  Port  Dynllaen. 

Worcester.  Tenbuiy,  and  Ludlow. 

Wisbech  Railway. 

Worcester  and  ^uth  Wales. 

Worcester  and  Merthyr  Tydvil. 

Wolverhampton,  Chester,  and  Birk- 
enhead. 

York  and  Carlisle. 

York  and  North  Midland — ^Leeds  Ex- 
tension. 

York  and  North  Midland— East  Rid- 
ing branches. 


York  and  North  Midland— Whitby 

and  Pickering  Extension* 
York  and  Lancaster. 
York  and  Glasgow. 

SCOTLAIO). 

Alford  Valley. 

Airdrie  and  Bathgate. 

Alrdrie  and  Coatbridge. 

Ayr  and  Dumfries  Junction. 

Ayrshire,  Bridge  of  Weir,  and  Port 
Glasgow  Junction. 

Ayrshire  and  Caledonian  Junction. 

Ayrshire  and  Galloway. 

Avon  Water  and  Mineral. 

Aberdeen,  Banff,  and  Elgin. 

Banfishire. 

Banffshire  Extension. 

British  and  Lrish  Union. 

Berwickshire  Extension. 

Ballochne^  Extension. 

Central  Monklands. 

Caledonian  —  Dumfries  and  Lang- 
holm branches. 

Caledonian  —  Glasgow  termini  and 
branches,  and  Dundvvan  branch. 

Caledonian  —  Clydesdale  Junction 
Deviations. 

Caledonian — Glasgow,  Gamkirk,  and 
Coatbridge  Railway  and  branches. 

Caledonian — Branches  to  Granton, 
Leith,  the  Edinburgh  and  Glasgow 
Union  Cuial. 

Caledonian  and  Dumbartonshire 
Junction. 

Caledonian  and  Direct  Northern. 

Caledonian  Extension. 

Caledonian,  from  Muirkirk  by  Old 
Cumnock  to  Avr. 

Camwath  and  West  Linton. 

Clydesdale  Junction  Deviation. 

Deeside. 

Dunblane,  Doune.  and  Callander. 

Dundee  and  Perth  Extension. 

Dundee  and  Arbroath  Extension. 

Dunfermline  and  Lochgelly  branch. 

East  Lothian  Central  and  Ty  ne  Valley. 

Edinburgh  and  Peebles. 

Edinburgh  and  Bathgate. 

Edinburgh  and  Leith  Atmospheric. 

Edinburgh  and  Hamilton  Direct 

Edinburghj  Portobello,  and  Mussel- 
burgh JDirect. 

Edinburgh,  Leith,  and  Granton— 
Wyuchburg  Extension. 

Edinburgh,  South  Leith,  and  Ben- 
nington oranches. 

Edinburgh  and  Glasgow  and  Dum- 
bartonshire Junction. 
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Edinlmrgh  and  Glasgow  branches. 

Edinburgh  and  Korthem— Strath- 
earn  Deyiation. 

Edinbiugh  and  Northern — ^Lochgelly 
and  Leslie  branches. 

Edinburgh  and  Northern — Petticar 
branch,  I>7sart  Deviation,  Perth 
Terminus,  and  Perth  Harbour 
blanch  railways. 

Edinburgh  and  Leith  Direct  Atmo- 
spheric. 

East  of  Fife. 

Eastern  Coast  of  Scotland. 

Forth  and  Clyde  Junction. 

Forfar  Direct. 

Feny  Port  on  Craig,  and  Newport 
Extension,  and  St.  Andrew's 
branch. 

Glasgow  Harbour  Grand  Junction 
Tenninus. 

Glasgow  and  Greenock  branches. 

Glasgow,  Strathaven,  and  Lesmaha- 
gow  Direct. 

Glasgow,  Kilmarnock,  and  Ardrossan. 

Gia^w,  Barrhead,  and  Neilston  Di- 
rect branches. 

Glasgow  Southern  Terminal. 

Glasgow,  Partick,  and  Dumbarton. 

Gla^w,  Airdric,  and  Monkland. 

Glasgow  Harbour  Mineral. 

Gla^w,  Gamkirk,  and  Coatbridge 
Extension. 

Glasgow,  Dumfries,  and  Carlisle. 

Glasgow  and  Ayr. 

Glasgow  and  Belfast  Union. 

Glasgow  Dock  and  Railway. 

Great  North  of  Scotland. 

Great  North  of  ScoUand— Western 
Extension. 

Great  North  of  Scotland— Eastern 
Extension. 

General  Terminus  and  Glasgow  Har- 
bour. 

Gtanton  Junction. 

Hamilton  and  StrathaTcn. 

luTemess  and  Elgin. 

Einron  Junction. 

Kinross,  Woodmill,  and  Newport 
branch. 

Ejnrofls  Junction,  No.  2. 

Kibnamock  and  Troon. 

Unarkshire  and  Lothians. 

lAoarkshire  and  Galloway  Junction. 

J*«inahagow,  Dalsert,  and  Coatbridge 
Mineral  Junction. 

Monkland  and  Kirkintilloch 
branches. 

Monkland  and  Kirkintilloch — pur- 
cluue  of  part  of  Gamkirk. 


'  Morayshire. 

North  British. 

Perth  and  Crieff  Direct. 

Paisley,  Barrhead,  and  Hurlet. 

Perth  and  Inverness. 

Renfrew  and  Ayr  Counties. 

Scottish  Midland  Extension. 

Scottish  AGdland  branches. 

Scottish  South  Midland  Junction. 

Scottish  Central — Perth  Station  and 
Crieff  Branch. 

Scottish  Central — ^Alloa  and  Denny 
branches. 

Scottish  Central  and  Caledonian 
Jimction. 

Scottish  Southern. 

Scottish  Western  —  Inveramon  to 
Balloch. 

Scottish  Western  —  Oban  to  Grain* 
larich. 

Scottish  North  Western. 

Scottish  Grand  Junction. 

Stirling,  Dunfermline,  and  Queens- 
ferry. 

Strath  Tay  and  Breadalbane. 

Stratheam  Junction. 

Sanquhar  and  Muirkirk. 

Stiriingshire  Midland  Junction. 

Slamannan — Bathgate  branches. 

Slamannan  and  Borrowstoimess. 

Strathmore  Junction. 

Tay      Ferry      Improvement      and 

•  Broughty  Ferry. 

Wilsontown,  Momingsido,  and  Colt- 
ness  —  Widening  and  improve- 
ment, and  branches  to  Climpy  and 
Shotts. 

Wilsontown,  Momingsido,  and  Colt- 
ness — Caledonian  Junction. 

Wilsontown,  Momingside,  and  Colt- 
ness — Bathgate  branch. 

Wilsontown,  Momingsido,  and  Colt- 
ness — Branch  from  Grecnhill  to  the 
Wishaw  and  Coltness^ 

Wilsontown,  Momingside,  and  Colt- 
ness — Branch  from  Knowlton  to 
the  Wishaw  and  Coltncss. 

West  of  Scotland. 

IRELAND. 
Armagh,    Coleraine,   and    Portrush 

Extension. 
Ballymena  to  Ballymoney. 
Belfast  and  County  Down. 
Baltinglass  Junction. 
Belfast  and  Holywood  Atmospheric. 
Cork,  Blackrock,  and  Passage. 
Cork  and  Femioy  Direct. 
Cork  and  Dublin  Direct. 
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Cork  and  loxnerick  Direct. 

Cork,  Middleton,  and  Youghal. 

Cork,  Passage,  and  Kinsale. 

Cork  and  Waterford. 

Clonmel,  Kilkenny,  and  Oarlow. 

Dublin  and  Belfast  Junction— Navan 
Branch  Extension. 

Great  Country  Down  and  Belfast — 
Newry  and  Warrenpoint. 

Great  Southern  and  Western — Clon- 
mel to  Thurles. 

Great  Southern  and  Western — ^Ex- 
tendon  at  Cork. 

Great  Southern  and  Western — ^Mal- 
low and  Fermoy. 

Great  Southern  and  Western — ^Cai^- 
low  to  Kilkenny. 

Galway  and  Kilkenny. 

Great  Hibernian  Central  Junction. 

Irish  North  Midland. 

Irish  Great  Westem^Dublin  to  Gal- 
way. 

Irish  Great  Western-— Extension  to 
Roscommon. 

Irish  Great  Western-— Extension  to 
Cafltlebar. 


Kilkenny  and  Clonmel. 
Killamey  Junction. 
Lame,  Eielfast,  and  Ballymena. 
Limerick,  Ennis,  and  Kollaloe  Juno- 

tion. 
Limerick  Western. 
Limerick  and  CharleviUe. 
Mountmellick  Junction. 
Newry,  Armagh,  and  Londonderry 

Junction. 
Newry,  Banbrid^e,  and  Belfast. 
Newry  and  Castieblaney. 
Newry,  Warrenpoint,  and  Rostreror. 
New  Eoss,  Carlow,  and  Kilkenny. 
Roscrea  and  Parsonstown. 
Sligo  and  Shannon,  and  Canal. 
Thurles,    Carrick-on^uir,    donmel, 

and  Nenagh. 
Wexford,  Waterford,  and  Valencia. 
Waterford   and    Kilkenny— Qurlow 

Extension. 
Waterford  and  Kilkenny — ^Extension 

to  New  Ross. 
Waterford,  Wexford,  Wicklow,  and 

Dublin. 
Waterford  and  Tramore. 


SOCIETY  OF  ARTS— BROAD  AND  NARROW  GAUGE, 

Tha  First  Meeting  of  the  Society  for  the  Encouragement  of  Arts,  Manu- 
factures, and  Commerce,  took  placd  on  the  17th,  in  the  Great  Room  of 
the  Society  in  the  Adelphi,  whicn  was  completely  filled. 

B.  Bond  Cabbell,  Esq..  F.R.S.,  one  of  the  Vice-Presidents,  took  the  chair, 
and  an  address  from  tne  Council  was  then  read  by  the  Secretary.  The 
Council  connatulated  the  Society  on  the  auspicious  commencement  of  their 
ninety^aecofS  session,  ^ 

The  first  communication  read  to  the  Society  was  a  paper  on  certain 
improTcments  in  constructing  the  locomotive  engines  ana  pennanent  way 
of  Railways,  with  reference  to  the  question  of  wide  and  narrow  gauge,  by 
J.  G.  Bodmer,  Esq.,  formerly  of  Manchester,  now  of  London.  In  this  paper, 
the  author  examines  the  Question  of  the  relative  merits  of  the  wide  and  nar- 
rowgauge ;  he  ascertains  that  the  question  is  not  one  either  of  relative  safety 
or  danger,  but  that  it  resolves  itself  ultimately  into  this  question,  which 
gauge  will  admit  of  the  most  perfect  means  for  obtaining  nigh  velocities 
with  greater  regularity  and  economy.  At  present  he  admits  the  broad  gauge 
has  the  advantage  in  more  powerful  and  speedy  engines  ;  but  he  then  pro- 
ceeded to  show  that  by  placmg  the  cylhiders  outside  and  bv  irusrecuinff  the 
fire-box  and  flue  surface  in  tne  manner  he  proposes,  and  by  adopting  the 
principle  of  compensation  as  in  his  double-piston  locomotives,  high  veloci- 
ties may  be  obtained  with  security,  safety,  and  advantage.  In  short,  that  as 
powerful  an  engine  in  every  way  may  be  placed  on  the  narrow  gauge  as  on 
the  wide  one,  and  one  equally  well  adapted  to  high  velocities.  He  then 
went  on  to  show  how  the  chief  limit  to  increase  of  power  and  the  corre- 
sponding increase  of  weight  in  locomotive  engines,  consists  not  so  much  in 
the  construction  of  the  engines  as  in  obtaining  a  permanent  way  suitable 
for  the  support  of  such  enormous  loads.  By  these  loads  travelling  at  high 
velocities  concussions  are  produced  which  derange  the  permanent  way,  and 
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ire  St  present  the  chief  soiurces  of  danger  and  cost,  and  the  chief  liml^  to 
the  epeed.  He  approves  of  the  triangular  sleeper  originally  inrented  bj 
Bmolda,  and  he  proposes  to  use  a  modification  of  that  on  a  larger  scale  as 
ft  longitudinal  bearing.  He  also  proposes  that  the  breadth  of  the  rail 
gluKila  be  so  increased  as  to  diminish  the  continual  attrition  so  destructive 
to  wheels,  and  procure  greater  durability.  In  the  conclusion  of  the  paper 
he  suggests  that  an  experimental  railway  ought  to  be  constructed,  either  at 
the  expense  of  the  government,  or  of  the  joint  railways,  for  ascertaining 
the  best  means  for  giving  the  increased  velocity  which  the  public  are 
bediming  to  demand  m  the  best  manner.  The  paper  gave  rise  to  a  long 
sod  interesting  discussion,  which  elicited  the  opinions  of  engineers  and 
Mientifie  men  present  on  the  merits  of  Mr.  Bodmer  s  plan.  The  principle  on 
which  his  engines  are  constructed  were  approved  b^  all  who  spoke  on  the 
fubjecti  and  the  thanks  of  the  meeting  were  unammously  accorded  to  the 
author.  The  next  paper  read  was  a  sequel  to  the  former  by  the  same 
luthor,  on  improved  crank  axles  and  axle-boxes,  by  which  greater  security 
ind  economy  are  obtained  in  railway  trains  running  at  high  velocities.  There 
were  other  papers  on  the  list  of  the  evening,  one  of  them  containing  a 
Tsluable  discovery,  by  Mr.  Nott,  on  the  nature  of  the  photographic  rays, 
ind  a  method  by  which  a  great  improvement  is  effected  in  Daguerreotype 
juetures ;  but  the  length  and  interest  of  the  discussion  rendered  it  necessary 
to  postpone  that  and  the  other  communications  to  a  future  meeting.  The 
meeting  was  crowded  and  deeply  interesting,  and  augurs  well  for  the  pros- 
perity of  the  Society  under  the  new  regime. 


LIABILITY  OF  APPLICANTS  FOR   RAILWAY  SHARES. 

The  following  case  has  been  submitted  to  the  Solicitor-General  and  Mr. 
Rtt  Taylor  :— 

CASB. 

The  opinion  of  counsel  is  requested  on  the  following  case : — 
Among  the  numerous  railway  projects  we  have  selected  three,  which  we 
will  call  the  A,  B.  and  C  Railways. 

The  Provisional  Committees,  in  advertising  these  lines,  set  forth  the  advan- 
tages to  be  derived,  and  then  give  the  following  form  of  request  to  be  made 
by  applicants  for  shares  : — 

THE   "A**   RAILWAY   FORM  OP  APPLICATION    FOR   SHARES. 

^O  THE  PBOVIBIOJTAL  COMMITTEE  OP  THE  "a"  BAILWAY. 

"  Gentlemen, — I  request  you  will  allot  me shares  of  20^.  each  in 

this  Company,  and  I  agree  to  accept  the  same,  or  any  smaller  number  which 
may  be  aolotted  to  me,  to  pay  the  deposit  thereon,  and  execute  the  Parlia- 
laentaxy  Contract  and  Subscribers'  Agreement  when  required. 
"^  Dated  this  day  1845. 

^  Name  in  full        ....... 

Occupation  or  profession     ,        .        .        .        • 

Residence  

Reference  "  ^ 

The  same  form  of  request  is  also  given  in  the  "  B  "  and  "  C  "  Railways. 
A  gentleman  named  Z.  filled  up  and  signed,  and  sent  to  each  of  the  Com- 
fflittees  of  three  railwavs  a  request  for  fifty  shares. 

Shortly  afterwards  he  received  from  the  Secretary  of  railway  "  A "  the 
following  letter : — 

« « A '  Railway  Compas y.    Deposit,  62/.  lO^i. 

«*  October  1,  1845. 
^  SiEyl  am  directed  by  the  Committee  of  Management  of  the  '  A '  Rail- 
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way  .Company  to  inform  you  that  twenty-five  shares  in  this  Gompan;^  have 
been  allotted  to  you,  and  that  the  deposit  of  21. 28.  per  share,  amounting  to 
the  above  sum,  must  be  paid  to  one  of  the  undermentioned  bankers  on  or 
before  Wednesday,  the  25th  instant,  or  such  allotment  will  be  void. 

^'  This  letter,  with  the  banker^s  receipt  at  foot,  must  be  exchanged  for 
scrip  certificates  upon  the  execution  of  the  Subscribers*  Agreement  and  Par- 
liamentary Contract,  which  will  lie  for  signature,  &c. 

"  I  am,  Sir,  <fec., 

"KM.,  Secretary." 

Then  follow  the  names  of  several  bankers  appointed  to  receive  deposits. 

From  the  "  B  "  Railway  Mr.  Z.  received  a  sinular  letter,  signea  by  the 
Secretary  of  the  Company,  with  the  variation  that,  instead  of  the  words  "  or 
such  allotment  will  be  void."  the  words  *^  in  default  of  which  this  allotment 
will  be  cancelled,  and  the  snares  disposed  of  to  other  applicants"  are  used. 

And  from  the  "  C  "  Railway  Mr.  i,  received  a  letter  from  the  Secretary  of 
the  Company  as  follows : — 

"  The  Managing  Committee  of  the  '  C '  Railway  have,  at  your  request,  al- 
lotted you  twenty-five  shares  of  20^.  each,  on  condition  that  you  pay  a  de- 
posit of  2^  2s,  per  share  on  or  before  Saturday,  the  7th  instant,  to  one  of  the 
undermentioned  bankers,"  &c. 

It  will  be  seen  that  the  last  letter  of  allotment  says  nothing  about  the 
allotment  beincr  "  void  "  or  "  cancelled^"  if  the  deposits  are  not  paid,  but 
makes  a  complete  contract,  on  condition  of  the  deposit  being  paid  by  a 
given  day. 

Before  Mr.  Z.  had  paid  the  deposits,  or  signed  the  subscription  contracts 
or  parliamentary  deeds,  a  panic  arose  in  the  railway  share  market,  and  all 
or  most  of  the  new  schemes  having  gone  to  a  discount,  he  has  declined  to 
take  up  the  shares  and  to  pay  the  deposits  thereon,  and  he  has  received  leir 
ters  from  the  Solicitors  of  the  Company  threatening  proceedings  to  compel 
him  to  comply  with  the  letters  of  request,  and  he  now  wishes  the  advice  of 
counsel  how  &r  he  is  liable  in  respect  of  such  letters. 

FIBSTLY, 

Have  the  Provisional  Committees  any  and  what  remedy  against  Mr.  Z.  to 
compel  him  to  take  up  the  shares  allotted  to  him,  and  to  pay  his  deposits 
thereon,  and  to  sign  tne  subscribers'  and  Parliamentary  contracts  ? 
.   If  you  should  be  of  opinion  that  the  Provisional  Committees  have  such 
remedy,  must  thev  sue  in  law  or  in  equity  ? 

Seeing  that  if  the  letters  of  request  and  the  answers  shoiild  be  held  to  be 
binding  contracts,  do  they  not  constitute  a  partnership  between  himself  and 
the  Provisional  Committees  and  shareholders  at  large  ? 

SECONDLY, 

Referring  to  the  terms  of  the  letters  received  from  the  "  A "  and  "  B  " 
Railway  Committees,  declaring  that  upon  nonpayment  of  the  deposit  **  the 
allotment  will  be  void  "  in  the  "A"  Railway,  and  "  cancelled,  and  the  shares 
disposed  of"  in  the  "  B"  Railway  ;  and  to  the  condition  of  payment  in  the 
"  C  "  Railway — ^is  it  eompetent  to  Mr.  Z.  to  elect  not  to  comply  with  the 
terms  of  the  letters  of  allotment,  and  thus  to  make  void  or  cancel  his  con- 
tract ;'  or  is  such  election  in  the  Committees  alone  1 

THIRDLY, 

Assuming  that  there  is  a  sufficient  contract  in  these  several  railways  to 
bind  Mr.  Z.,  and  that  he  cannot  make  void  or  cancel  his  engagements  by 
noncompliance  with  the  letters  of  allotment,  will  it  be  a  good  ground  of 
defence  to  any  proceedings  that  may  be  taken  against  him  if  the  names  of 
responsible  and  influential  parties  have  been  put  upon  the  Provisional  Com- 
mittees without  their  knowledge  or  consent ;  or  that  exag;^rated  and  un- 
true statements  of  the  profits  and  advantages  to  arise  to  the  shareholders 
have  been  published  by  the  Committees  to  induce  parties  to  subscribe  for 
shares  1 
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AND  OBKSBALLT, 

Be  pleased  to  suggest  to  Mr.  Z.  any  steps  he  may  safely  take  to  save  him- 
self from  the  oonseauences  of  his  haring  made  application  for  shares,  it 
being  more  than  probable  that  neither  of  the  said  lines  will  be  able  to  carry 
their  said  Bills  through  Parliament. 

THE  60LICIT0R-<»E2rBBAL's  OPINIOIT. 

Witii  respect  to  the  first  question  submitted  for  our  opinion,  we  are  un- 
sble  to  saj  how  far  the  prospectus  which  had  been  issued  by  each  Company 
may  qualify  or  affect  the  contract  entered  into  between  Z.  and  the  Provi- 
ffionaiOommittee  of  each  Company ;  but  if  such  prospectus  be  legal  and  con- 
formable to,  and  authorize  the  contract,  Z.  is  bound  by  his  agreement.  It 
is  a  contract  to  become  a  partner  to  the  extent  of  twenty-fiye  shares  in  a 
co-partnership  recognised  by  law. — See  7  and  8  Vict.  c.  110,  Joint-Stock 
Company  Act. 

Many  and  great  practical  and  technical  difficulties,  however,  would  sur- 
round and  impede  any  attempt  to  enforce  the  contract,  either  at  law  or  in 
equity.  At  law  eyeiy  contracting  party  must  be  a  co-plaintiff ;  and  who 
ire  the  contracting  parties,  or  promisers,  must  in  each  case  depend  upon  the 
ptospeetos  and  adyertisements,  and  other  matters  preceding  and  attending 
the  contract.  In  equity,  too,  the  plaintiffs  must  name  in  their  bill  for  spe- 
cific perfonnance  all  the  persons  with  whom  the  defendant  has  contracted 
to  enter  .into  partnership,  and  must  further  allege  and  prove  that  all  such 
persons  are  reBdy  and  willing  to  become  his  co-partners.  Many  other  diffi- 
culties must  also  arise,  whicheyer  course  be  adopted,  and  toe  cannot  9ee  haw 
Mer  etndd  be  tdtimateht  sueeearful, 

Skoqitd  Quebtiok. — ^The  election  as  to  forfeiture  or  cancellation  would  be 
in  the  Company,  and  not  in  Z.,  who  would  not  be  allowed  to  take  advantage 
of  his  own  breach  of  the  agreement. 

Thisd  Qitestiov. — It  would  be  a  good  defence  to  any  action  that  the  names 
of  responsible  and  influential  persons  had  been  published  as  Directors  or 
shareholders,  when,  in  fact,  they  were  unconnected  with  the  prelect,  if  it 
oonld  be  shown  that  Z.  knew  of  such  publication,  and  was  induced  thereby 
to  apply  for  shares.  Whether  exaggerated  or  untrue  statements  would 
vitiate  the  contract  depends  upon  the  nature  of  such  statements.  If  they 
were  untrue  to  the  knowledge  of  those  who  made  them,  and  were  material, 
and  calculated  to  mislead,  and  if,  moreover,  the  purchaser  had,  either  wholly 
or  in  part,  been  induced  by  them  to  enter  into  the  contract,  they  .would 
tmount  to  a  fraud,  whereby  such  contract  would  be  vitiated. 

Fourth  Question. — We  advise  Z.  to  remain  quiescent,  and  if  any  legal 
proceedings  be  instituted  against  him  to  defend  himself. 

FiTZROY  Kellt. 

Temple,  Dec.  6, 1845.  J.  Pitt  Taylob. 


SALE  AND  TRANSFER  OF  SCRIP. 

The  following  is  the  opinion  of  Mr.  Addison,  of  the  Northern  Circuit,  on 
thb  subject : — 

QCESTIOSrS. 

*^  Whether  the  7th  and  8th  Victoria,  chap.  110,  sec:  26,  prohibits  the  sale 
of  scrip  in  railway  companies  not  registered  under  the  act,  or  only  registered 
provisionally  ? 

^  Whether  such  prohibition  is  limited  to  subscribers  and  persons  actually 
possessed  of  scrip  at  the  time,  or  extends  to  all  contracts  lor  sale  of  scrip 
prior  to  complete  registration  ;  whether  the  contracting  party  is,  or  professes 
to  be,  possessed  of  the  scrip  at  the  time  of  the  contract  or  not  ? 

**  Would  a  contract  maac  prior  to  complete  registration  for  procuring  a 
transfer  of  scrip  after  registration,  or  of  shares,  after  the  passing  of  the 
railway  act,  be  binding ) 


58  RAILWAY  RBGfSTBB. 

opiHioir. 

^  I  am  of  opinion  that  the  statute  7th  and  8th  Victoria,  o.  110,  sec  26, 
piohibits  the  sale  of  scrip,  or  any  interest  -in  shares,  in  all  companies  the 
formation  of  which  shall  nave  commenced  after  the  Ist  of  Noyember,  1844, 
(including  railway  companies,  and  whether  prorisionally  registered  or  not,) 
before  such  companies  nave  obtained  a  certificate  of  complete  registration 
according  to  the  provisions  of  that  act.  The  prohibition  does  not  extend  to 
companies  fonnea,  or  be^un  to  be  fonned,  before  that  day. 

^*  1  think  the  prohibition  extends  to  every  sale  or  disposal  of  any  interest 
in  any  share,  whether  the  party  selling  is  possessed  of  the  scrip  or  not  at  the 
time,  or  whether  it  be  for  an  immediate  transfer  of  scrip,  or  for  a  transfer  of 
scrip  to  be  postponed  until  the  certificate  of  complete  registration  shall  have 
been  obtained,  or  for  a  transfer  of  shares  after  the  act  shall  have  been 
obtained. 

"  I  have  had  considerable  doubt  as  to  whether  the  26th  section  appliea  to 
railway  companies ;  but,  after  a  careful  perusal  of  the  different  clauses  of 
the  act,  I  think  it  does.  It  certainly  is  not  expressly  applied  (sect.  2)  to 
companies  formed  for  the  purpose  of  executing  works  under  the  authority 
of  an  act  of  Parliament.  And  the  whole  machinery  of  the  section  is  more 
applicable  to  other  companies,  more  particularly  the  former  part  of  it.  But 
the  registration  sections  by  '  special  provision  *  extend  to  railway  companies 
(see  sections  4,  7,  and  9)  ;  and  the  restrictions  contained  in  the  latter  part 
of  the  26th  section,  as  to  the  sale  of  shares,  is  part  of  the  registration  enacts- 
ment,  being  for  the  purpose  of  encouraging  and  enforcing  the  complete  regis- 
tration. Tnere  would  seem  also  the  same  reason  and  necessity  for  applyinjg 
the  restriction  to  railway  projects  as  to  others.  And  further,  the  clause  is 
expressly  applied  to  all  companies  the  fonnation  of  which  shall  oommence 
after  the  Ist  of  November.  1844. 

^  Temple,  Not*  X,  1846.  <<  Jobsph  Addisozt.*' 


RAILWAY  MEETINGS. 
DiBECT  LoirnoN  and  Exetsr  Railway  Ooxpaitt. 

A  XESTivo  of  the  shareholders  of  the  above  projected  company  was  held, 
Monday  15th,  at  the  London  Tavern,  for  the  purpose  of  hearing  a  statement 
of  the  present  condition  of  its  affairs. 

Sir  Brace  Chichester  was  called  to  the  chair. 

One  of  the  solicitors  for  the  company  read  the  following  report : — 

^*  The  Oommittee  of  Management  of  the  Direct  London  and  Exeter  Rail- 
way, as  now  constituted,  are  anxious  at  the  earliest  period  to  present  to  the 
subscribers  that  full  and  fair  statement  of  the  affairs  of  the  company  which 
they  promised  in  the  advertisement  issued  by  the  board,  dated  22d  of  Novem- 
ber last,  and  which  they  deem  peculiarly  necessary  from  the  present  situa- 
tion of  affairs. 

"  It  will  be  recollected  that  the  project  of  the  Direct  Exeter  Railway- 
Company  was  to  afford  an  independent  and  integral  communication  from 
Lonaon  to  Exeter,  in  contemplation  of  an  extension  to  Falmouth. 

"  That  such  a  proposition  was  most  favourably  received  by  the  public  is 
evidenced  by  the  single  fact  that  in  one  year  400,000  applications  U>t  shares 
were  made  to  the  company. 

"  Prospectuses  were  issued  to  raise  a  capital  for  this  purpose,  consisting  of 
120,000  shares  of  261,  each,  with  a  deposit  of  1^.  7«.  Ga,  per  share.  Ad 
amount  less  than  required  by  some  companies,  but  the  benent  of  which  was 
secured  to  the  public  in  consequence  of  the  registration  of  the  project  pre- 
vious  to  the  alterations  made  m  August  last  by  the  standing  orders  of  the 
House  of  Lords. 

<'  In  so  gigantic  an  undertaking  especial  caution  was  ncccssaiy  in  not 
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pematiuelj  eneounieruig  ihe  charges  of  a  detailed  Borrey  of  the  entire 
line. 

"  The  committee  were,  however,  encouraged  by  the  favourable  reception 
which  the  scheme  met  with  from  tne  public  ;  ana  bearing  in  mind  that  any 
fitrther  delay  would  render  it  impossible  to  prepare  the  undertaking  for  par- 
liament in  the  ensuing  session,  and  looking  to  the  fact  that  an  immense 
amount  of  shares  had  been  applied  for,  felt  themselves  justified  in  directing 
the  engineer  to  proceed  on  the  necessary  surveys  of  the  line,  and  in  taking 
other  measures  requisite  for  the  parliamentary  deposit. 

^No  allotments  were  issued  till  the  middle  of  October ;  at  that  time  an 
allotment  committee  was  constituted,  anS  they  issued  only  58,000  shares. 

**  In  stating  this  fact,  the  present  committee  cannot  refrain  from  express- 
ing their  deep  regret  at  a  proceeding  which  has  been  l^ught  with  consi- 
derable mischief  to  the  interests  of  the  comjpany  ;  for  it  unfortunately  hap- 
pened tha  at  the  period  when  this  small  issue  of  allotments  was  made,  a 
■udden  depression  was  felt  in  the  money  market,  which  has  affected  indis- 
criminately the  most  promising  and  legitimate  prospecti,  as  well  as  those  of 
•n  opposite  character. 

**  Buch  was  the  effect  of  this  panic,  that  of  the  08,000  shares  allotted, 
34,440  remain  yet  unpaid. 

«  The  committee  trust  that,  in  the  performance  of  their  duty  to  the  share- 
holders in  general  by  collecting  the  deposits  from  those  who  liave  in  answer 
to  their  applications  received  siilotments  of  shares  and  not  yet  paid  thereon, 
the  unpleasant  necessity  will  not  be  imposed  on  them  of  compelling  the  ful- 
filment of  the  contract  on  the  part  of  the  applicants. 

**  The  committee  are  prepared  to  allot  the  remaining  shares  after  their 
present  statement  shall  nave  been  given  to  the  public,  if  they  be  encouraged 
to  do  so  by  the  present  meeting. 

"  The  surveys,  plans,  books  of  reference,  and  other  neoessaiy  documents 
have  been  completed  and  deposited,  and  although  in  three  instances,  owing 
to  unforeseen  accidents,  the  deposits  were  not  made  till  after  12  o'clock  at 
night  of  the  SOth  November,  the  directors  are  advised  and  feel  most  confi- 
dent that  under  the  peculiar  circumstances  of  the  case  the  deposits  will  be 
held  by  parliament  as  sufficient ;  and  the  committee  are  desirous  to  impress 
upon  the  shareholders  that,  unless  the  scheme  be  wholly  abandoned,  their 
surveys  and  documents  are  available  assets. 

**  The  amount  of  labour  required  within  a  limited  time  for  completing  the 
surveys  to  Exeter  will  be  so  manifest,  that  it  will  be  evident  the  extension 
to  Falmoutli  could  not  be  attempted  for  the  present,  e^n  if  it  were  consi- 
dered desirable  to  incur  expense  m  so  doing. 

**  The  engineer  reported  most  favourably  of  a  peculiar  line  through  Corn- 
wall, whioh  was  only  postponed  in  consequence  of  the  manifest  impractica- 
bility of  its  being  duly  prepared  in  the  coming  session. 

^It  will,  however,  be  borne  in  mind,  that  the  extension  is  only  postponed, 
not  abandoned  ;  on  the  contrary,  the  committee  is  advised  that  tne  line  in- 
tended to  be  adopted  at  a  later  period  is  superior  to  any  other  hitherto  pro- 
jected or  proposed,  and  one  which  they  hope  to  be  enabled  to  carry  into  ex- 
ecution hereafter. 

"  The  committee  have  further  to  refer,  with  satisfaction,  to  the  deposits  of 
the  plans  and  sections  for  a  branch  line  firom  Staines  to  Windsor,  which  they 
think  will  present  strong  claims  for  support,  from  its  peculiar  features  of 
perfect  accommodation  to  the  Court,  the  towns  of  Winasor  and  Eton,  and 
the  College,  without  interfering  with  the  domains  of  the  Crown  ;  and  the 
committee  call  the  attention  of  the  public  and  the  shareholders  to  the  fact, 
that  the  real  substantial  merit  of  the  direct  line  which  they  have  proposed, 
remains  not  only  undisturbed  and  incontrovertible,  but  confirmed  by  the 
testimony  of  their  rivals,  inasmuch  as  the  Great  Western,  as  well  as  the 
South  Western,  have  been  compelled  to  project,  in  self-defence,  a  sort  of 
quasi  dli«ct  line  to  Exeter. 
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^  The  directors  have  thought  it  due  to  the  Bubscribers  to  put  before 
them  the  facts  relating  to  their  proceedings,  and  the  present  position  of  the 
affairs  of  the  company,  and  to  assure  the  proprietors  that  from  the  most  per- 
fect inyestigation  or  the  line,  and  from  the  reports  of  their  engineer,  they 
have  unabated  confidence  in  the  intrinsic  merits  of  the  undertaldng, 
and,  in  spite  of  the  casualty  to  which  they  have  alluded,  trust  that  a 
vigorous  effort  will  be  made  to  carry  it  forward,  and  to  prevent  the  vast 
amount  of  labour  and  expense  already  bestowed  upon  it  from  being  entirely 
thrown  away. 

"  Lastly,  this  committee  are  extremely  desirous  that  it  should  be  dis- 
tinctly understood,  that  whether  the  measure  be  carried  on  forthwith,  or 
postponed  till  next  session,  no  further  expenses  can  or  shall  be  incurred  by 
those  who  have  already  paid  their  deposits." 

After  considerable  discussion,  a  resolution  was  moved  to  the  effect  that 
the  chairman.  Dr.  Phillimore,  and  Mr.  Chambers,  be  requested  to  form  a 
committee  of  management,  with  power  to  add  to  their  numbers,  and  that 
they  be  authorized  to  issue  shares  to  the  extent  required  for  the  parliament- 
ary deposit,  upon  the  condition  that  if  the  necessary  amount  were  not  sub- 
scribed the  whole  of  such  deposit  should  be  returned,  and  that  whatever 
steps  were  taken  should  be  without  expense  beyond  the  money  in  luuid,  and 
that  the  committee  prepare  a  statement  of  the  company's  accounts^  and  send 
a  copy  to  eveiy  shareholder. 

Sheffield  and  Manchester, 
amaloamatiov  terms  of  special  ksetiko,  held  deo.  3. 

1.  With  the  Sheffield  and  Lincolnshire  Junction  Railway  Oompanjf,  the 
Great  Grimsby  and  Sheffield  Junction  B^llway  Company,  the  Gnmsby 
Docks  Company : — ^Amalgamation  at  par,  the  shares  to  be  paid  up  in  full. 
Until  the  opening  of  the  lines  throughout,  the  income  of  the  Sheffield 
and  Manchester  fine  to  be  divided  amongst  its  shareholders.  The  share- 
holders of  the  other  companies  to  receive,  during  the  same  time,  5  per  cent, 
out  of  capital  on  monies  paid  up  by  them.  The  profits  from  partial  open- 
ings to  go  to  the  credit  of  capital.  The  Sheffield  and  Manchester  Company 
to  appoint  eight  directors.  The  Sheffield  and  Lincolnshire  Company  to 
appoint  three  directors.  The  Great  Grimsby  and  Sheffield  Company  to 
appoint  three  directors.  The  Grimsby  Docks  Company  to  appoint  two 
directors. 

2.  With  the  Hudffersfield  and  Manchester  Railway  and  Canal  Company : — 
Amalgamation  at  par,  the  shares  to  be  paid  up  in  full.  The  shareholders 
in  the  Huddersfield  and  Manchester  Railway  and  Canal  Company  to  receive 
interest  at  5  per  Cent  out  of  capital,  on  money  paid  up,  till  the  opening 
throughout ;  the  profits  of  the  canal,  and  of  partial  opemngs  of  the  railway 
during  the  same  time,  to  go  to  the  credit  of  capital.  The  Huddersfield  and 
Manchester  Company  to  appoint  four  directors. 

3.  With  the  HaiU  and  Bamsley  Junction  Railway  Company : — ^Tho  Shef- 
field and  Manchester  Company  to  subscribe  one-fifth  of  the  capital  of 
700,000/.  with  one-fifth  of  the  augmented  capital  of  350,000/.  for  extensions, 
being  together  210,000/.,  and  to  appoint  two  directors. 

4.  With  the  South  Yorkshire  Coal  Railway  Company :— The  Sheffield  and 
Manchester  Company  to  subscribe  one-tenth  of  the  capital,  being  100,000/., 
and  appoint  one  director. 

6,  With  the  Boston,  Newark,  and  Sheffield  Railway  Company,  and  the 
Nottingham,  Mansfield,  and  Midland  Junction  Railway  Company: — ^The 
Sheffield  and  Manchester  Company  to  subscribe  to  the  extent  of  3,500 
shares,  or  87,500/.  m  the  former,  taking  also  one-fourth  of  the  capital  for 
their  »Spalding  branch ;  and  to  the  extent  of  2,000  shaxcs  in  Uie  iaUer^  being 
50,(HX>/.;  to  appoint  six  directors  (out  of  13)  in  each  company ;  and  to  take 
on  lease  both  Imcs  in  perpetuity,  guaranteeing  5  per  cent,  on  the  cost  or  5f 
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per  cent,  if  the  same  be  reaiUed,  aAd  with'  an  equal  divisioxi  of  further 
pfofits. 

&  With  the  Sheffield,  Wortley,  Silkstone,  and  Wakefield  Company  :— 
The  Sheffield  and  Manchester  Company  to  subscribe  half  the  capital  (less 
1,000  shares),  being  230,000/.  To  appoint  half  the  directors,  and  to  take 
the  line  on  lease  for  ten  years  from  its  completion,  paving  4^  per  cent,  on 
the  cost,  with  an  equal  mvision  of  further  profits ;  and  to  have  the  option 
to  amalnmate  at  par,  within  the  ten  years. 

7.  With  the  Peak-Forest  Canal  Company : — ^The  Sheffield  and  Manchester 
Gompany  purchase -the  canal  and  the  property  thereof,  subject  to  its  debt  of 
41,800/.  and  other  liabilities,  at  a  perpetual  yearly  rent  of  9,324/.  I8s,,  being 
2L  18f.  per  share  dear  on  the  2,391  canal  shares. 

8.  With  the  Macclesfield  Canal  Company  :•— The  Sheffield  and  Manchester 
Company  purchase  the  canal  and  the  property  thereof,  subject  to  its  debt  of 
00,000/.;*  and' of  the  chief  rents  of  150/.,  at  a  perpetual  yearly  rent  of 
tfi06L,  being  2/.  10#.  per  share  dear  on  the  2,642  canal  shares. 

Belfast  Aim  Ballyuexa. 

upoET  oy  TBE  niBBCToaa  TO  THB  Finar  half  tsablt  icsiTiKa^  held 

Hov.  28. 

The  Directors  have  pleasure  in  submitting  to  the  proprietors  the  first 
report  of  their  proceedings)  detailing  the  progress  they  have  already  made 
towards  a  commencement  of  the  works. 

Immediately  after  the  Act  had. obtained  the  royal  assent,  the  Directors 
instructed  their  engineer,  Mr.  Lanyon,  to  prepare  the  working  plans,  to 
enable  tfaem  to  advertise  the  contracts,  separating  the  line  into  three  divi- 
sions, being  a  distance  of  35  miles,,  exclusive  of  the  branch  to  Ruidalstown, 
as  fcolows  :  First,  Belfast  to  Kill's  Moss^  induding  branch  to  Caxrick- 
fergos,  15  miles ;  second,  King's  Moss  to  Antrim,  9  miles ;  third,  Antrim 
to  fiallymena,  11  miles. 

It  must  be  equally  satisfactory  to  the  shareholders  as  to  the  Directors  to 
find  that  Mr.  Lanyon,  at  so  early  a  period  as  the  beginning  of  October,  was 
enabled  to  complete  the  whole  plans. 

The  Directors  are  happy  to  state  that  the  contract  for  completing  the 
entire  line  has  been  let  to  Mr.  Dargan,  the  well-known  contractor,  on  satis- 
&ctory  terms ;  and  the  Directors  confidently  hope  that  the  line  will  be 
opened  to  the  public  within  two  years. 

The  necessary  steps  are  at  present  being  adopted  to^obtain  possession  of 
the  land  required.  Contracts  have  already  been  entered  into  for  the  quan- 
tity of  rails  and  sleepers  required  at  present.  The  Directors  have  also 
entered  into  contracts  with  the  respectable  firms  of  Messrs.  Burv,  Curtis, 
and  Kennedy,  of  Liverpool ;  and  Messrs.  Sharp,  Roberts,  and  Co.,  of 
Manchester,  for  supplying  locomotive  engines  on  the  most  approved 
principles. 

A  &st  call  of  2/.  10#.  per  share  was  made  payable  on  1st  October  last ; 
and  the  Directors  find  that  it  has  been  responded  to  by  shareholders 
holdins^  stock  to  the  amount  of  6,488  shares,  up  to  the  Slst  October,  and, 
since  that  date,  to  the  amount  of  1,650  shares, — ^making  in  all  7,138  shares, 
leaving  562  outstanding,  which  the  Directors  have  no  doubt  will  be  imme- 
diately paid  up. 

On  rdference  to  the  subjoined  statement  of  accounts,  it  will  be  observed 
that  the  expenditure  in  obtaining  the  Act  has  been  upon  the  most  moderate 
scale. 

Three  vacancies  have  occurred  at  your  board,  viz.,  John  Thomson,  Qeorge 
Joy,  and  Andrew  Gihon,  Esors.,  and  the  Directors,  in  pursuance  of  the 
power  conferred  on  them  by  the  Act,  have  elected  the  following  gentlemen 
m  their  stead :•— George  Macartney,  Esq.,  Lissanoure  Castle;  Thomas 
Yerner,  Esq.,  Ormeau ;  and  B.  C.  Adair,  Esq,  of  Loughanmore. 


02  RAltWAT  mEaiBTEE. 

Noticeg  have  been  given  by  a  Highly  reipectable  company  for  a  line 
of  railway  from  Ballymena  to  Ballymoney,  where  it  will  form  a  junction 
with  the  projected  Armagh  and  Portrush  line,  by  which  means  the  con- 
nexion between  Derry  and  Belfast  will  be  completed ;  and  your  Directoxa 
entertain  the  confident  hope  that  Acts  will  be  obtained  for  their  oonstruo- 
tion,  at  an  early  period  of  the  next  session  of  pariiament. 

CAPITAL  ACCOTTNT  TO  0CT0BS&  31. 

Debtor.  £       t.  d. 

Deposit  on  7.700  shares,  at  2/.  10#.  per  share    .        •  19,250    0  0 

First  call  paid  on  5,488  shares^  at  2/.  10«.  per  share  .  13,720    0  0 

Interest  on  deposit,  call  and  dividend  on  stock        .       lOS  19  1 


Creditor. 
Surveying  and  engineering  up  to  passing  of  Act 
Solicitor's  bill  of  costs  in  obtaining  Act 
Witnesses'  time  and  expenses 
Parliamentary  agents,  to  account 
Traffic  estimates        .  •  •  . 

Land  and  compensation 
Travelling  expenses,  deputations,  &c» 
Office  sauces  .... 

Printing,  advertising,  and  stationery 
Charges,  postage,  &c.  •  .  . 


Balance  of  Exchequer  bills   • 
Balance  of  cash  in  Northern  Bank 


Je33,078  19 

1 

£ 

#. 

d. 

.    2,137    0 
.    2,325    7 
.       674  12 

1 
7 
6 

.       800 

0 

0 

170 

1  10 

.     1,500 

0 

0 

.       354 

1 

1 

•        240 

0 

0 

.       446 

0 

3 

10 

3 

0 

£%fi61 
.     3,560 

6 
0 

3 

0 

.   20,861 

12  10 

£33,078  18    1 


Briohtok  Airn  Crotdos. 
From  a  supplementary  correspondence  between  the  two  companies,  it  ap- 
pears that  the  Croydon  Company  has  accepted  the  terms  ottered  by  the 
Brighton  Company,  and  that  tne  amalgamation  is  now  fully  settled. 


CALsnoHtAir. 

Report  of  the  Directors  to  the  special  meeting,  held  on  the  5th  of 
November : — 

*^ The  time  havingarrived  when  it  becomes  necessaiy  to  make  preparations 
for  bringing  before  Parliament  in  the  ensuing  session  such  additional  works 
Or  projects  as  the  company  may  think  exp^ent,  the  Directors  called  the 
present  meeting  for  the  purpose  of  determming  upon  them  as  notified  ;  and 
with  that  view  they  beg  leave  to  offer  such  an  explanation  of  each  object  as 
appears  necessary  to  its  being  sufficiently  understood. 

"  With  respect  to  the  first  two,  the  acquisition  of  the  Gamkirk  Railway 
and  the  Clydesdale  Junction  Railway,  these  lines  have  always  been  regarded 
as  the  best  mode  of  access  of  this  railway  to  Glasffow,  the  former  on  the 
north,  and  the  latter  on  the  south  side  of  the  river  Clyde,  which  divides  that 
city,  and  also  as  the  means  of  connecting  the  Caledonian  Railway  with  the 
projected  Dumbartonshire  and  West  Highland  lines,  and  with  the  various 
existing  and  projected  railways  in  Renfrewshire  and  Ayrshire;  and  the 
Directors  feel  assured  that  the  terms  upon  which  they  have  been  acquired, 
and  which  are  detailed  in  the  a^eements  now  laid  liefore  the  meeting,  are 
such  as  will  be  profitable  to  the  Company,  even  although  they  were  viewed 
merely  as  separate  investments,  without  reference  to  their  utibty  as  essential 
communications  for  the  through  traffic  of  this  railway. 
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''The  objeets  embraced  under  the  third  head  are  :-* 

'^  1.  A  deriation  of  the  main  line  at  Carlisle.  This  is  for  the  purpose  of 
reaching  a  joint  station,  which  has  been  fixed  upon  by  the  Lancaster  and 
Gsrlisle  Company,  and  the  Newcastle  and  Carlisle  Company,  as  being  in  a 
TCfj  superior  situation  to  that  which  was  originally  contemplated. 

*^2.  ^Branches  from  Dumfries  to  the  main  Ime  northwards  and  southwards^ 
with  a  subsidiary  branch  to  the  port  of  Annan.  These  were  suggested  by 
the  committee  of  the  House  of  Commons  last  session,  as  necessary  portions 
of  the  Cfdedonian  system. 

^3.  A  branch  from  the  main  line  to  Langholm,  which  would  have  a  con* 
siderahle  traffic  in  minerals. 

*^  4.  Branches  from  the  Edinburgh  branch  to  Granton  and  Leith,  and  to 
Qaeen*s  Ferry  and  the  Union  Canal.  The  importance  of  the  two  former 
branches  for  communication  with  the  shipping  of  the  Forth,  is  obvious ;  but^ 
if  ntis£ftctory  arrangements  could  be  made,  tnat  communication  mifht  be 
sofficiently  attained  by  means  of  a  junction  with  the  Edinburgh  and  Glasgow 
Railway,  and  thereby  with  the  existing  Leith  and  Graiiton  Railwajr.  The 
branch  to  Queen^s  Ferry  will  supply  an  advantageous  connexion  with  the 
Edinburgh  and  Perth  Railway.  The  branch  to  the  Union  Canal  will  be  only 
about  200  yards  in  length,  and  is  expected  to  command  a  considerable 
tiaffic 

^5, 8,  &  7.  Branches  fr^m,  and  improvements  upon,  the  Polloc  and  Govan 
Railway.  One  of  these  branches  is  intended  to  lead,  by  means  of  a  bridge 
across  we  Cljde,  to  the  principal  passenger  train  station  in  the  centre  of 
Glasgow,  which  will  be  one  of  the  best  in  the  kingdom  in  every  respect 
The  othen  are  intended  to  improve  the  connexions  with  the  harbour  and 
with  the  other  railways  on  the  south  side  of  Glasgow,  and  to  afford  to  these 
railways  an  access  to  the  passengers*  station  above  referred  to. 

''S.  A  branch  frt)m  the  Castlecarry  branch  of  this  railway  to  the  Gamkirk 
Railway,  to  shorten  the  distance  to  Glasgow  for  the  northern  traffic. 

^9.  Branches  from  the  Gydesdale  Junction  Railway  to  the  Gamkirk 
RaHwav,  near  Dundyvan  and  Coatbridge,  which  will  have  a  very  large 
mmeraland  passenger  traffic. 

^  10.  A  branch  from  the  Gamkirk  Railway  to  Airdrie,  which  will  also  have 
a  great  traffic. 

'^ll.  Such  stations  as  may  be  found  necessary  in  connexion  with  the 
ttrious  branches. 

''These  are  all  the  objects  which  the  Directors  consider  it  necessary  at 
mesent  to  recommend  for  the  approval  of  the  meeting,  in  order  to  bring  the 
Galedonian  Railway  into  full  operation.  It  has  been  computed  that  the 
capital  which  then:  completion  will  render  necessary  is  about  1,875,000/. 
Tiuit  sum  the  Directors  propose  to  raise  by  creatine  one  new  share  of  26/.  for 
each  original  share  of  50/.  of  the  Consolidated  Ciuedonian  and  Clydesdale 
Junction  Railway  Companies,  and  to  allot  the  new  shares  among  the  share- 
holders of  the  two  comnanies,  in  proportion  to  the  original  shares  held  by 
them  respectively,  ana  to  issue  scrip  for  the  same  on  a  deposit  of  10  per 
cmt.  being  paid,  and  the  parliamentary  contract  being  signed. 


EniKBUROH  A5I>  GlABOOW. 
tIP0B9  or  tRB  niBfiCTORB  TO  THE  BPECIAL    HBETINO,    BELD    XOVEKBBB  12. 

The  Directors  have  called  together  the  proprietors,  on  the  present  occasion, 
for  the  purpose  of  submitting  to  them  the  various  measures  which  have 
recently  engaged  the  attention  of  the  Board,  and  to  which  the  sanction  of 
the  shareholders  is  now  requested. 

1.  An  amalgamation  witn  the  three  Monkland  Mineral  Railways.  These 
lines  consist — ^firstly,  of  the  Monkland  and  Kirkintilloch,  about  11  miles  in 
length,  running  from  the  town  of  Kirkintilloch  southwards  to  Coatbridge, 
intersecting  the  Edinburgh  and  Glasgow  line  near  the  Kirkintilloch  station. 
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Secondly,  the  Ballochaey  line,  running  from  Coatbridee  to  Airdrie,  about 
6  miles  long ;  and  thirdly,  the  Slamannan  Railway,  of  about  12  miles,  start- 
ing from  the  Ballochney,  and  running  north-eastwards,  to  within  little  more 
than  a  mile  of  the  Avon  viaduct  on  the  Edinburgh  and  Glasgow  line,  to 
which  it  is  at  present  in  the  course  of  being  joined  by  the  short  branch 
called  the  Slamannan  Junction,  referred  to  in  the  recent  half-yearly  Report 
made  to  the  proprietors. 

Your  Directors  felt  that  these  various  lines,  which  are  already  important 
feeders  to  the  mineral  and  passenger  traffic  of  your  railway,  ought  to  be  in- 
corporated with  it,  providoa  an  arrangement  could  be  made  on  such  terms 
as  would  secure  you  against  paying  for  them  more  than  their  value.  Your 
Directors  are  happy  to  state  that  the  advances  made  by  them  to  the  boards  of 
direction  of  these  lines  were  met  in  a  fair  and  liberal  spirit.  An  amalgama- 
tion was  agreed  on ;  the  value  of  the  stocks  to  be  settled  by  arbitration. 
The  result  of  that  arbitration,  which  will  be  proceeded  with  so  soon  as  you 
confirm  the  bargain,  will,  there  is  no  doubt,  from  the  great  respectability  of 
the  arbiters,  be  entirely  satisfactory  to  all  parties.  In  the  mean  time,  an 
agreement  has  been  entered  into  for  carrying  mto  immediate  effect  the  above 
arrangement,  so  far  as  your  present  corporate  powers  enable  this  to  be  done ; 
and  this  agreement  will  be  submitted  to  you  tor  approval. 

Connected  with  the  amalgamation  with  these  mineral  lines  there  are  two 
points  of  considerable  importance,  with  which,  although  your  Directors  have 
no  occasion  to  ask  powers  from  the  present  meeting,  it  is  proper  that  the 
shareholders  should  be  made  accquainted.  The  first  arises  from  a  subsidiary 
arrangement  which  subsisted  between  the  Slamannan  Railway  Company  and 
the  promoters  of  a  branch  line  to  Borrowstounness,  almost  identical  with  the 
one  approved  of  by  the  special  g:eneral  meeting  of  this  Company,  held  on 
the  27  th  of  May  last,  and  for  wMch  an  application  is  now  to  be  made  to 
Parliament  By  acquring  a  ri^ht  to  the  Slamannan  Railway,  this  Companv 
has  also  become  bound  for  their  obligations  to  the  promoters  of  this  branch 
line  ;  but  bv  a  reasonable  parent  (the  amount  of  which  is  the  subject  of 
reference)  they  have  it  in  their  power  to  procure  the  abandonment  of  this 
rival  line,  and  prevent  the  expense  of  a  parliamentary  contest. 

The  second  point  refers  to  the  proposed  Glasgow,  Airdrie,  and  Monkland 
Junction  Railway — a  scheme  for  connecting  Airdrie  and  Coatbridge  as  well 
as  the  surrounding  mineral  district  with  Glasgow,  and  particularly  with  the 
east  end  of  the  city,  where  most  of  the  manufactories  are  situated.  This 
line  has  been  leased  by  the  three  Monkland  mineral  railways,  and  now  falls 
into  ^our  possession.  Your  Directors  consider  this  to  be  a  very  important 
acquisition.  It  will  not  only  be  used  by  the  mineral  traffic  of  the  Monk- 
land,  but  its  terminus  is  likely  to  be  of  much  value  for  the  general  goods 
traffic  of  your  present  line. 

2.  An  amalgamation  with  the  Scottish  Central  Railway. — The  Directors 
have  the  satisfaction  of  informing  the  proprietors  that  an  agreement  has 
been  concluded  by  which  the  interests  oi  the  Scottish  Central  line  and  of 
their  own  will  be  united.  By  the  terms  of  the  agreement,  the  stocks  of  the 
two  companies  are  to  be  amalgamated  at  par  ;  the  central  company  partici- 
pating in  the  dividend  of  the  united  concern  from  the  time  of  the  opening 
of  their  line  throughout  for  public  traffic ;  but  to  receive  a  dividend  of  4  per 
cent,  on  the  amount  of  calls  paid  up  from  the  time  of  the  opening  of  the 
portion  of  the  line  between  Stirling  and  the  junction  with  tne  £dinbuigh 
and  Glasgow  line.  A  minimum  mvidend  of  5|-  per  cent,  on  the  present 
capital  of  8«'K),000/.  after  the  entire  opening,  is  to  be  guaranteed  by  the  united 
railways.  The  Scottish  Central  is  to  be  aflowed  to  create  additional  stock  to 
the  extent  of  170,000/.  for  the  purpose  of  completing  the  branches  to  Alloa 
and  Crieff.  This  last  stock  is  not  to  be  guaranteed.  The  general  manage- 
ment, from  the  time  of  the  agreement  being  approved  of  by  ooth  companies, 
is  to  be  vested  in  a  joint  board,  with  suborainate  arrangements  tor  the 
management  of  the  separate  interests  of  the  two  companies  until  the  Scottish 
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Oentnl  ia  opened.  The  ftgreement,  which  has  been  executed  on  both  sides, 
is  now  laid  on  the  table.  A  subsidiaiy  deed  of  agreement  will  also  require 
to  be  entered  into  by  the  Directors  for  carrying  into  immediate  effect  the 
object  of  the  parties,  for  which  purpose  the  necessary  power  must  be  given 
by  the  meeting. 

3.  As  intimately  connected  with  the  Monkland  lines,  your  Directors  have 
entered  into  an  agreement  to  purchase  the  Wishaw  and  Coltness  Railway. 
This  line,  proceeding  south-eastward  from  the  Monkland  and  Kirkintilloch, 
runs  through  the  centre  of  one  of  the  richest  coal  fields  in  Scotland.  Al- 
though hitherto  only  very  partially  opened  up,  the  traffic  on  this  line  has 
already  naid  the  proprietors  6  per  cent.  Various  extensions  of  the  line  are 
projectea,  and  coal  pits  are  in  the  course  of  being  opened  up,  by  which  a 
rapid  increase  in  the  traffic  is  taking  place.  The  traffic  of  the  &ledonian 
Railway  to  Glasgow  will  also  pass  along  the  line,  and  every  facility  will  con- 
tinue to  be  afforaed  by  this  Company  for  its  transit.  Your  Directors,  there- 
fore, with  full  confidence  in  the  productive  qualities  of  the  line,  have  consi- 
dered themselves  amply  justified  in  guaranteeing  a  fixed  dividend  of  52s.  6d. 
on  the  25/.  share.  Tne  agreement  between  the  companies  is  now  laid  before 
the  proprietors  for  confirmation.  A  subsidiaiy  deed  of  agreement  must  also 
be  entered  into,  and  the  Directors  request  the  necessary  authority  to  enable 
them  to  do  so. 

4.  It  is  proposed  to  construct  the  three  following  branches: — ^A  short 
branch  from  Kirkintilloch  to  Kilsyth.  This  is  intended  to  open  up  a  valley 
both  populous  and  abounding  in  minerals.  The  consent  of  the  landed  pro- 
prietors is  expected  to  be  obtained,  and  the  line  will  be  of  easy  construction. 
— ^A  branch  from  South  Queensferry  to  a  point  on  the  Edinburgh  and  Glas- 
«>w  line,  near  Gogar.  The  notices  for  this  branch  having  been  given,  the 
Directors  have  now  to  apply  to  the  proprietors  for  authority  to  make  such 
arrangements  with  the  promoters  of  the  Edinburgh  and  Perth  line,  of  which 
it  forms  the  southern  portion,  as  shall  hereafter  appear  advisable. — An  ex- 
tension of  the  Oampsie  oranch  to  the  populous  town  and  district  of  Balfron. 
bv  which  a  supply  of  coal  and  lime  will  be  conveyed  thither. — A  branch  will 
also  be  formed  nrom  Balfron,  or  the  vicinity,  to  Glasgow  ;  and,  on  the  sugges- 
tion of  the  Scottish  Central  Company,  a  survey  has  been  ordered  of  a  line  as 
&r  as  Callander,  in  order  to  meet  the  Scottish  Grand  Junction  line. 

5.  A  short  line,  termed  the  Stirlingshire  Direct  Midland  Junction,  of 
about  six  miles,  running  from  a  point  on  the  Scottish  Central,  near  Larbert, 
ind  passing  through  the  town  of  Falkirk  to  the  Polmont  station,  on  your 
line,  haying  been  projected  by  an  independent  company, — the  Edinburgh 
and  Glasgow  and  Scottish  Central  Directors,  viewing  the  access  from  the 
north  to  Edinburgh  as  more  direct  by  this  route  than  by  the  eastern  fork, 
which  the  Scottish  Central  are  empowered  under  their  Act  to  miaJEe,  have 
entered  into  an  agreement  to  purchase  or  lease  the  line.  The  whole  outlay 
is  not  expected  to  exceed  100,000/.,  of  which  one-half  is  to  be  held  in  trust 
for  behoof  of  the  united  companies.  From  the  favourable  nature  of  the  line, 
the  Directors  of  the  two  companies  have  guaranteed  a  return  of  5  per  cent, 
for  the  first  ^Ye  years,  and  of  5f  per  cent,  thereafter.  It  may  be  added,  that 
the  expense  of  executing  the  eastern  fork  of  the  Scottish  Central  will  thus 
be  saved. 

6.  The  Directors  have  acquired  the  right  to  the  ferry  at  Alloa,  with  the 
ultimate  object  of  improving  the  means  of  communication  between  that  im- 
portant (^strict  and  Edinburgh  and  Glasgow,  either  by  a  bridge  or  other- 
wise. 

7.  The  remaining  measures  pointed  out  in  the  advertisement  convening 
the  meeting,  and  in  the  parliamentary  notices,  chiefiy  refer  to  minor  branches, 
and  to  certain  alterations  made,  or  proposed  to  be  made,  on  the  plans  or 
agreements  for  forming,  leasing,  or  working  lines  already  sanctionea  by  the 
proprietors.  With  the  details  connected  with  these,  the  Directors  wHl  not 
trouble  the  meeting,  except  in  one  instance ;  but  beg  to  suggest  that  full 
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powers  should  be  given  to  them  to  alter  or  modify  the  plans  or  agreements 
as  they  may  deem  advisable.  The  exception  referred  to  is  that  of  the  Edin- 
burgh and  Qlasgow  and  Dumbartonshire  Railway :  with  respect  to  whidi  the 
Directors  recommend  that  they  should  be  authorized,  if  they  see  fit^  to  ex- 
tend the  guarantee  given  by  the  Edinburgh  and  Glasgow  Company  to  » 
laner  amount  of  capital  than  the  present. 

In  enumerating  the  measure  now  brought  under  notice,  the  proprietors 
cannot  fail  to  perceive  the  great  advantage  that  must  result,  both  to  the 
public  and  to  the  united  conmanieaL  from  the  various  arrangements  referred 
to.  By  the  union  with  the  Scottish  Central,  and  relative  schemes,  on  the 
north,  and  with  the  mineral  lines  on  the  south,  a  concentrated  and  economi- 
cal system  of  management  will  be  established,  which,  while  it  strengthens 
the  position  of  the  companies,  will  give  greatly  increased  facilities  of  com- 
munication, at  lessened  expense,  to  the  public. 

The  Directors  would  particularly  call  the  attention  of  the  proprietors  to 
the  excellent  station  accommodation  which  will  be  afforded  to  the  inhabit- 
ants of  Qlasgow.  In  addition  to  the  Queen  Street  station,  situate  in  the 
heart  of  the  city,  a  large  and  highly  convenient  d6p6t,  in  oonjunction  with 
the  Monkland  «function  Railway,  towards  the  east,  will  accommodate  both 
the  passenger  and  goods  traffic  of  that  quarter  of  the  city ;  while  a  branch 
to  Bridgeton  will  convey  coals  to  the  immediate  vicinity  of  the  public  worics 
in  that  neighbourhood.  On  the  other  hand,  the  proposed  station  at  Bly  thwood 
Holm,  if  connected  with  the  extensive  system  of  railways  on  the  south  aide 
of  Glasgow,  by  means  of  a  bridge  over  the  Clyde,  offers  to  the  public  the  very 
im|>ortant  advantage  of  a  great  central  station,  in  which  the  traffic  of  all  the 
various  lines  of  rauway,  converging  in  the  western  metropolis  of  Scotland, 
may  be  convenientlv  and  amply  accommodated  in  the  very  centre  of  busi- 
ness in  that  city.  Your  Directors  do  not  think  this  object  could  be  obtained 
by  any  other  plan.  It  will  be  the  policy  of  this  Company,  and  of  the  Avr- 
shire  Company,  who  are  associated  with  them  in  tne  promotion  of  this 
scheme,  to  oflSer  every  facility  to  other  railway  companies  wishing  to  avail 
themselves  of  this  Grand  Joint  Central  Terminus. 


BouEK  AKD  Hav&e. 

Refobt  read  at  the  Meeting  of  the  Shareholders^  held  in  Paris,  on  the 
30th  October. 

^  Gentlemen, — Since  our  last  general  meeting  the  process  of  our  under- 
taking has  been  sufficiently  considerable,  notwithstandmg  the  variety  of 
obstacles  which  it  has  had  to  encounter,  to  warrant  us  in  promising  you  a 
speedy  and  satisfactory  completion  of  the  works ;  those  of  the  passage 
through  Rouen,  which  presented  the  greatest  difficulties  in  the  execution,  are 
the  farthest  advanced. 

"  The  earthworks  are  finished ;  the  tunnels  through  the  town  are  arched 
with  masonary,  and  nothing  now  renuuns  to  be  completed  except  th^ 
entrances. 

'*  The  works  of  the  tunnel  at  Mount  St.  Catherine,  which  were  retarded  at 
the  beginning  by  the  nature  of  the  soil  and  the  quantity  of  water,  are  now 
so  far  advanced  that  they  may  be  finished  by  the  end  of  the  present  year. 
All  the  piers  of  the  great  bridge  over  the  Seine  are  above  water-mark  ;  the 
centering  of  the  arches  is  ready,  and  the  laying  of  them  has  been  begun  ; 
this  engineering  work  has  been  managed  with  the  peatest  care,  and  all 
competent  persons  who  have  visited  it,  have  done  justice  to  the  excellence  of 
the  apparatus  and  the  several  details  of  execution. 

*'  With  regard  to  the  alarms  which  the  movement  of  the  earth  above  the 
tunnels  has  created  in  the  minds  of  those  who  have  not  examined  the  pre- 
dicament of  the  works  in  question,  it  is  now  demonstrated  by  the  condition 
of  the  masonry  that  the^  are  entirely  groundless,  as  the  roof  and  the  walls  are 
in  a  state  of  perfect  solidity.    The  works  upon  the  Rouen  station  in  the 
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Roe  Yerte  are  commeiiccd.  Nothings,  therefore,  in  this  first  section  of  the 
line,  where  such  varied  and  considerable  works  are  accumulated,  affords  any 
ground  for  apprehending  the  least  delay  in  their  final  accomplishment  by 
the  time  originally  announced,  the  month  of  May  1846. 

''From  Rouen  to  Barentin,  wnere  the  works  haye  encountered  difilcalties  of 
at  least  equal  magnitude,  since  this  section  contains  a  tunnel  of  2,200 
radtres  (2,400  yards)  in  len^h,  two  great  viaducts  and  considerable  embank- 
ments, all  that  remains  to  be  done  b  to  remove  150,000  cubic  metres  of  soil. 
In  the  tunnel  only  20  metres  (22  yards)  remain  to  be  cased  with  masonry. 
The  viaduct  of  Malaunay  is  finished.  The  last  arch  of  the  ^reat  viaduct  of 
Barentin  is  erected,  and  a  line  of  rail  laid  down  upon  the  viaduct ;  all  the 
bridges  required  for  the  crossing  of  public  and  private  roads,  with  an  insig^ 
nificant  exception,  aro  completed. 

*^  Vtom  Barentin  to  Flamanville  there  aro  no  great  engineering  works ;  the 
cuttings  in  the  chalk  have  been  carried  on  with  the  greatest  activity,  even 
during  the  rains  ;  only  three  small  bridges  across  private  roads  remain  to  be 
constructed. 

**  From  Flamanville  to  Bolbec  ^preat  delay  took  place  in  getting  possession 
of  the  laod,  owing  to  the  opposition  of  local  and  private  intere^  and  this 
made  it  for  a  long  time  impossible  to  decide  upon  the  route  to  be  adopted. 
But  ever  since  the  land  has  been  delivered,  operations  have  been  carried  on, 
night  and  day,  with  the  utmost  activity.  In  this  section  tiie  soil  is  of  a  na- 
ture much  less  favourable  to  the  works.  The  summer  rains,  by  soaking  the 
earth,  have  occasioned  frequent  interruptions  to  the  earthworks  ;  they  must 
be  abandoned  for  the  winter,  to  be  recoxmnenced  with  ronewed  activity  in 

r'og.  Embankments  constructed  during  the  bad  season  would  not  attain 
neeeseaiy  degree  of  solidity. 

''The  Rouen  &mpany  placed  at  our  disposal,  during  the  past  season,  two 
locomotives  to  fiicibtate  the  transport  of  soil.  When  the  works  in  question 
aro  a^ain  proceeded  with,  we  shall  be  able  to  a|»ply  the  resources  of  our  own 
matenaL  The  engitfeering  operations  upon  this  portion  of  the  line  aro  in  a 
satisfactory  state  of  progress.  The  foundations  <«  thirty  piers  of  the  great 
viaduct  of  Mirville  have  been  laid,  and  ten  have  reached  the  point  of  contact 
with  the  arohes. 

"  From  Bolbec  to  Havro  aU  the  cuttings  are  begun  ;  but  in  this  section 
only  three  months  have  elapsed  since  we  obtained  possession  of  the  entiro 
land.  Hero  endless  formalities  and  inquiries,  resumed  and  adjourned  with- 
out reason,  have  occasioned  us  a  loss  of  much  valuable  time.  Amonff  other 
obstacles  whidi  we  encountered  upon  this  division,  we  shall  specially  call 
your  attention  prosentlv  to  the  difiiculties  raised  by  the  town  of  Bolbec. 
The  earthworks  of  this  last  section  cannot  be  resimied  with  activity  till  the 


lie  construction  of  the  station  at  Havro  is  in  a  state  of  forwardness,  and 
it  is  so  also  with  the  majority  of  the  intermediate  stations  to  the  number  of 
deren.  The  stationary  and  locomotive  stock  has  been  ordered,  and  the 
order  is  now  being  executed  in  the  workshops  of  Messrs.  Allcard,  Buddicom. 
and  Co.,  who  constructed  the  stock  of  the  &uen  Company,  which  has  stooa 
the  test  of  two  yean*  service.  All  the  rails  and  chairs  have  been  de- 
livered. 

"  Evvry  ipmri  of  this  great  work,  the  expeditious  execution  of  which  was 
demanded  iy  sneh  a  variety  of  interests,  nas  been  subjected  to  a  series  of 
official  IbramKties,  inquests,  minutes,  debates,  examinations,  and  reports,  ron- 
dsring  it  next  to  impossible  to  preserve  the  essential  featuros  of  the  best  ar- 
ranged plans. 

"  It  IS  one  continued  struggle  against  the  innumerable  daims  of  loeal 
intereet  and  ci  private  interest,  against  the  crotchets  of  the  different  fiino- 
tionaries  who  have  an  opinion  to  |pve  upon  a  project  rogarded  as  a  whole, 
when  they  aro  only  acquamted  with  the  details ;  and  thero  is  no  other 
method  of  settling  disputes  than  by  appeal  to  a  superior  tribunal,  which  is 
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only  accessible  by  a  circuitous  course,  and  whose  decisions  are  fluctuating 
ana  uncertain  amidst  the  contradictions  of  conflicting  statements  ! 

"  All  this  is  merely  old-established  form,  and  for  this  reason  alone  con- 
tinues to  subsist ;  it  is  not  the  result  of  the  state  of  the  law  previous  to  the  esta- 
blishment of  railways  which  created  the  present  state  of  things ;  it  is 
the  result  of  the  schedule  of  conditions  annexed  to  the  law  authorizing  the 
line,  and  of  the  oflicial  regulations,  forming  a  sort  of  penal  code  in  conces- 
sions, which  holds  cheap  the  admonitions  of  experience.  It  is  in  vain  that 
more  expeditious  proceedings  are  demanded  by  all  interests,  except  such  as 
are  hostile  to  the  establishment  of  railways ;  for  these  are  the  only  ones  that 
derive  any  satisfaction  from  a  system  against  the  abuses  of  which  we  have 
so  much  reason  to  lift  up  our  voices,  seeing  they  have  caused  to  your  under- 
taking an  incalculable  loss  of  time  and  money.  In  order  that  the  present 
remarks  may  not  be  attributed  to  the  discontent  of  minds  impatient  of  all 
control  or  opposition,  we  take  leave  to  cite  a  few  instances. 

"  To  ascena  from  the  town  of  Rouen  to  the  table-land  of  Normandy,  your 
engineer  proposed  an  incline  of  5j  millimetres  ;  one  of  the  functionaries  to 
whom  this  proposition  was  sent  for  approval  was  of  opinion  that  it  was  cotk- 
trary  to  the  Act :  a  discussion  ensues  ;  six  months  are  lost ;  when  all  that  was 
necessary  was  to  open  the  schedule  of  conditions  to  read  that,  though  5  mil- 
limetres was  the  limit  prescribed  by  law,  the  Executive  had  power  reserved 
to  it  to  authorize  inclines  of  still  greater  steepness.  Some  sinKing  took  place 
in  the  earth  over  the  tunnels  of  tne  passage  through  Rouen  ;  these  move- 
ments were  in  a  great  measure  attributable  to  the  inferior  quality  of  the 
soil.  A  superficial  examination  led  to  the  belief  that  the  tunnels  had  not 
been  made  sufficiently  solid,  and  a  charge  of  carelessness  was  brought  against 
the  Company.  Some  time  after,  however,  the  error  was  acknowledged  ;  the 
finished  tunnels  pleaded  their  own  defence ;  but  in  the  interval  enormous 
compensation  sums  were  awarded  against  us  in  favour  of  the  owners  of  the 
houses  and  lands  adioining  the  tunnels,  because,  forsooth,  an  opinion  had 
gone  abroad,  under  the  sanction  of  authority,  that  the  tunnels  were  ill  con- 
structed, and  that  the  Company  had  omitted  to  take  all  the  requisite  pre- 
cautions. 

**  A  scheme  was  proposed  for  crossing  the  Dieppe  road  in  the  valley  of 
Malaunay  :  a  slight  deviation  from  the  road  was  necessary,  in  order  to  exe- 
cute this  crossing  with  a  due  regard  to  economy  ;  the  authorities  who  have 
the  management  of  the  road  resist ;  a  debate  ensues,  which  lasts  for  several 
months,  and  at  the  expiration  of  that  time  the  burden  of  a  difficult  and  ex- 
pensive construction  is  imposed  upon  the  Company,  aggravating  still  more 
the  loss  occasioned  by  the  delay. 

"  An  inquiry  was  opened  as  to  the  establishment  of  a  station  at  Rouen. 
The  municipal  Council  and  the  Chamber  of  Commerce,  who  cannot  agree 
even  among  themselves,  insist  that,  possible  or  impossible,  the  Company 
should  foresee  and  supply  all  the  needs  of  the  future.  In  vain  the  Company 
offers  the  use  of  the  stations  in  the  Rue  Yerte  and  St.  Sever  for  merchandize, 
and  proposes  for  the  service  of  the  manufacturing  valleys  a  station  for  goods 
in  the  commune  of  Maronmies  ;  nothing  would  satisfy  the  prejudiced  minds 
of  the  local  authorities,  and  much  valuable  time  was  lost  in  barren  discus- 
sion. After  the  scntlement,  so  long  delayed,  of  the  questions  relative  to  the 
station,  the  municipal  authorities  made  a  further  attempt  to  impose  upon 
the  Company  the  obligation  of  constructing  an  aqueduct  projected  by  the 
townspeople.  After  a  year  of  debate,  it  was  at  last  agreed  that  each  party 
should  diuin  off  the  water  on  his  own  side.  At  Ivetot  the  discussion  of  a 
private  claim  suspended  for  six  months  the  settlement  of  the  question  of 
route.  At  Bolbec  the  difficulty  was  still  greater. 

"  At  your  first  general  meeting  held  two  years  ago,  your  engineer-in-chief 
stated  that  it  was  impossible  to  pass  nearer  Bolbec  without  a  great  sacrifice 
of  economv  ;  this  was  also  the  opinion  of  the  different  engineers  of  the  Fonts 
et  Chaussees,  who  had  previously  surveyed  the  line  by  the  single  order  of  the 
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GoTemment ;  your  engineer  had  made  a  sliglit  deviation  from  the  route 
loarked  out  by  M.  Mallet,  who  had  made  the  most  recent  surveys,  in  order 
to  diminish,  in  a  material  degree,  the  expenpe  of  some  works  that  were 
required.  The  town  of  Bolbec  protested  against  this,  and  insisted  upon  the 
line  as  laid  down  upon  the  map,  without  anv  examination  of  the  ground  ;  in 
order  to  put  an  end  to  this  dispute,  which  lasted  for  more  than  a  year,  the 
superior  Executive  decided  that  the  Company  should  follow  the  route  as  fixed 
bj  M.  Mallet,  and  from  the  nearest  point  of  the  town  of  Bolbec,  should  con- 
htruct  a  branch  of  1,200  metres  (1,3(X)  yards)  which  should  stop  at  the  table- 
land, thereby  leaving  a  distance  of  1,800  metres  to  be  travelled  over  by  goods 
ud  passengers  coming  from  Bolbec.  AVould  it  not  have  been  far  better  for 
iJl  parties  to  have  adopted  the  line  that  was  most  economical,  and  to  have 
waited  the  establishment  of  a  special  branch  to  the  town  of  Bolbec,  which 
«e  proposed  should  be  surveyed  f  So  true  is  this,  that  during  the  last  ses- 
sion thb  opinion  was  sanctioned  by  the  vote  from  Fecamp  to  Bolbec ;  if  this 
measure  had  been  adopted  all  parties  would  have  been  satisfied,  and  the 
works  of  this  section  of  the  line  might  easily  have  been  finished  this  year. 
Therefore,  to  plan  as  a  whole  and  in  its  details,  the  construction  of  a  railway, 
to  which  the  geological  structure  and  peculiar  nature  of  the  soil  oppose  the 
most  serious  difficulties — to  effect  all  the  combinations  necessary  for  execu- 
tion, to  make  purchases  of  land,  to  establish  wood  yards,  to  prepare  materials, 
to  superintend  such  various  and  complicated  works,  to  cross  the  Seine,  to 
pass  through  a  town,  to  construct  viaducts  30  metres  (33  yards)  high,  to 
pierce  6,000  metres  (6,600  yards)  of  tunnel,  to  arrange  the  stations,  to  esta- 
blish the  rails,  the  stationary  and  locomotive  stock, — all  these  different  parts 
of  the  execution  of  railways  may,  even  under  natural  conditions  of  the  most 
unfavourable  sort,  be  commenced  without  hesitation,  and  carried  to  a  suc- 
cessful termination  almost  without  a  single  miscarriage,  so  only  that  circum- 
stances, independent  of  the  control  of  those  who  conduct  these  enterprises, 
do  not  interfere  to  derange  their  best  founded  calculations  as  to  both  time  and 
expense. 

**  You  will  perceive,  by  the  account  which  we  have  just  given  you  of  the 
condition  of  the  works,  that  in  the  most  difficult  section,  that  from  Rouen  to 
Barentin,  the  progress  is  such  that  we  are  justified  in  promising  that  the 
whole  will  be  completed  by  the  1st  of  May  next,  while  from  Barentin  to 
Havre,  where  the  execution  encounters  the  fewest  natural  obstacles,  not- 
withstanding the  persevering  efforts  and  sacrifices  of  your  contractors,  wc 
cannot,  in  consequence  of  the  delays  and  impediments  which  we  have  just 
alluded  to,  give  you  a  similar  assurance.  Tnese  delays,  besides  the  time 
which  they  have  caused  us  to  lose,  have  increased  the  amount  of  interest 
which  we  are  charged  to  provide  for  you  during  construction  ;  but  further, 
they  have  exercised  the  most  mournful  influence  upon  that  portion  of  your 
expenditure  which  alone  has  exceeded  our  estimates,  the  acquisition  of  land. 
This  expenditure,  which  was  calculated  by  M.  Mallet,  sectional  engineer  of 
the  Fonts  et  Chauss^es,  at  less  than  three  millions  (120,(KX)^.),  and  by  ourselves 
at  four  millions  (160,000/.),  taking  for  the  basis  of  the  estimates  the  pur- 
chases for  the  Paris  and  Rouen,  would  appear  to  amount  to  the  sum  of 
10,000,000f.  (400,000/.) 

"The  land  for  the  entire  line  is  purchased  ;  it  has  been  conveyed  to  ug 
lince  the  month  of  June  ;  but  as  all  the  expenses  are  not  yet  ascertained,  as 
there  is  still  land  to  be  purchased  for  the  appurtenances  of  some  of  the  sta- 
tions, and,  lastly,  as  the  compensations  to  be  paid  for  properties  which  have 
heen  injured  by  the  movement  of  the  earth  above  the  tunnels  arc  not  yet 
fixed,  we  cannot,  for  the  present,  state  the  precise  amount  under  this  head,  of 
expenditure  ;  but  we  have,  nevertheless,  calculated  it  in  such  a  way  as  that 
the  above  limit  will  not  be  exceeded. 

"The  expenditure  for  land  is  to  be  divided  into  three  distinct  parts — 1.  The 
j'art  common  to  the  Rouen  Company  and  to  our  own,  that  is  to  sajr,  from  the 
branch  to  the  Rouen  line,  for  a  length  of  eight  kilometres  (five  miles),  about 
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3^00,000f.  (128,00(V.)  2.  The  section  from  the  boundary  line  of  the  com- 
mune of  Rouen  to  the  crossing  of  the  royal  road,  near  Harfleur.  for  a  length 
of  81  kilometres  (60J  miles),  3,970,000f.  (168,000;.)  3.  The  arrival  at  Hayre 
from  this  last  point  to  the  Napoleon  Park,  where  the  passenger  station  is 
situate,  a  length  of  4i  kilometres  (2J  miles),  3,430,000f.  (137,2(X.V.)  ;  so  that 
the  two  sections  which  include  the  passage  through  Rouen  and  the  station 
at  Havre,  and  whose  united  length  amounts  only  to  12|  kilometres,  cost 
nearly  double  the  land  upon  which  is  constructed  81  kilometres  (50|  iniles), 
the  remainder  of  the  line. 

"  This  comparison  already  shows  the  exceptional  position  in  which  we  find 
ourselves  placed  in  reference  to  the  acquisition  of  land  at  cither  extremity 
of  the  line. 

"  In  the  original  plans  it  was  calculated  that  the  town  of  Rouen  would  be 
crossed  in  eyerj  quarter  by  tunnels,  and  that  consequently  the  indemnitiea 
to  be  paid  to  the  owners  of  the  lana  above  these  would  be  trifling  ;  but  at 
more  than  one  point  the  nature  of  the  soil  has  compelled  us  to  substitute 
cuttings  for  tunnels,  and  to  purchase  several  important  pieces  of  ground. 

"In  the  construction  or  embankments  in  the  interior  of  the  town, 
we  had  not  the  use  of  the  material  won  from  the  tunnels ;  if  the 
surplus*  must  have  been  conveyed  out  of  town,  the  expense  of  the 
works  would  have  been  considerably  increased;  this  is  wnat  led  us  to 
purchase  the  ground  adjoining  the  line  itself,  in  order  to  lodffe  the  de- 
posits there,  and,  upon  certain  points,  these  parcels  of  ground  have  been 
of  as  great  extent,  and  as  costly  as  those  required  for  the  line  itself.  This 
measure,  justified  by  economical  considerations,  would  not  have  been  im- 
posed upon  us  otherwise  than  by  the  delays  which  we  experienced  in  ao- 
auiring  possession  of  the  lands.  Moreover,  to  the  expense  necessary  for 
kie  establishment  of  the  line  must  be  added  the  compensations  to  be 
disbursed  in  consequence  of  the  movements  injuriously  affecting  the  pro- 
perties immediately  above  the  tunnels.  Unfortunately  these  movements 
were  only  discovered  for  the  first  time  when  the  appropriation  of  land  had 
been  concluded ;  and  although  the  jury  had  probablv  taken  into  considera- 
tion, in  fixing  the  damages,  tnc  chance  of  those  acciaents,  there  has  not  the 
less  resulted  to  the  Company  an  enormous  expense,  the  exact  amount  where- 
of we  cannot  specify  till  all  the  different  claims  have  been  settled ;  but 
what  is  certain  b,  that  in  the  fixing  of  these  indemnities  the  dainage  has 
almost  always  been  in  respect  of  the  entire  value  of  the  properties,  which 
has  compelled  us  to  purchase  almost  all  of  them,  and  for  the  resale  of  which 
we  shall  hereafter  have  to  provide  ;  but  it  must  not  be  disguised  that  the 
value  of  these  properties  has  been  singularly  exaggerated,  and  that  in  the 
difiiculty  of  precisely  estimating  the  damage,  there  has  been  attributed  to 
the  railway  what  should  rather  have  been  assigned  to  the  age  and  bad  con- 
struction of  the  houses. 

"  One  cause  peculiar  to  the  town  of  Rouen  has  aggravated  these  obstacles 
to  the  establishment  of  railroads  ;  although  upon  all  occasions  the  extension 
to  Havre  has  been  announced  as  a  work  of  absolute  necessity,  although 
when  the  establishment  of  the  Rouen  line  was  proposed  to  Uie  Chambers^ 
the  execution  of  the  Havre  line  was  guaranteed  by  legislative  enactment, 
the  interests  which  may  suffer  from  the  continuation  of  the  Paris  line  to  the 
sea,  have  not  been  able  to  resi^  themselves  to  the  situation  in  which  the 
law  has  placed  them.  These  mterests  have  their  principal  seat  in  the  town 
of  Rouen.  We  boldly  affirm  that  all  the  authorities  whose  protection  we 
have  had  to  claim,  have  yielded  more  or  less  to  the  influence  of  the  local 
prejudices  which  has  raised  so  many  impediments  to  the  execution  of  your 
enterprise. 

♦  ♦♦♦♦#♦ 

"  Out  of  Rouen,  and  on  the  81  kOometres  (50f  miles)  which  form  the  in- 
termediate section  of  the  lands,  we  have  encountered  unfavourable  feelings 
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on  the  {MTt  of  juries,  who  hare  frequently  raised  an  indemnity  four  or  ^Ye 
times  higher  than  the  real  yalue  of  tne  estate ;  the  pretensions  of  the  pro- 
prietory moreorery  have  increased  with  each  day's  delay  in  the  delivery  of 
pOMeaaioB. 

*"  In  the  third  section,  from  Havre  to  Harfleur,  if  we  have  encountered 
sentiments  somewhat  less  hostile  to  the  establishment  of  the  railway,  they 
have  onhappily  remained  in  the  theoretical  state ;  in  consequence  of  the 
completion  of  the  Yauban  Dock,  and  of  the  augmented  commerce  of  Grar 
rille  concentrating  itself  principally  on  or  near  the  land  destined  for  the 
ailroad,  we  have  had  to  pay  an  exorbitant  price  for  such  part  as  we  re- 
quired ;  and  the  jury,  so  mr  from  taking  into  account  and  ^ving  us  the 
benefit  of  the  additional  ralue  which  we  confer  upon  the  lands  m  the  neigh- 
bourhood of  the  railway,  have  added  that  increased  value  to  the  compensa- 
tions which  they  award  against  us. 

"  We  have  a  conscientious  feeling  of  having  done  all  that  lay  in  our 
power  to  modify  these  distressing  occurrences.  We  have  chosen  as  our 
legsl  adviser  in  the  acquisition  of  land  M.  Baud,  whom  the  experience 
vhich  he  has  acquired  in  this  department  of  business  recommended  to  our 
confidence.  We  have  had  much  reason  to  congratiilate  ourselves  on  the 
zed  and  eneigy  which  he  has  brought  to  the  defence  of  your  interests ;  and 
however  excessive  may  be  the  amount  disbursed  for  land,  it  is  still  far  be- 
neath the  demands  witn  which  we  have  had  to  contend. 

#♦♦♦♦♦♦ 

''The  accounts  which  we  are  about  to  lay  before  you  are  brought  down  to 
the  SDth  of  August  last ;  although  we  are  sufficiently  informed  as  to  the  outlay 
which  is  still  to  be  made,  the  lar^e  sums  which  have  been  expended  since  the 
31st  of  August,  and  those  which  still  remain  to  be  paid  before  the  general  meet- 
ing about  to  be  oonyoked,  will  exhibit  a  total  that  will  enable  you  to  appreciate 
more  readily  the  correctness  of  our  calculations.  We  may  neyertheless  sig- 
nify to  vou  now.  that  we  shall  ask  your  sanction  to  raise,  by  way  of  loan,  the 
sums  whidi  shall  be  required  in  order  to  complete  the  undertaking ;  but,  at 
the  same  time,  we  take  leave  to  remind  you  that  on  the  very  threshold  of 
our  enterprise  we  foresaw  the  present  deficiency.  This  method,  which  has 
been  adopted  by  companies  of  older  standing  than  ourselves,  requires  no 
other  formality  than  your  approval.  It  is  a  much  more  effectual  one  than 
the  issue  of  shares  at  an  uncertain  yalue ;  and  thanks  to  the  development 
of  public  credit,  the  annual  burden  to  be  borne  will  be  trifling  when  com- 
paied  with  your  revenue. 

^  A  law  passed  last  session  has  connected  two  new  lines  with  yours.  It 
Slight,  at  first  sight,  appear  that  the  Dieppe  and  Fecamp  Railways  were 
lilselv  to  become  our  rivals ;  but  that  is  a  very  narrow  view  of  the  question, 
which  ought  not  to  be  entertained.  Your  interests  are  not  to  monopolize, 
aad  already  we  haye  established  with  the  new  company  relations  redpro- 
csUy  beneficial.  If  the  Dieppe  makes  use  of  only  a  small  part  of  your  fine, 
it  must  not  be  forgotten  that  the  F6camp  Railway  will  employ  your  lino 
under  circumstances  most  advantageous  to  you,  and  that  it  will  enable  you 
to  accommodate,  in  a  more  efficient  manner,  the  town  of  Bolbec. 

^  We  have  hud  before  you,  in  all  sincerity,  the  position  of  your  concern, 
in  the  double  point  of  view  of  the  execution  of  works  and  the  total  amount 
of  expenditure.  What  was  most  difficult  of  all,  namely,  the  execution 
of  the  works,  is  now  no  longer  uncertain.  If  we  cannot  for  the  present  po- 
sitively affirm  that  the  opening  of  the  line  will  take  place  in  the  month  of 
Hay  next,  you  may,  at  least,  rest  assured  that  no  effort  will  be  spared  to  at- 
tun  this  result,  and  that,  if  it  cannot  be  obtained,  the  final  completion  will 
not  be  delayed  longer  than  the  month  following.  Thus,  then,  notwithstanding 
our  having  experienced,  upon  more  than  one  point  of  the  line,  delays  of 
leveral  months,  there  will  not  elapse  between  the  calculated  and  actual  com- 
pletion of  works  a  longer  period  than  one  month ;  and  the  introduction  of 
the  enterorise  into  the  general  circle  of  traffic  will  take  place  a  year  before 
the  date  nxed  by  the  law  authorizing  the  concession.   The  position  in  which 
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you  are  placed  bj  the  law  of  concession,  enables  you  to  meet,  without  diffi- 
culty, the  excess  of  expenditure  which  you  are  now  to  provide  for. 

'*  Government,  the  Kouen  Company,  and  the  tO¥m  of  Eouen,  have,  by 
grants  amounting  in  all  to  15,000,000f.  (600,00(W.),  considerably  lightened 
the  burden  of  your  en^gements.  This  assistance,  and  a  State  loan  of  ten 
millions  (400,000?.)  which  is  not  to  be  repaid  till  1857,  and  for  which  your 
interest  of  3  per  cent,  is  not  to  commence  till  1850,  have  left  you  at  liberty 
to  reduce  by  24,000,000f.  (800,000?.)  the  capital  of  a  railway  of  94  kilome- 
tres (58|  miles),  placed  in  a  singularly  favourable  situation.  If  you  only 
compare  this  situation  with  that  of  other  companies,  either  recently  foimed 
or  now  in  the  course  of  formation,  you  may  easily  perceive  how  well  you  can 
bear  the  new  charge  imposed  upon  you  by  circumstances  over  which  you 
have  no  control.  Neither  should  you  leave  out  of  consideration  the  large 
returns  which  are  assured  to  you  before  long.  The  working  of  your  line,  so 
far  as  expenditure  is  concerned,  contains  few  unknown  elements.  It  is  based 
upon  the  experience  gained  by  the  Rouen  Company ;  the  unity  of  interest 
which  binds  the  two  companies  together  will  guarantee  to  you  several  im- 
portant savings ;  and  from  the  progressive  receipts  of  the  Kouen  line  you 
may  appreciate  the  revenue  that  is  in  store  for  you. 

^^  A  question  of  very  great  importance,  and  one  which  was  only  recently 
open  to  controversy,  tliat,  namely,  relating  to  the  transport  of  merchandize, 
is  now  decided  in  favour  of  railways.  Considerable  reductions  in  the  rates 
have,  from  time  to  time,  been  carried  into  effect  by  the  Rouen  Company,  and 
what  might  have  been  considered  as  an  unthinking  sacrifice  has  become  an 
earnest  of  fresh  receipts.  The  Rouen  Company,  in  return  for  such  services 
as  it  receives  from  us,  brings  us  a  regular  set  of  customers  and  usages  al- 
ready adopted  by  the  commercial  world.  It  has  decided  beforehand,  for 
your  benefit,  all  questions  of  doubt  or  difficulty  that  could  have  risen  at  the 
commencement  ot  your  undertaking. 

**  Independently  of  what  relates  to  the  joint  line,  we  have,  durins  the  con- 
struction of  your  proper  line,  collected  the  most  satisfactory  information 
with  regard  to  its  specific  and  peculiar  resources.  You  will  find,  we  trust, 
in  the  results  already  attained,  and  in  those  which  a  not  distant  period  re- 
serves for  you,  ample  compensation  for  the  difficulties  which  you  have  under- 
gone, and  for  the  sacrifices  which  these  have  compelled  you  to  make. 

"  It  is  with  deep  regret  that  we  intimate  to  you  the  loss  which  we  have 
sustained  in  the  aeath  of  our  colleague,  M.  Feuillant.  We  have,  in  con- 
formity with  the  clause  in  that  behalf  contained  in  the  statutes,  provisionally 
filled  his  place  by  nominating  M.  £.  Blount  to  supply  the  vacancy,  whose 
experience  in  railway  affairs  recommends  him  to  your  confidence. 

**  We  have  the  honour  to  acquaint  you  that  the  interest  falling  due  on 
the  29th  of  January  next,  will  be  paid  in  the  first  days  of  February,  at  the 
banking-house  of  Messrs.  Lafitte,  Blount,  and  Co.,  at  the  rate  of  16f.  a  share. 

"  We  shall  now  lay  before  you  the  accounts,  which  we  submit  for  your 
approval. 

'^  Receipts  and  Expenditure  to  August  31, 1845. 

*'  BECEiPTB.  Francs.  X 

*'  Receipts  up  to  August  31,  1844,  as  approved  by 

the  eeneral  meeting  on  October  30,  1844   .    .     .  10,372,234         414,888 
"  Receipts  from  September  1, 1844,  to  August  31, 

1845:— 

Calls 6,811,000 

Received  on  account  from  the  State 

loan 9,000,000 

Received  from  the  State  grant    .     .  4,000,000 
Received  from  the  town  of  Havre   .       60,000 

Interest 136,686 

18,996,685         769,864 

Carried  forward    ....    29,368,920      1,174,752 
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Brought  forward  .    .  29,368,920      1,174,752 
*  Creditors— Transfer  office,  in  London  .         1,083 
Mackenzie  and  Brassey,  reserve  ac- 
count           65,103 

Emile  Martin  and  Co.,  reserve  ac- 
count           17,941 

Hamoir,  Garret,  and  Co.,  reserve  ac- 
count           11,115 

96,243  3,808 

29,464,163      1,178,660 

"  EXPENDITURE. 

^  Expenditure  to  August  31,  1844,  as  approved  at 

the  general  meeting,  held  Octoher  30,  1844    .    .    9,793,232         391,728 
"Expenditure  from  September  1, 1844,  to  August 
31,1846:— 
General  expenses  of  direction  and  furniture    .       163,753  6,548 

Land 2,223,395  88,932 

Engineering  service 146,784  5,868 

Rails,  chairs 2,186,660  87,464 

Interest  to  January  29, 1843  .    .    .  63 

„  „  30,1844.     .     .       10,111 

„  „  31,  1845 .    .    .     386,758 

396,933  46,876 

Our  half  of  the  expenses  of  the  passage  through 

Rouen 2,460,980  98,436 

Contractors: — 

Rouen  contract 3,073,728 

PaviUy    ditto 1,144,907 

Yvetot    ditto 1,691,662 

Harfleur  ditto 1,107,669 

7,017,968        280,716 

Stations,  paid  to  contractors 216,881  8,672 

Material,  paid  on  account 200,000  8,000 

24,806,592         992,240 
"  Bankers'  accounts : — 
To  the  Bank  of  France,  at  Paris  and 

Havre 1,037,000 

In  England 182,666 

1,219,655  48,784 

"  Ptfis  and  Rouen  Company,  due  on  the  expenses 
of  the  passage  of  Rouen 3,437,916         137,516 

29,464,163      1,178,640." 


P&BSTON  AND  WyBE. 
KEPOBT  0?  THE  DIBECT0B8  TO  THE  HALF-TEARLT  KEETIKO,  HELD  OCT.  27. 

hr  rakmitting  to  their  Proprietors  the  Report  for  the  half-year  last  past,  the 
Directori  feel  that  there  are  very  just  reasons  for  their  warmest  congratulfr- 
tioQs  upon  the  result,  which  shows  a  most  satisfactory  increase  in  the  traffic 
oTer  the  conresponding  period  of  1844,  amounting  to  6,223/.,  from  the  pre- 
ceding six  months,  up  to  the  28th  of  February  last,  of  6,119/.,  and  as  com- 
ptred  with  the  annual  receipt  to  Au^st,  1844,  of  7,226/.  Such  increase 
jonr  Directors  feel  confident  will  fully  justify  to  the  Company  the  addi- 
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tional  expenditure  in  the  locomotiTe  departmenty  caused  by  the  provision  of 
further  accommodation  rendered  absolutely  requisite  by  the  growing  amount 
of  traffic.  To  relieve  the  Company  of  the  heavy  interest  due  upon  the  loan 
of  100,000^,  vour  Directors  have  taken  steps  to  reduce  the  debt  by  capital- 
izing (through  the  issue  of  the  half-shares)  a  portion  amounting  to  34,0002., 
in  addition  to  the  sum  of  4,000/.  repaid  upon  the  remaining  62,000/.,  leaving 
a  balance  of  68,000/.  to  be  reduced,  according  to  the  terms  of  loans,  by  cer- 
tain periodical  instalments  not  exceeding  4.000/.  By  the  above  arrange- 
ments  the  Directors  are  happy  to  announce  tnat,  from  the  18th  instant,  your 
Company  will  be  relieved  from  the  annual  parent  of  interest  to  the  amount 
of  l,900f.  Under  ^ese  circumstances  the  Directors  recommend  a  dividend 
of  12«.  6c/.  per  share  on  each  25/.  capital  stock. 

The  attention  of  your  Directors  has,  since  the  last  half-yearly  meeting, 
and  in  consequence  of  the  improved  condition  of  your  affairs,  been  seriously 
directed  to  the  consideration  of  the  best  course  that  they  could  advise  for  the 
fuller  development  of  the  capabilities  of  the  line.  The  construction  of  docks 
necessarily  forced  itself  on  their  notice,  and  it  appeared  a  question  of  such 
serious  importance  that  they  determined  upon  consulting,  for  their  guidance 
in  this  matter,  the  most  eminent  dock  engineers  of  the  day,  Messrs.  Rendel 
and  George  Bidder,  whose  Report  will  be  submitted  to  the  meeting,  and  a 
resolution  proposed  in  accor(£uice  therewith,  for  your  approval  or  rejection. 

The  worxs  which  have  been  commenced  since  the  last  half-year  for  sup- 
plying additional  accommodation,  comprise  the  construction  of  sheds  for  the 
use  of  the  carriers,  Messrs.  Pickford  and  Co.,  and  Messrs.  Carver,  with  whom, 
arrangements  have  been  made  for  the  conduct  of  their  business  with  Ireland 
and  ^tland  through  the  port  of  Fleetwood,  a  double  line  of  rails  between 
Preston  and  the  junction  of  the  Lytham  branch,  and  the  electric  telegraph 
between  Fleetwood  and  Preston.    This  last  work  was  deemed  essentiallj 

nuisite  in  consequence  of  the  rapidly  increasing  traffic,  and  the  absence  of 
iouble  line  throughout ;  the  expense  of  which,  it  is  conceived,  may  be 
saved,  at  least  for  the  present,  for  so  short  a  length,  by  the  electric  tele- 
graph with  perfect  safety,  and  so  as  to  secure  the  efficient  working  of  the 
trams. 

For  the  accommodation  of  passengers,  and  for  the  protection  of  goods, 
your  Directors  have  resolved  upon  adopting  the  advice  of  your  engineer  to 
cover  the  new  wharf,  now  completed,  with  a  light  roof,  supported  upon  iron 
pillars.    The  cost  of  this  work  will  not  exceed  1,700/. 

It  is  proposed  further,  to  extend  the  present  wharf  from  the  termination 
inwards  up  to  the  main  line  of  railway,  so  as  to  supply  laying  room  for  tim- 
ber vessels  out  of  the  tideway,  and  also  to  afford  suitable  facilities  for  the 
loading  of  vessels  exporting  coal.  Your  Directors  consider  the  present  a  fit- 
ting opportunity,  after  much  deliberation,  to  suggest  to  the  proprietary  the 
adyisability  of  their  joining  individually  a  company  proposed  to  be  formed 
for  the  purposes  of  general  steam  navigation,  upon  a  sunilar  plan  to  that 
adoptea  with  such  success  by  the  South-£astem  and  South- Western  Bail  way 
Companies. 

In  contemplating  the  various  projects  for  supplying  internal  communica- 
tion by  rail,  vour  Directors  are  happy  to  announce  that  they  have  secured 
a  friendlv  understanding  and  alliance  with  the  Fleetwood,  Preston,  and  West 
Riding  Railway  Company,  (itself  connected  with  various  contemplated  lines 
in  Yorkshire,)  whereby  an  opening  will  be  supplied  for  a  direct  communica- 
tion between  Fleetwood  and  Newcastle,  York,  Hull,  Bradford,  Leeds,  Halifax, 
and  other  important  districts  northwards,  in  Yorkshire  and  North  Lan- 
cashire. 

At  a  special  meeting  called  for  the  purpose,  since  your  last  general  meet- 
ing, authority  was  given  to  your  Directors  to  apply  in  the  ensuing  session  of 
Parliament  for  powers  to  extend  your  line,  by  a  pile  bridge  aciosB  the  river 
and  along  the  coajit  to  Lancaster,  with  a  branch  at  the  most  suitable  point 
of  divergence,  to  join  the  Lancaster  and  Preston  Railway  at  or  near  Oar* 
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ttftng.  Such  a  line  will  give  a  connexion  with  the  yarious  prqiects  concen- 
trating upon  Lancaster,  and  give  to  that  town  the  benefits  of  the  port  of 
FleetwoocL  The  length  of  the  line  is  about  14  miles,  and  will  cost  about 
12,0001.  per  mile  (including  the  bridge).  A  breadth  of  valuable  land,  to 
(he  extent  of  about  l,fiOO  acres,  will  be  inclosed,  for  which  terms  will  be 
•ouf^t  from  the  claimants,  so  as  to  insure  its  becoming  the  property  of  your 
Oompany.  In  order  to  carry  out  these  views,  the  Directors  propose  to  raise 
such  capital  as  they  may  deem  necessary  by  the  issue  oi  half-shares  of 
12L  lOif.  each,  to  be  issued  pro  raid  to  the  shareholders  of  this  Company. 

It  is  with  much  regret  that  the  Directors  have  to  report  the  retirement  of 
two  CKf  your  Directors,  viz.,  Messrs.  Henry  Newbery  and  David  Waddington ; 
they  have  filled  up  the  vacancies  by  the  appointment  of  James  Hibbert 
Wanklyn  and  Edward  Tootal,  Esqs. 

UBFOBT  OF  MX88B8.  BIDDBB  AHB  BBBBBL  OB  THB  COBSTBUOTION  OF  DOOKS. 

Our  attention  has  been  more  particularly  devoted  to  two  positions  only, 
which  are  obviously  superior  to  all  others,  namely,  near  to  the  present  timber 
pond,  which  would  be  crossed  nearly  in  the  centre  by  the  present  line  of 
railway,  and  on  the '  Knock,'  near  to  Bourne's  Arms  Hotel,  in  regard  to  the 
fbimer  position,  the  chief  advantage  which  presents  itself  is  the  facility  of 
access  to  the  existing  line  of  railway,  or  the  proposed  deviation  to  avoid  the 
timber  gearing.  On  the  other  hand,  the  great  depth  of  quicksand  and  gravel 
to  be  pMsed  through  before  reaching  the  marl  strate,  both  the  cost  <^  exe- 
cution and  the  time  will  be  render^  uncertain,  owing  to  the  contingencies 
which  invariably  beset  works  laid  on  such  a  foimdation ;  besides  which  the 
tendency  to  the  accumulation  of  sand  between  the  entrance  gates  and  the 
low  water  portion  of  the  harbour  may  involve  great  expense  and  labour  in 
the  maintenance  of  a  pennanent  channel  for  the  proposed  docks ;  nor  are  we 
prepared  to  give  it  as  our  opinion  that  the  occupation  of  so  much  area  (now 
covered  with  tidal  water)  by  docks  and  quays  may  not  prove  injurious  to  the 
general  construction  of  the  harbour. 

We  feel  it  our  bounden  duty  to  call  your  most  serious  attention  to  this 
remark,  from  the  apparently  small  circumstances  which  have  heretofore  ope- 
rated on  the  sandbanks  and  shoals,  threatening  the  extinction  of  the  port  of 
Fleetwood ;  whilst  also,  were  the  docks  completed  in  this  position,  it  would 
not  preclude  a  rival  eompany  from  oonstructmg  a  railway  and  docks  on  the 
east  side  of  the  town,  thus  enabling  them  to  compete  with  you  in  evexy  de- 
scription of  traffic. 

In  reference  to  the  other  site,  viz.,  on  the  '  Knock,'  near  to  Bourne's  Hotel, 
the  disadvantage  wiU  be  the  expense  of  crossing  the  Wyre^y  means  of 
gearing  and  a  swing  bridge,  in  the  event  of  the  Preston  and  Wyre's  exten- 
sion to  Lancaster  not  being  proceeded  with ;  but  from  the  fact  that  the  soil 
in  this  situation  is  composed  nearly  all  of  hard  comp»act  marl,  every  facility 
would  be  aiF(»ded  for  the  expeditious  and  economical  construction  of  the 
dock  in  this  place,  and  scarcely  any  contingency  could  occur  materially  to 
affect  either  one  or  the  other ;  the  extreme  steepness  of  the  shore  be- 
tween the  gates  and  the  low  water  portion  gives  an  assurance  that  the  en- 
tnunee  channel  may  yet  be  maintained  at  a  very  trifling  constant  charge. 

The  docks  once  constructed  in  this  position,  and  in  possession  of  your  com- 
pany, would  afford  the  greatest  safety  against  any  rival  company.  In  the 
plan  exhibited,  we  have  shown  a  tidal  dock  in  this  place  of  about  nine  acres. 
We  proposed  a  tidal  dock,  in  the  first  instance,  as  capable  of  accommodating 
a  large  trade,  which  might  be  hereafter  connected  by  a  double  lock  with  acU 
ditional  docks,  when  the  trade  may  require  such  accommodation. 

In  the  mean  while  we  may  observe  that  the  cost  of  such  a  dock,  with  the 
gates,  timber,  platform  in  the  centre,  and  the  necessary  embankment  on  the 
sidb  iot  the  {protection  of  the  same  from  the  action  of  the  sea,  would  not  re- 
quire a  sum  exceeding  100,000/.,  and  not  more  than  a  twelvemonth  for  their 
completion. 

For  the  general  outline  of  the  docks  on  the  Fleetwood  side  of  the  river  we 
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must  refer  you  to  the  plans  in  the  possession  of  your  engineer,  Mr.  S.  P. 
Bidder. 

The  cost  of  similar  accommodation  to  that  proposed  on  the  Fleetwood  side 
of  the  harbour,  could  not  be  safely  estimated  at  less  than  200,00(y.  Briefly, 
therefore,  it  would  appear  that  the  docks  on  the  Knock  would  not  exceed 
one-half  the  cost  of  those  on  the  Fleetwood  side  of  the  river,  whilst  the 
entrance  channel  could  be  easier  maintained,  much  less  alteration  would  be 
occasioned  to  the  present  constitution  of  the  harbour,  and  greater  security 
afforded  against  the  operations  of  any  rival  interest.  The  only  contingent 
disadvantage  might  be  the  cost  of  forming  an  independent  communication 
with  them  from  the  present  railway  in  the  manner  alluded  to. 

We  have  not  alluded  to  the  comparative  results  upon  the  house  property 
of  the  town,  as  not  being  referrea  to  us,  nor  properly  within  our  province. 
We  have  only  indicated  the  engineering  advantages  of  the  re8]>ective  sites. 
How  far  the  latter  ought  to  affect  your  consideration  we  leave  in  your 
hands. 

RKPORT   OF   THE   RESIDENT   ENOINEER. 

I  beg  to  lay  before  you  my  report  for  the  present  half-year.  The  railway 
is  in  a  very  good  condition,  notwithstanding  the  very  heavy  traffic  that  has 
passed  over  the  line  this  half-year,  being  an  average  of  fifteen  times  per  day 
— equal  to  thirty  trains  on  a  double  line.  The  engines  are  in  a  very  good 
state,  and  twenty  new  waggons  have  been  added  to  the  company^s  former 
stock.  The  new  carriages  for  working  the  branches  have  been  contracted 
for  with  Mr.  Brown,  of  Birmingham,  who  has  undertaken  to  deliver  the 
whole  before  March.  The  works  on  the  Lytham  branch  have  been  very 
much  retarded  by  the  late  rains.  Should  the  weather  continue  favourable,  I 
fully  expect  the  line  will  be  completed  in  three  weeks ;  but  the  station  at 
Lytham  will  not  be  completed  quite  so  soon.  With  respect  to  the  Black- 
pool branch,  I  am  informed  by  our  solicitor  that  he  wiU  be  able  to  allow  me 
to  commence  in  a  few  days.  The  electric  telegraph  is  being  proceeded  with 
very  rapidly,  and  I  expect  it  will  be  ready  for  use  betwixt  Fleetwood  and 
Poulton  by  Wednesday  next,  and  the  whole  distance  in  a  fortnight.  I  am 
proceeding  as  fast  as  possible  in  laying  down  the  new  line  of  rails.  One  mile 
and  a  half  is  completed,  and  the  ballasting  is  ready  for  nearly  four  miles. 
The  new  warehouse,  opposite  the  berthing  of  the  Irish  packets,  is  nearly 
completed,  and  the  new  roof  over  the  new  wharf;  the  berthing  of  the  Scotch 
boats  is  now  in  course  of  erection,  and  will  be  finished  in  a  few  weeks. 


MONETARY  TRANSACTIONS  OF  THE  MONTH. 
Our  article  on  the  state  and  prospects  of  railway  affiiirs,  with  which  wc 
have  commenced  our  number,  renders  an  account  of  the  transactions  of 
December  almost  unnecessary,  and  we  have  only  to  add  that  the  com- 
mencement of  the  month  was  marked  by  gloom  and  mistrust ;  but  the 
clouds  which  hovered  over  the  horizon  seem  gradually  to  be  dispersing, 
and  anticipations  are  naturally  formed  that  the  share  market  has  seen  its 
worst  days.  The  shares  of  old  established  lines  are  recovering  their  value  : 
Brighton,  which  were  quoted  at  58^,  are  now  marked  at  66.  Great  Western 
have  risen,  as  well  as  some  of  the  lines  which  were  without  sufficient  reasou 
depreciated,  and  even  scrip  has  in  several  cases  advanced.  There  has  been 
evinced,  not  only  in  the  London,  but  in  the  provincial  markets,  such  a  de- 
gree of  animation  as  to  lead  to  the  hope,  that  property  which  has  been 
neglected  will  again  find  legitimate  and  bonll  fide  purchasers.  The  singular 
changes  which  have  occurred  in  the  political  world,  and  which  even  now 
are  enveloped  in  mystery,  have  not  failed  to  produce  their  influence  upon 
the  money  market,  and  to  have  caused  changes  of  which  the  wary  specu- 
lator has  not  failed  to  take  due  advantage,  whilst  the  timid  have,  as  is  usual, 
been  the  suflercrs.  During  the  last  week  money  has  been  easy  in  the  dis- 
count market,  at  the  same  rate  of  interest  that  has  lately  ruled  ;  the  dis- 
count houses  arc,  of  course,  discriminating  in  their  advances,  but  the  feel- 
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'm'TR  of  distrust  which  were  so  generally  felt,  seem  gradually  to  diminish. 
At  the  end  of  the  year  there  is  always  much  difficulty  in  jude^ing  of  the  ac- 
tual position  of  monetary  matters,  hut  we  have  every  reason  to  ^lieve  that 
they  are  in  a  favourahle  state,  and  although  there  seems  a  general  opinion 
afloat  that  there  will  he  large  importations  of  foreign  com,  yet  it  is  supposed 
that  the  exchanges  are  not  likely  to  he  affected.  The  country  naturally 
looks  with  anxiety  to  the  meeting  of  Parliament,  which  is  summoned  for 
despatch  of  husiness  on  the  20th  of  January,  and  we  have  no  doubt  that  a 
material  alteration  of  the  value  of  railway  property  will  arise  out  of  the  mea- 
sures which  emanate  from  the  legislative  wisdom  of  the  country,  and  our 
own  opinion  is  that  a  great  improvement  will  occur, 
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PARLIAMENT  AND  THE  RAILWAYS.— SIR  ROBERT 
PEEL'S  "PLAN." 

Sn  Bobert  Peel  brongbt  forward  a  propoddon  on  the  26th  of  Jannarj, 
winch  will  80  materially  affect  the  prospects  of  all  railway  projects  in 
this  ooimtry,  that  late  as  the  day  is,  we  feel  bound  to  make  some  ob- 
Krvadoiis  npon  the  subject.  Railway  projectors  and  speculators  had  long 
been  prepared  for  a  result,  which  appeared  to  common  sense  meritable, 
Dsmeiy, — ^that  of  the  enormous  mass  of  schemes  professedly  intended  to 
be  brought  before  Parliament  in  the  coming  session,  a  comparatively  very 
small  proportion  could  possibly  receive  its  sanction.     This  result  would 
bare  been  brought  about  in  various  ways,  all  depending  upon  the  various 
<<  agrees  of  form  and  substance  of  the  projects  themselves,  and  the  sin- 
cerity with  which  they  were  brought  forward.     A  vast  number  having 
been  from    the  first   mere  premium  projects,  would  have  vanished 
fnm  the  market  so  soon  as  their  game  in  premiums  had  been  fairly 
played  out, — and  others  would  have  failed  at  one  or  other  of  the  stages 
of  the  standing  orders'  reauirements,  from  the  inability  to  comply  with 
them.    But  even  colourable  compliance  with  the  forms  required  by  the 
flteading  orders,  is  no  proof  of  the  ability,  much  less  of  the  intention,  of 
the  promoters  to  go  seriously  to  work  before  Parliament.    When  people 
talk  with  solemn  air,  and  alarmed  faces,  of  the  seven  hundred  and 
npwaids  of  schemes,  whose  plans  have  been  ^*  duly  deposited  with  the 
Board  of  Trade,"  they  little  wot  of  what  too  many  of  those  deposits  are 
composed,  and  how  few  of  them  have  any  pretensions  to  stand  inspec- 
tioQ  as  railway  plans  and  sections.     Again,  in  r^ard  to  these,  how  few 
have  really  and  effectively  complied  with  the  subsequent  requirements 
of  the  standing  orders  up  to  the  present  period ;  the  serving  of  notices 
on  owners  and  occupiers,  and  upon  the  clerks  of  the  peace,  and  so  forth. 
Tis  true,  in  these  matters,  a  considerable  number  of  them  have  made 
believe  to  have  complied ;  but  their  promoters,  who  have  been  in  the 
secret  all  along,  know  how  shallow  has  been  the  pretence,  and  how  it 
^  faD  before  the  first  glance  of  the  Standing  Orders'  Committee.  But 
more  potent  than  all  in  its  decimating  influence  will  be  the  standing 
order  requiring  the  deposit  of  ten  per  cent,  in  hard  cash  of  all  the  esti- 
inated  capital  of  the  projected  schemes.     The  last  day  for  doins  thisy 
wOl  be  the  6th  of  February,  and  we  think  that  Mr.  Hudson,  m  the 
^bate  of  the  26th  ult.,  overstated  the  matter,  when  he  calculated  that 
of  the  seven  hundred  projects,  those  whose  money  deposits  would  be 
dolj  made,  would  represent  £100,000,000.     We  should  say  that  from 
sixty  to  dghty  millions  will  turn  out  to  be  much  nearer  the  mark. 

And  if  this  prove  the  case,  if  such  be  the  ignoble  fate  of  so  many 
of  the  twelve  hundred  projects  gazetted,  afterwards  diminished  to  seven 
hundred  ^  duly  deposited," — ^what  occasion  for  alarm,  calling  for  the 
^)ecia]  interposition  of  the  minister,  can  be  said  to  exist  ?  What  can- 
dour is  there  in  the  minister  when  he  talks,  even  at  this  late  hour, 
of  there  being  ^*  independently  of  one  hundred  schemes  actually  intro- 
dnoed  into  the  House,  not  less  than  710,  involving  an  ouday  of  capital 
to  the  amount  of  £300,000,000"? 
VOL.  in.  o 
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But  we  must  not  anticipate ;  we  have  said  that  the  alarm  upon  this 
subject  has  been  unnecessary  and  unfounded  in  reason ;  and  we  are  sorry 
to  see  a  minister  like  Sir  Robert  Peel  lending  the  weight  of  his  name  and 
pootkn  Id  excite  that  alarin,  aft  a  toomeat  when  ii  htd  bcigiin  to  subakle  in 
the  minds  of  those  whom  it  blid  io  liOxg  agitated.  Amongst  the  most 
absurd  grounds  for  alarm,  by  the  way,  was  uat  at  the  prospect  of  having 
to  pay  thbtj  ttiillkMis  sterling  of  depositai  ia  bard  eash,  upon  a  certain 
day^  into  the  Court  of  Ghanoery.  People  puzaled  tbeirbnuns  to  k&ow 
wlienca  all  the  money  was  to  be  got  tegether  for  the  puifoee^  and  what 
tk»  country  would  do  fior  oirculafting  medium  during  the  tmnsfer;  quite 
fomtting  diat  the  Tsry  difficulty  of  raising  so  much  money  would  eore 
a  diseaae,  and  limit  tiie  amount  actually  abstraoted  from  drcuJalioD. 
In  effect,  wm  do  not  suppose  that  the  deposits  actually  mad«  by  A%  6th 
inslflDQt  will  exoeed  eight  millions^  and  of  these  a  laige  portion  have 
been  alnady  made^  by  the  strnf^e  process  of  the  bankm  who  held  the 
Aitidii  of  tbe  OTreral  railway  companies,  and  who  all  had  accounts  with 
the  Bank  of  Englond,  taking  care  to  have  •  suffident  credit  there  by  a 
eertain  day,  and  writing  certain  cheques  or  orders  te  the  credit  of  the 
aooountant-genenl  iu  Chancery  for  certain  amounts.  Whilst  wiseacres 
were  talking  about  how  this  new  and  dffioult  probleai  in  finance  waa  to 
be  oceowpluhed,  the  thing  was  actually  done  I 

And  to  of  the  great  problem  which  was  to  follow,  namely,  how  parlia* 
tneat  would  dispose  of  all  the  projects  which  came  in  proper  condition 
before  it.  Last  sessioii  was  oertainly  one  of  fearful  labour  to  idle 
gentlemen,  who  had  nothing  to  do  but  to  govern  the  destinies  of  a  gieat 
nation,  and  we  dare  say  many  of  them  looked  forward  with  dire  Ibie^ 
bodings  to  the  kbom  which  were  to  come*  We  have  alread  v  at  various 
times  wiitten  our  opinion  of  \h^  manner  in  which  these  gentleinea  per^ 
formed  their  fonctiona,  from  which  our  readers  will  have  gathered  that 
we  do  not  consider  a  parliamentftry  committee  exactly  the  fittest  tribunal 
to  decide  upon  competing  projeets  involving  so  man^  elementary 
features,  traffic  and  pepuladoti  details,  questions  of  political  eeonomv, 
and  above  all,  scientific  principleB  and  technicalities  which  might  puuie 
a  senior  wnmgier.  But  at  the  same  time  they  did  their  business 
according  to  a  fashmn,  and  whatever  the  result  were,  if  not  centenled 
were  resigned.  Theie  was  this  wholesome  secret,  also^  in  their  dilatory 
and  expensive  proceedings,  that  it  would  eventually  restrain  reckless 
speculation,  and  limit  the  amount  of  business  brought  before  them. 
The  last  session  was  certainly  one  of  extraordinary  activity,  aud  a  laiger 
sutti  was  eerfaaps  voted  for  weiks  of  this  description  than  ought  to  be 
abstracted  ham  the  resources  of  the  public  for  such  purposes  in  any  one 
year.  But  a  period  of  undue  enterpriae  has  been  £MUid  in  all  other 
matten  to  be  followed  by  one  of  depiestton,  and  we  are  satisfied  that 
if  things  had  been  kit  to  go  on  in  their  old  course^  for  tins  year  at  least, 
we  should  have  bid  ao  teasen  to  complain  of  over^investmeat  in 
luilways. 

Bir  Robert  Peel,  however,  thought  otherwise,  and  on  the  2^tb  of 
January^  introduoed  a  propositioa  to  restrain  our  enemies  in  this  par- 
ticular now  they  are  rather  below  pmr  than  otherwise,  just  as  the  maa 
in  the  fable  dmt  the  stable  door  after  the  hocae  was  stolen.  Sir  Robert 
Peel,  if  he  had  tcaliy  theugfaA  properly  of  this  subject^  and  wished  to 
protect  the  funds  of  the  innocent  public,  ehould  have  interposed  earliec. 
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H«niHi1iaTe  foresMn  last  year,  what  would  have  been  in  pivpaiation  fov 
dug,  mi  he  oagbt  to  Bare  taken  measures  to  regulate  ^ings  in  time. 
It  is  rather  hord  to  turn  round  upon  people  after  they  have  inyested 
their  money  and  labour  in  these  works,  under  sanction  of  rules  solemnly 
pitKribed  for  their  guidance  by  parliament. 

Bat  we  will  come  at  onoe  to  the  speech  of  the  Right  Hon.  Baronet, 
wliieh  being  a  dliort  one^  we  here  give  entire  :-^ 

*  I  riBe,"  he  said,  ^  to  state,  on  behalf  of  her  Majesty's  Ooremment,  the 
eoune  irfaich  they  recommend  the  House  to  adopt  with  respect  to  the  rail- 
nj  business  of  the  session.  Her  Majesty's  Government  have  felt  it  to  be 
thor  duty  to  avail  themselves  of  the  eavliest  opportunity  of  calling  the  at- 
tention of  the  House  to  the  number  of  railway  bills  which  will  be  orou^t 
imder  its  oonsideiation,  and  taking  its  opinion  as  to  the  best  mode  of  dealmg 
with  the  mat  auestion  of  railways.  The  attention  of  her  Majesty's  Govem- 
rnent  has  been  for  some  time  past  given  to  this  subiect.  They  had  collected 
ill  the  information  upon  it  which  they  thought  likely  to  be  advantageous 
to  the  House.  They  have  deeply  considered  the  question,  but  finding  that 
it  tflhcted  so  many  private  as  well  as  public  interests,  they  thought  it  better 
to  appeal  to  the  authority  of  the  House  for  a  committee  of  the  House,  than 
at  ODce  to  bring  forward  any  plan  for  the  purpose  of  dealing  with  a  subject 
UTolTmg  so  many  serious  difficulties.  As  the  organ  of  the  Qovemment,  it 
is  my  duty  to  appoint  a  select  committee  for  this  purpose.  But,  as  I  said 
before,  her  Majesty's  Government  is  prepared  to  lay  before  them  all  the  in- 
fonnation  which  wey  possess  to  ffuiae  them  in  forming  an  opinion  as  to  the 
omne  which  ought  to  be  pursued.  The  importance  of  the  interest  involved 
wOl  be  made  apparent  by  my  calling  attention  in  the  first  instance  to  the 
Dumher  of  raOway  bills  which  have  been  passed  in  the  last  two  sessions,  and 
the  amount  of  capital  which  those  bills  gave  power  to  raise.  In  the  year 
IM  forty-eifht  railway  bills  received  the  sanction  of  the  legislature,  au- 
thorismg  the  levy  of  a  capital  to  be  expended  in  railways  alone  of  14,780,000^. 
In  the  year  1845,  the  past  year,  not  less  than  118  bills  received  the  sanction 
of  Parliament,  and  a  capital  of,  I  believe,  about  fifty  millions  was  authorized 
to  be  levied.  It  is  generally  computed  that  it  will  require  three  years  for 
the  completion  of  a  railway.  I  beliete  it  is  a  matter  of  experience  that  in 
this  part  of  the  United  Kingdom,  at  least,  three  years  are  generally  re- 
<uured  for  the  completion  of  a  ranway  of  any  length.  II  therefore,  there 
inould  have  been  sanctioned  by  legislative  enactment  within  the  last  two 
yean  the  levy  of  a  sxmi  of  nearly  70,000,000/.,  I  believe,  for  the  execution  of 
laQways.  it  would  follow  that  in  the  year  1840,  about  23,500,000/.  would 
have  to  be  drawn  from  the  capital  of  the  country  to  be  applied  to  the  con- 
■traction  of  lines  of  railway  during  that  year.  In  the  year  1847,  23,500,000/. 
vould  also  have  to  be  applied,  which  can  be  drawn  from  no  other  source 
that  I  am  aware  of,  than  the  one  I  have  stated ;  and  in  the  year  1848  there 
vottld  have  to  be  applied  a  sum  of  about  18,000,000/.  Now,  the  sum  of 
23,500,000/.  is  a  very  large  sum  to  be  expended  in  one  year.  (Hear,  hear.) 
It  is  a  very  large  sum  to  be  drawn  from  tne  available  capital  of  the  country. 
(Hear,  hear.)  And  it  appears  to  me  that  it  cannot  be  so  withdrawn  without 
soious  inoonvenience  to  the  other  interests.  However,  these  are  the  sums 
which  have  been  established  by  enactment,  which  have  received  the  sanction 
of  the  legislature.  I  now  approach  the  consideration  of  the  number  of  rail- 
way schemes  which  may  be  brought  before  you  in  the  course  of  the  present 
year,  and  in  whatever  proportion  they  may  come  to  seek  the  sanction  of  Par- 
liament, there  can  be  no  doubt  that  the  cost  of  their  execution  will  involve 
a  much  larger  demand.  Kow  the  number  of  English  railway  plans  which 
were  deposited  at  the  time  appointed  for  their  reception,  with  the  Board  of 
^^Mle,  18  006.  The  number  of  Scotch  railway  plans  which  have  been  simi- 
l^y  deposited  with  the  Board  of  Trade,  is  121 ;  and  the  number  of  Irish 
nilway  pUms  deposited  with  the  Board  of  Trade  ia  86.    There  have  been, 
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therefore,  deposited  at  the  office  of  the  Board  of  Trade  not  leas  than  815 
railway  plans,  which  will  require  the  consideration  of  Parliament  in  the 
present  session.  (Hear,  hear.)  Now^  many  of  these  are  rival  schemes,  and 
therefore  it  is  impossible  that  Parliament  can  sanction  more  than  one  of 
the  competing  lines.  Several  of  them  wiU  fail  from  being  found  not  to  have 
complied  with  the  requisites  of  the  standing  orders.  It  is  probable  that 
from  other  causes,  the  proceedings  of  others  will  be  stopped>-(laughter) — 
but  still  it  cannot  be  doubted  that  the  number  of  railway  bills  proposed  for 
consideration  in  the  course  of  the  present  year  will  far  exceed  the  number 
of  any  former  ^ear.  The  railway  schemes  deposited  at  the  office  of  the 
Board  of  Trade  mvolve  the  construction  of  no  less  than  20,675  miles  of  rail- 
way, and  the  expenditure  in  total  amount  of  not  less  than  350,000,000/. 
Making  eveiy  deduction,  it  seems  impossible  to  apply  such  an  amount  of 
capital  to  one  object  in  this  country,  without  a  material  derangement  of 
other  parts  of  the  system.  (Cheers.)  It  is  therefore  important  that  Uie  House 
at  an  early  period  of  the  session  should  consider  the  principles  that  ought  to 
govern  its  course  on  this  subject.  No  one  can  feel  more  strongly  than  I  do 
the  objatiom  to  an  interference  with  enter^rize— call  it  speculation  if  you 
will — ^in  order  that  it  may  not  be  left  to  private  industry  and  spirit.  I  feel 
most  favourably  diBpK>sed  also  to  the  application  of  British  capital  in  the  for- 
warding of  undertakiogs  so  calculated  to  promote  the  general  welfare  of  the 
empire ;  and  the  question  is,  whether  there  is  any  sufficient  reason  for  inter- 
ference, and  whether  interference  is  justified  by  the  principles  which  ought 
to  govern  Parliament.  I  must  say,  in  the  first  place,  that  there  is  great  pro- 
bability, after  making  every  deduction  £rom  the  railway  plans  sent  in  to  the 
Board  of  Trade  for  rival  lines,  and  for  schemes  which  will  not  pass  the 
Standing  Orders  Committee,  there  will  still  remain  such  a  number  as  to  ren- 
der it  aunost  impossible  Uiat  the  House  of  Commons  should  devote  prober 
attention  to  them,  and  at  the  same  time  discharge  its  other  important  duties 
(cheers).  The  pressure  in  the  present  year  is  much  heavier  than  in  the  last, 
and  it  might  be  said  that  if  tne  House  of  Commons  caimot  undertake  the 
duty,  it  is  forced  to  consider  the  fitness  of  finding  some  other  tribunal.  But 
the  grave  question  is,  whether  we  wiU  permit,  or  rather  whether  we  «riK 
encov/mge  eo  great  an  application  of  capital  to  railway  schemes  (hear,  hear)— 
whether,  consistently  with  public  aavantage,  it  can  be  so  applied — and 
whether^  if  applied,  it  woula  really  conduce  to  the  satisfactory  carrying 
on  of  railway  enterprize  Qiear,  hear)  1  I  have  before  said  that  the  devotion 
of  British  capital  to  sucn  objects,  rather  than  to  foreign  schemes,  is  to  be 
encouraged  ;  but,  let  me  adc,  is  it  consistent  with  sound  railway  enterprize 
that  such  an  enormous  amount  should  be  so  applied  (cheers)  ?  X  doubt  it — 
I  doubt  it  even  for  the  sake  of  the  enterprizes  tnemselves.  I  think  that  the 
extraordinary  demand  for  money,  for  labour,  and  for  materials,  would  im- 
pede the  execution  of  the  projects  themselves,  the  estimates  for  which,  in 
many  instances,  will  be  practically  exceeded,  and  in  some  wiU  turn  out 
entirely  delusive.  If  the  parties  were  about  to  proceed  in  the  existing  state 
of  legislation,  objections  of  the  gravest  kind  might  be  raised  ;  but  it  is  for 
Parliament  to  determine  whether  it  will  or  wOl  not  sanction  every  one 
of  these  undertakings,  not  merely  by  abstinence  from  interference,  but 
by  direct  and  positive  encouragement.  If  the  plans  were  600^  or  600,  or 
only  treble  the  number  of  last  year,  I  feel  great  doubt  whether  it  would  be 
in  the  power  of  the  House  to  make  satisfactory  inquiries  into  the  merits  of 
the  vanous  schemes  (hear,  hear).  I  still  more  doubt  whether  it  would  be  for 
the  public  advantage  that  there  should  be  such  a  vast  application  of  capital, 
such  an  extraordinary  demand  for  labour,  and  such  a  diversion  of  both  from 
all  other  objects.  But,  as  I  said  before,  this  is  a  matter  on  which  Govern- 
ment thinks  it  infinitely  better  to  obtain  the  sanction  of  a  parliamentaiy 
committee,  composed  of  men  whose  opinions  are  entitled  to  the  highest 
respect,  and  receiving  from  Government  the  information  collected  to  ffuide 
its  proceedings.    A  map  has  been  prepared,  showing  the  extent  and  cureo- 
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tioa  of  the  railways,  and  in  addition  to  thisw  the  plans  have  all  been  classi- 
fied. One  class  includes  plans  for  the  completion  of  existing  lines ;  that  is, 
where  a  line  is  now  unfinished  between  the  metropolis  and  distant  parts  of 
the  country.  Under  another  head  are  railways  which  appear  to  give  the 
greatest  facilities  of  communication  between  parts  of  the  Kingdom  most  in 
peed  of  it.  A  third  head  embraces  schemes  connected  more  or  less  with  our 
intermd  defences,  such  as  coast  lines.  The  Committee,  therefore,  upon  its 
appointaient,  will  be  spued  much  labour  and  supplied  with  much  informa- 
tion necessary  for  its  inquiries.  For  these  reasons  I  hope  the  House  will 
concur  in  the  proposal  with  which  I  shall  conclude : — '  Tnat  a  select  com- 
mittee be  appomted  to  consider  what  course  shall  be  taken  with  the  railway 
schemes  proposed  to  be  submitted  to  Parliament  during  the  present  ses- 
sion.* In  submitting  this  motion,  I  abstain  from  any  questions  relating  to 
the  standing  orders,  because  I  trust  the  whole  subject  may  be  left  to  the 
eommittee,  which  will  make  reports  from  time  to  time,  by  which  the  deci- 
skm  of  the  House  will  be  mainly  and  finally  guided." 

We  must  say,  and  we  think  oar  readers  will  agree  with  us,  that  we 
nerer  read  a  more  brief  and  unsatisfactory  an  oration  in  connection  with 
so  important  and  fruitful  a  theme.  Sir  Robert  set  out  by  saying : — **  I 
rise  to  state  on  behalf  of  her  Majesty's  Government,  tlie  course  which  they 
recommend  the  House  to  adopt  with  respect  to  the  railway  business  of 
the  session."  Yet  when  his  speech  is  ended  it  appears  that  lier  Ma- 
jesty's Government  do  not  recommend  any  course  to  the  House  upon  the 
subject,  bnt  on  the  contrary,  propose  to  appoint  a  select  committee 
—  a  secret  committee  (it  is  aJFterwards  stated)  upon  whom  should 
devolve  the  responsibility  of  dealing  with  the  whole  question.  This 
committee  is  to  have  the  aid  of  a  map,  with  the  various  lines  con- 
structed, sanctioned,  and  projected,  laid  down  in  three  different  colours ; 
tbey  are  to  have  the  advantage  of  some  other  information  which  her 
Majesty  8  Government  have  collected ;  they  are  to  make  the  best  of  all 
theae  materials,  and  galloping  over  the  ground  at  railroad  speed,  are 
expected  to  make  ^  an  early  report,  and  further  reports  from  time  to 
time." 

Now,  as  was  asked  of  Sir  R.  Peel  by  an  hon.  member  ( W.  Gisbome) 
what  is  to  be  the  position  of  the  various  railway  projects  in  the  mean- 
time ?  May  those  who  have  deposited  their  plans  and  their  money,  and 
done  evertbing  required  of  them  by  standing  orders,  proceed  to  bring 
tikir  respective  cases  before  Parliament  in  ordinary  course  ?  In  reply  to 
this  Lord  Granville  Somerset  said,  ^^  He  apprehended  there  could  be  no 
doubt  as  to  their  being  so  at  liberty."  Why  of  course  not,  but  then 
ffaery  the  utility  of  so  doing  with  a  secret  committee  sitting,  whose 
**  reports  from  time  to  time"  might  with  a  stroke  of  the  pen  consign 
their  bills  to  the  tomb  of  the  Capulets  under  the  clerk's  table  ?  Of  this 
state  of  things,  so  anomalous,  so  unjust,  the  followiug  littie  question  and 
'are  dgnificantiy  illustrative: — 


"  Mr.  Bicardo  asked  whether,  if  one  company  choose  to  go  on  under  the 
pnsent  standing  orders,  and  another  to  wait  for  the  report  of  the  com- 
mittee, the  delay  so  incurred  would  be  prejudicial  to  the  latter  in  passing 
the  standing  orders. 

^  Lord  Granville  Somerset  could  give  no  opinion  on  the  auhjed.  The  point 
had  never  been  raised. 

''Mr.  Bicardo:  That  wu  why  I  put  UP 
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It  is  impossible  to  calcalate  the  ezteot  of  mischief  and  positive  in- 
justice wbich  may  be  done  during  tbe  nncertaintj  which  will  prevail 
during  the  deliberations  of  this  notable  committee.  And  when  its  report 
is  made,  to  what  weight  will  it  be  entitled?  The  Board  of  Trade 
Reports  were  laughed  at  and  reversed ;  they  were  of  no  weight  when 
diey  oame  in  competition  with  a  committee  of  the  House  having 
vMl  voce  evidence,  in  public,  and  with  the  assistanoe  of  a  phalanx  of 
counsel  learned  in  the  law.  What  authority  will  a  report  of  a  secret 
committee  have,  got  up  much  more  hastily  than  the  reports  of  the 
Board  of  Trade,  and  with  even  less  means  of  forming  an  accnrato 
opinion  at  their  disposal  T  Tis  true,  or  probably  so,  for  nothing  seems 
to  be  certain,  that  they  will  not  give  an  opinion  between  competing 
schemes  in  the  same  district :  but  there  they  are  to  limit  the  amount  of 
money  to  be  sanctioned  by  Parliament,  and  they  are  to  point  out  gene- 
rally the  districts  and  directions  to  which  it  is  to  be  allotted.  And  then 
what  will  be  the  result, — instead  of  competing  lines,  we  shall  have 
competing  districts ; — we  shall  have  complaints  and  Temonstrances  from 
all  parts  of  the  country  who  are  omitted  from  the  money  vote ;  we  shall 
have  marshalling  of  local  interests,  and  local  members ;  and  endless 
jealousy  and  dissatisfaction. 

We  cannot  at  this  late  period  of  the  montli  enter  as  fully  as  we  oonld 
wish  into  this  important  subject.  We  have  only  to  repeat  that  we  die- 
approve  of  the  clumsy  pretence  at  meeting  the  ^^  railway  mania"  diffi- 
cuttv,  proposed  by  Sir  Robert  Peei.  We  condemn  him  and  Pariiameat 
for  having,  by  their  neglect,  suffered  things  to  come  to  a  criaa  to  atand 
in  need  of  any  such  interference. 
I  Certainly,  if  we  were  to  name  any  one  man  who  had  given  mora 

encouragement  by  his  authority  to  the  unbonnded  railway  speculaition 
which  has  recently  been  rife,  it  would  be  Sir  Robert  Feel.  To  hm  me- 
morable declaration  in  finvour  of  *'  direct  lines,"  we  ow«  titree-foiHths 
of  the  projects  he  now  denounces ;  and  was  not  this  doctrine  ivMated 
I  by  him  so  little  back  as  at  the  opening  of  the  works  of  the  Trent  V  alley 

I  Railway,  in  November  last,  when,  after  oKplaining  how  that  lino  would 

I  shorten  the  distance  to  Manchester  as  per  existing  routes,  ho  warned 

the  Directors  that  if  a  more  direct  line  should  afterwards  poesent  itself 
tie  should  feel  bound  to  support  it  ? 

Sir  Robert— Sir  Robert — a  little  ^directness"  and  consistency  of 
policy  would  be  a  feature  worthy  of  cultivation  in  a  great  atateaman,  if 
only  for  the  novelty  of  the  thing. 

In  the  course  of  the  debate  on  this  occasion  there  was  a  propoaitioB 
made  for  appdnting  a  commission  of  inquiry  upon  projected  railways, 
whidi  is  worthy  of  attention,  and  to  which  we  shall  recur  in  our  next. 
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During  the  past  month  seyeral  other  experimental  trips  have  heen 
made,  both  upon  the  broa4  and  narrow  gauge  lines,  with  a  view  to 
aiding  the  Commissioii  in  their  deliberations  upon  this  important  ques* 
lion.  The  groond  selected  on  the  broad  gauge  line  was  as  before,  from 
Pkddjngton  to  Dideot, — that  selected  by  the  narrow  gauge  interests 
was  on  the  YoiIe  and  Darlington  line.  These  expenments  hare  led  to 
some  striking  rcsiilts,  as  wiU  be  presently  seen,  apparently  conclusiye 
for  the  triumph  of  the  broad  gauge,  but,  as  there  are  many  other  points 
besides  mere  speed  which  should  be  taken  into  consideration  as  elements 
of  a  purely  commercial  subject,  which  this,  after  all,  is,  we  shall  not  be 
hssty  in  drawing  apy  conclusions  at  present — our  predilections  in  favour 
of  the  broad  gauge  being  already  pretty  generally  known. 

These  experiments  have  been  made  with  loads  of  200  and  400  tons 
lespeotiyely.  Of  the  200  ton  trips  the  results  were  as  follows :— On  the 
Great  Western  the  whole  distance  from  Paddington  to  Dideot  (fifty- 
one  miles)  was  performed  in  2  hours  24  minutes  and  18  seconds; 
^another  account  says  2  hours  20  minutes  and  49  seconds ;)  or,  deduct* 
mg  29  minutes  54  seconds  lost  in  stoppagesi  the  actual  running  time 
was  shown,  54  minutes  7  seconds,  being  an  average  speed  of  27  milea 
per  hour.  But,  in  order  to  make  the  parallel  case  between  the  bread 
and  narrow  gauges  the  more  accurate,  we  shall  restrict  our  observa- 
tions to  a  similar  distance  on  the  former  to  that  run  over  on  the 
latter ;  namely,  43  miles.  The  first  43  miles  on  the  Great  Western 
were  accomplished  in  2  hours  6  minutes  39  seconds ;  deducting  28 
lunutes  9  seconds  for  stoppages,  we  have  1  hour  38  minutes  30 
Mconds  of  actual  progresrion,  or  an  average  speed  of  not  quite  26^  miles 
per  hour.  The  maximum  speed  attained  was  a  mile  in  1  minute  34 
seconds,  or  rather  more  than  38f  miles  an  hour.  The  comparison  then 
is  as  fi»llow8 :— ^n  each  experiment  the  day  was  equaUy  fine,  not  a 
breath  of  air  tending  to  impede  the  progress  of  either  tram.  The  broad 
grage  performed  the  43  miles^  exclusive  of  stoppa^,  in  X  hour  38 
minntes  30  seconds.  The  narrow  gauge  did  it  iu  2  nours  19  minutes 
31  seconds.  The  average  ^eed  on  the  bread  gauge  was  therefore 
nearly  26^  miles  an  hour,  that  op  the  narrow  gauge  not  quite  18^  miles 
an  hour.  The  maiimum  speed  attained  on  the  Great  Weatera  was  88{ 
miles  an  hour,  the  maximum  on  the  York  and  Darlington  was  25  miles 
an  hour,  not  so  much  by  a  mile  and  a  quarter  as  the  average  on  the 
Great  Western. 

Of  the  400  tou  trips,  the  following  is  the  result:— 
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Fused. 

Broad  Gauge. 

NaiTOw  Gauge. 

Broad  Gauge. 

Time  each 
mile. 

Time  each 
mile. 

Time 
gained  ir 
seconds. 

TUne 

lost  in 

Moonds. 

MIUBS. 

H. 

M. 

s. 

M.  B. 

M.  B. 

lat 

1 

51 

25 

2 

1 

54 

44 

3  10 

4   0 

41 
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3 

1 

57 

20 

2  36 

2  20 

0 

16 
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1 
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2  15 

2  10 
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5 
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From  this  it  will  be  seen,  that  the  time  gained  on  the  trip  by  the 
broad  gauge,  was  29  mmutes  25  seconds,  and  the  time  lost  5  minutes 
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25  seconds,  showing,  in  fact,  a  clear  gain  over  the  narrow  gauge,  in  a 
distance  of  43  miles,  of  24  minutes.  The  ayerage  speed  attained  on  the 
York  and  Darlington,  with  the  400  tons  train,  was  something  more  than 
19  miles  an  hour,  the  whole  distance  heing  accomplished  in  2  hours  15 
minutes  and  20  seconds.  On  the  Great  Western,  the  whole  distance 
ms  performed  in  1  hour  51  minutes  and  20  seconds,  the  average  heing 
iq>wiirds  of  23  miles  an  hour. 

As  we  said  hefore,  these  figures,  striking  as  they  are,  must  not  he 
reoeired  as  comprising  the  whole  question  at  issue,  or  as  at  all  conclu- 
ate  of  the  result  in  a  commercial  point  of  view.  In  this  stage  of  the 
inquiry,  perhaps,  we  cannot  do  hotter  than  put  some  points  which  are  to 
be  advanced  on  the  narrow  gauge  side,  in  the  words  of  its  staunch  advo- 
cate, in  Herapaih'9  Journal,  This  vnriter,  hy  the  way,  like  pardzans 
geoerally,  is  not  content  with  simply  stating  his  case,  and  leaving  it  to 
impartml  judges  to  decide — he  is  not  even  satisfied  with  claiming  a 
dnwn  hattle ;  hut  argues  that  upon  the  experiments  already  had,  the 
case  is  exclusively  decided  in  favour  of  the  narrow  gauge !  This,  cer- 
tainly, sounds  unpeu  forty  hut  the  gentleman  may  turn  out  to  he  right, 
and  we  will  not  endeavour  to  convince  him  that  he  is  wrong.  Some  of 
his  arguments  are  certainly  deserving  of  consideration ;  and  as  they  may 
be  supposed  to  comprise  die  strongest  case  which  the  occasion  admits  to 
be  made  out  for  the  narrow  gauge  party,  we  insert  them  at  considerahle 
length:— 

''Let  us  then  see  how  the  matter  actually  stands.  The  hroad  gauge  was 
otablished  for  the  express  purpose  of  having  more  powerful  engines,  and 
taking  greater  loads  at  higher  speeds.  We  tul  know  ihe  enormous  expense 
wbieh  £e  engineer  went  to  in  obtaining  the  best  levels  and  least  curvatures, 
for  the  purpose  of  canring  out  these  o^'ects.  We  should  be,  perhaps,  quite 
safe  in  saying  two  to  three  millions  of  money  were  sunk  in  the  mere  question 
of  gradients  and  corresponding  curves.  The  broad  ^uge  is  7  feet ;  the 
naiTow,  as  in  oontradistmction  it  is  called,  is  4  feet  8}.  The  broad  gauge, 
therefore,  is  50  per  cent,  wider  than  the  narrow.  If  full  advantage  is  tooe 
derived  from  the  breadth  of  the  gauge,  it  is  evident  that  the  diameter  of  the 
boilen  should  be  as  the  breadth.  That  is,  supposing  the  engines  to  be  of 
the  same  length,  the  capacity  of  the  boiler  should  m  as  the  square  of  the 
gauge :  or,  as  4  to  9  or  1  to  2|.  But  a  broader  gai^e  will  enable  one  to  have 
a  l<mger  boiler,  in  facL  longer  in  the  same  proportion.  Therefore,  the  capa^ 
Qt^  ^ihe  boilers  on  tne  broad  and  narrow  gauges  should  be  as  the  cube  of  3 
to  the  cube  of  2  ;  that  is,  as  27  to  8,  or  as  10  to  3  in  round  nuftibers.  By 
K)  much  should  ihe  power  of  the  eng^es  be  greater  on  the  one  gauge  more 
than  on  the  other. 

^Such  ought  to  be  the  advantages  of  the  broad  gauge  if  it  really  has  the 
merit  it  should  have.  The  engines,  at  the  least,  ought  to  be  2^  times  more 
powerful ;  but  it  would  not  be  unreasonable  to  expect  that  they  should  be 
more  than  3  and  l-3rd  times  more  powerful.  We  shall,  however,  presently 
find  that  their  power  is  scarcely,  if  any,  greater,  though  taken  under  the  ad- 
vantages of  special  experiments. 

''There  is  however  a  great  difficulty  in  comparing  the  enffines,  in  conse- 
<IQence  of  the  Qteut  Western  being  a  bne  with  such  incomparably  easy  curves 
and  mdients.  The  line  that  has  been  selected  for  the  narrow  gauge  trial  is 
the  Gffeat  North  of  England  ;  a  very  good  but  a  v^  exposed  line,  and  possess- 
ing gradients  fax  inferior  to  those  on  the  Great  Western.  For  example,  there 
are  on  the  Great  North  of  England  sradients  of  14  and  114  feet  a  mile, 
" — ^'- —  mi4  deeeending,  and  oae  of  these  on  a  curve,  while  the  Great 
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Western  has  no  gradient  ezMeding  4  iMamile,  and  noeurr*  buief  a  t« 
large  zadiua.  If  therefore  the  experimente  ace  fairl  v  compared,  these  diea^ 
YtLatt^eouB  gradient!  and  curres  on  the  Great  Korth  of  Kpgland  should  be 
tfjcen  into  the  account.  80  commercially  ahould  the  relative  cost  of  the  two 
fines  form  an  item.  For  if  millionB  have  been  spent  to  attain  a  certun  ad- 
tantage  in  working,  the  coat  at  iHiich  that  advantage  ie  purchMed  is  apart 
of  the  expense  of  the  invention  to  which  it  belongs,  and  cannot  be  aeee^mted 
as  nothing.  The  cost  of  the  Great  Western  ie  68,000/.  a  mUe^  of  the  Qraa* 
North  of  England  under  85,000/,  or  not  half  the  amount. 

<<  Doubtless  the  character  for  gradients  of  the  Great  North  of  England  i« 
very  good,  as  ccHupared  with  other  lines,  but  far  inferior  to  the  Great  West- 
em.  Nine,  llj^,  and  14  feet  a  mile  gradients  are  good  ^  but  it  will  be  ol>< 
served  that  the  least  of  these  [91  is  twice,  and  the  greatest  [14]  above,  3j^ 
times  steeper  than  the  4  feet  a  mue  on  the  Great  Western.  Besiaes,  in  the 
length  (40  miles)  of  the  Great  North  of  England,  the  rise  at  DwHngton  above 
Ton:  is  1S9  fieet ;  but  in  40  miles  on  the  Great  Western  towards  Didcot^  the 
rise  is  only  91  feet ;  and  in  the  whole  run  (66  miles)  it  is  only  116  feet. 
This  difference  of  levels  might  be  considered  as  giving  an  advantage  to  the 
Great  North  of  England  in  the  return ;  and  so  it  woi^d,  but  unfortunately 
in  that  return  the  worst  gradient,  on  the  whole  line  (that  of  fourteen  feet  a 
mile)  must  be  ascended,  and  that  gradient  to  make  it  stiU  worse,  happens  on 
a  curve.  Though  the  Great  North  of  England  is  a  very  good  fine,  it  is 
therefore  greatly  inferior  to  the  Great  Western.  Take  it  whichever  way 
we  will,  it  certainly  is  not  fau  to  oompare  maTimum  elForts  on  two  lines,  ona 
of  which  has  gradients  of  three  and  a*half  times  the  amount  of  the  other. 
For  it  is  very  obvious  that  a  load  which  could  be  taken  with  facility  up  the 
one  could  not  be  taken  at  all  on  the  other.  The  only  true  mode  of  com- 
parison is,  as  we  have  observed,  by  the  average  of  everr-day  work  over  a 
long  period.  However,  we  will  for  the  present  waive  this  pointy  and  juat 
glance  at  the  fiMts  published  in  our  last.   The  experiments  there  given  ar»-* 

Great  Western  engine  22j^  tons. 
Miles  per  hour.  Tons.  Measure  of  work. 

62.9  X  60=         317-40    no  wind. 

47*6  X  60       zz         38000    headwind* 

"  Both  these  experiments  were  from  London  to  IMdcot,  up-hill,  but  with  no 
gradient  exceeding  4  feet  a  mile.  In  the  first  experiment  the  rails  were  wet, 
but  in  good  order.  We  need  not  remark  to  our  readers,  Uiat  a  thoroughly 
wet  ana  a  dry  tail  are  nearly  the  same.  The  slightly  wet  or  greasy  rail  u 
the  evil. 

'^  On  the  narrow  gauge  the  two  following  experiments  were  made : — 

NaiTOW  Gauge  engine  20  tons. 


elocity. 

Load. 

Measure  of  woik. 

44-3 

X 

80 

j^ 

364*40  side  wind. 

48-6 

X 

60 

sz 

243-00    ditto. 

'^  These  experiments  were  up-hiU  from  York  to  Dariinglon. 
^  To  each  of  these  measures  of  work  we  must  add  one^^ighth  of  itself  b*> 
cause  the  Great  Westem  engine  is  one^igfath  heavier  than  tne  narrow  gauga. 

That  frill  make  the  measure  of  the  work  stand  thus  >-«• 

396.7  and  879.0  on  the  nanow  gauga. 
agaiiMrt  380i)  and  317.4  on  tha  hroad  gauge. 

<' Have  the  experiments  are  one  in  favour  of  one^  and  the  oth«r  of  the  other; 
and  nothing  decisive  can  be  said  in  favour  of  either.  But  if  we  consider  that 
ui  both  of  the  narrow  gauge  experiments  they  had  a  side  win4-*-«ihat  1 
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of  ftfl  Winds  Cor  a  tram,  i&  eonfle^aiioe  of  its  driTizig  ^e  flanges  agai&st  4h» 
xaib— while  the  wind  in  the  broad  gauge,  m  if  it  had  designed  to  favour 
them,  WM  in  one  instance  a  head  wind,  and  in  the  other  a  pmect  calm,  we 
must  admit  that  both  the  ezpeximents  were  decidedly  in  &Toar  of  the  nar^ 
row  ffaugtt,  without  taking  into  account  the  disadyantage  of  the  nairow  gauge 
gmdients  and  curres. 

''This  is  the  conclusion  merely  on  the  question  of  the  eagines,  and  has 
nothing  whateTcr  to  do  with  the  gauges — ^the  principle  which  the  broad 
gauge  partj  wished  to  make  the  object  and  foundation  of  in^uiiy.  If,  then, 
we  meray  multiply  the  narrow  gauge  results  by  2h  to  bring  them  to  an 
equality  with  their  competitors  on  the  pxineiple  otlhe  gaugefl^  we  shall 
have-» 

897-1         and         C277 
Against  380  and         317-4 

''Here  the  effect  is  inconqArablv  in  fiiyour  of  the  nairow  gauge,  notwith- 
standing the  disadyantaffes  of  graoients,  curves,  and  exposed  situation  of  the 
narrow  gauge  line.  Had  we  multiplied  the  experiments  by  10-drds,  the  re- 
sults would  have  been  still  worse. 

"Acre  is  another  experiment  on  each  of  the  lines  with  mudi  heayier 
wmghtS)  namdy  firom  Didcot  to  tiondon,  and  from  Darlington  to  London. 
But  here  is  the  gradient  to  be  encountex^dd  on  the  narrow  gauge  line  of  14 
feet  a  mile  on  a  curve.  Witii  these  loads,  which  approach  to  the  maximum 
power  of  the  engines,  the  effect  ought  to  be  much  worse ;  for  had  the  narrow 

Suge  load  come  up  nearly  to  the  full  power  of  the  engine,  it  would  have 
ppened  that  she  could  not  mount  the  gradients  at  all  with  the  load — a 
fact  which  marine  ^e  inutility  of  these  experiments,  and  their  uselessness  as 
measures  of  tiie  merits  of  the  two  gatiges.  However,  we  will  tdce  these  ex- 
periments, and  treat  them  as  trials  on  the  principleof  the  ganges.  The  flnt 
u  anattested  one  onthenanowgauffe.  The  enginedrew  400  tons  19 miles  an 
hour^  which  gives  as  a  measure  of  uie  work  7,000.  Increase  this  by  (th,  to 
have  the  effect  of  an  equal  weight  in  the  engines,  and  it  becomes  8,660,  which 
again  multiplied  by  5^,  to  bimg  it  to  en  equali^  of  gauge,  gires  19,237  as 
the  measure  of  the  work  done.  This,  as  we  eaic^  was  an  attested  ex- 
pcnment.  Against  this  the  broad  |;auge  say — but  it  is  merely  an  4spafid 
statflmeat  t&f  they  drew  ^m  Didcot  to  London— all,  we  believe,  down 
bill  excwpt  an  easy  gradient  or  two  of  4  feet  a  mile — 440  tons  24^  miles  an 
houx.  TaiB  would  give  for  the  measure  of  the  work  10,780.  or  a  little  better 
tiian  one-half  reduMd  to  the  same  standard  of  gauge  on  tne  Great  North  of 
England  line. 

^Another  expertment  Inferior  to  this  is  reported  to  have  been  made  since ; 
bat  as  it  is  alleged  some  accident  happened,  we  shall  not  notice  it 

^6o  fiur  thereSore  these  experiments,  examined  in  their  naked  truth,  are  all 
in  larenrof  the  naarow  gauge.  But  as  we  have  over  and  overjepeated,  results 
of  this  sort  are  perfectly  useless  in  calculating  the  commercial  relations  of 
the  twojpiuges.  It  is  tne  every  day  work  that  is  done  which  should  be  the 
test  We  should  examine  what  is  the  paying  load  these  rivids  can  carrjr, 
and  do  carry ;  and  at  what  cost  to  their  companies.  In  this  lie  the  public 
and  tiie  private  interest,  and  the  public  and  the  private  utility  of  4he  two 
systems.  If  the  Chreat  Western  are  obliged  to  oonsHme  40  lbs.  of  cake  per 
mile  to  mxtf  their  gross  lead,  as  it  is  said  they  do,  and  the  narrow  gauge 
perhafs  30^  that  alone  answers  the  question  of  greater  cost  But  if  in  ad£- 
iion  to  this,  the  broad  gauge  has  to  carry  a  d^  weight  in  carriages,  as  7| 
to  4^  on  the  narrow  gauge,  and  as  4^  to  3  in  trucks  and  waggons ;  and  if  we 
consider  that  the  dead  weight  is  usually  two  or  three  times  tne  j»ying  load, 
^ere  surely  can  be  no  question  which  is  commercially  the  more  useful 
system, 

•  To  illustrate  this,  let  us  take  a  mm  load,  say  100  tons,  en  the  Oreat 
Wertaniy  eat  of  which  the  paying  load  will  seldom  exceed  er  equal  S6 
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tons.  Suppose  howerer  it  to  be  25  tons,  then  the  dead  weight  will  be  75  tong. 
Now,  if  thifl  dead  weight  be  reduced  in  the  ratio  of  only  7  to  5,  it  will  give 
a  dead  weight  on  the  narrow  gauge  of  53j^tons,  which  leayee  a  paying 
load  of  46^  tons  to  25  on  the  broad  gauge.  Were  therefore  the  ezpenBes  of 
draught  inbothca«es  the  same,  the  narrow  gauge  would  beabletotake  46^  tons 
at  the  same  cost  at  which  the  broad  gauge  could  take  25 ;  tiiat  is,  at  very 
little  exceeding  ono-half  the  cost. 

"  But  the  expense  of  haulage  is  not  alL  The  expenses  of  porters  and  horsos. 
when  they  use  them,  is  increased  exactly  in  proportion  to  the  increased 
dead  weight  of  their  trucks  and  carriages  to  oe  moved.  For  example,  if 
the  dead  weights  of  the  carriages  and  trucks  are  as  7  to  5,  it  will  ta!ce  at 
every  station  and  point  on  the  line  7  men  on  the  broad  to  5  on  the  narrow 
gauge  to  do  the  business  of  shifting  the  trucks,  carriages,  ^c,  and  that  for 
about  one-half  the  paying  load,  or  25  tons  to  46^. 

^  Now  if  it  take  the  same  expense  to  haul  25  tons  on  the  broad  gauge  that 
it  does  to  haul  464  on  the  narrow,  and  a  staff  besides  of  7  men  to  5  be 
wanted  to  answer  the  requirements  of  the  load  throughout  the  Une,  it  is 
clear  the  narrow  gauge  can  carry  much  cheaper,  and  stiU  with  much  greater 
profit  to  themselves  wan  the  broad  ;  and  is  therefore  more  advantageous  to 
the  public  now,  and  will  be  much  more  so  hereafter,  should  the  Gk>venmient 
take  the  railway  into  its  own  hands.  We  say,  hence,  that  looking  at  the 
matter  commercially — which  is  the  only  true  point  in  which  it  should  be 
looked  at — the  broad  gauge  is  most  undesirable  for  the  public  interests,  as 
well  as  for  their  own  proprietors.  Do  we  want  a  proof  of  this  as  regards  the 
proprietors  ?  Look  at  the  accounts  and  the  dividends.  It  has  been  shown 
from  their  own  figures,  that  honestly  they  could  not  pa,j  above  4  per  cent, 
out  of  their  earnings.  Indeed,  as  friends  to  the  proprietary,  we  should  ad- 
vise the  Great  Western  at  once  to  order  their  engmeer  to  change  the  gauge 
to  the  narrow,  and  if  he  would  not  do  it  to  get  another.  That  change  we 
feel  persuaded  must  be  made  eventually ;  and  the  sooner  it  is  set  about  the 
better  for  their  own  sakes  and  the  pubnc^s  too." 

Having  given  the  narrow  gauge  champion  his  say,  we  must  be  per- 
mitted to  observe  that  one  portion  of  his  own  statement  appears  to  us 
to  go  rather  conclusively  against  his  case; — ^namely,  when  he  gives  the 
broad  gauge  en^ne  an  advantage  in  power,  as  2^  to  1,  over  the  narrow. 
When  heavy  loads  are  in  question,  this  is  a  superiority  which  the  nar- 
row can  never  compete  with.  The  power  of  an  engine,  as  everybody 
is  aware,  depends  upon  the  evaporating  surface  which  the  boiler  is  capa- 
ble of  presenting  to  the  fire.  The  larger  the  dimensions  of  the  engine, 
the  greater  the  number  and  length  of  pipes  can  be  so  presented ;  and 
the  writer  in  Herapath  states  that  in  the  broad  and  narrow  gauge  engines 
the  relative  surfaces  so  presented  are  as  the  cube  of  3  to  the  cube  of  2^ 
or  as  2^  to  1.  We  are  aware  that  Mr.  Stephenson  has  endeavoured  to 
compete  with  the  new  powerful  engines  on  the  broad  gauge  system,  by 
extending  his  surface  of  boilers  to  like  proportions ;  but  as  he  could  not 
do  so  in  width  he  has  been  obliged  to  do  it  in  length  ;  but  with  what 
success  appears  more  than  questionable.  Our  readers  will  remember 
that  there  have  been  several  serious  accidents  lately  on  the  narrow  gauge 
lines,  by  reason  of  the  engines  running  off  the  rails ; — one  of  these  ac- 
tually occurred  (as  is  very  casually  mentioned  by  Herapath)  in  the  course 
of  an  experiment  on  the  narrow  gauge,  when  an  extraordinary  speed  was 
sought  to  be  attained.  The  engine  oscillated  fearfully  for  some  time, 
and  then  jumped  off  the  line,  seriously  injuring  the  driver,  and  some  of 
the  passengers.  At  the  time  it  was  endeavonred  to  be^  shown  that  the 
occurrence  was  purely  fortuitous,  having  been  caused  by  the  breaking  of 
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a  cbair.  But  it  appetired  clearly  upon  inyestigation  that  the  oscillation 
had  been  most  fearful  long  before  the  engine  reached  the  broken  chair,  the 
nils  being  absolutely  disfigured  by  it ;  and  that  the  engine  went  off  the  line 
after  passing  the  broken  chair.  Indeed  there  can  be  little  doubt  that  the 
accident  was  the  natural  result  of  endeavouring  to  force  an  engine  of 
peculiar  construction  to  a  speed,  wherein,  with  the  ordinary  oscillating 
influence*  its  centre  of  gravity  was  forced  beyond  the  line  of  safety. 
This  view  of  the  case  appears  to  be  confirmed  by  what  has  come  out  in 
regard  to  another  accident,  very  similar,  which  occurred  about  the  same 
time  on  the  Norfolk  Railway ;  and  wherein  the  engine-man  and  stoker 
were  killed.  At  the  inquest  in  this  case,  Mr.  Bidder,  one  of  the  most 
strenuous  advocates  of  the  narrow  gauge,  endeavoured  to  attribute  the 
aoddent  to  the  fact  of  the  engineer's  having  suddenly  shut  off  the  steam, 
when  coming  rapidly  down  an  incline.  The  effect  of  this,  he  argued, 
wonld  be  to  stop  the  engine  more  suddenly  than  the  rest  of  the  train 
beliind  it,  which  running  in  upon  it,  would  cause  it  to  jump  off  the  rails. 
This  aignment  appears  upon  a  little  reflection  very  fallacious.  The  engine 
beinff  proportionately  much  heavier  than  any  other  portion  of  the  train, 
would  have  a  greater  momentum  than  what  was  behind  it,  and  so  far 
from  being  prised  upon  by  the  latter,  it  would  retain  the  power  of 
taction  as  long  as  any  portion  of  the  train  was  in  motion.  General 
Fasley,  in  his  evidence  at  the  adjourned  inquest,  distinctly  attri- 
butes the  catastrophe  to  the  improper  structure  of  the  engine ;  and  as 
this  point  is  one  of  immense  importance  in  connection  with  the  question 
of  the  relative  powers  and  advantages  of  the  two  gauges,  we  give  an  ab- 
stract of  all  that  he  said  in  regard  to  it : — 

^  Coroner :  Did  you  examine  the  engine  ? — General  Pasley :  I  did,  and  I 
could  not  find  any  apparent  injury  that  could  have  caused  the  accident. 
From  what  I  saw  of  it,  it  appeared  to  be  of  the  best  workmanship,  and  in  a 
perfect  state  of  repair. 

^  Coroner :  I  am  told  that  these  large  engines  are  not  generally  adapted 
to  the  narrow  gauge. — General  Paalev :  My  opinion  is,  tnat  owing  to  the 
peculiar  construction  of  the  engines,  like  the  one  that  met  with  the  accident 
on  the  Norfolk  line,  they  are  not  the  moat  suitable  to  the  narrow  gauge,  as 
thej  do  not  admit  of  great  speed  without  danger. 

**  Coroner :  What  description  of  engine  was  it  that  met  with  the  acci- 
dent t — General  Pasley  :  One  of  the  most  extraordinary  length— of  such  a 
length  as  was  never  used  on  the  narrow  or  any  other  gauge  before.  I  wiU 
mention  a  circumstance  respecting  this  peculiar  class  of  engines.  Some 
months  ago  there  existed  doubts  as  to  the  safety  of  express  trains,  and 
knowing  that  the  oscillation  of  the  carziages  was  a  measure  of  dan^r,  I  de- 
termined to  ride  upon  the  engines,  with  a  view  of  more  easUv  detecting 
their  unsteadiness.  The  only  engine  I  found  having  such  an  oscillation,  was 
one  on  the  South  Eastern  Railway,  of  the  same  peculiar  construction  as  the 
one  that  ran  off  the  rails  on  the  Norfolk  line.  1  went  on  that  engine  at  the 
sate  of  44  or  45  nules  an  hour,  and  at  that  speed  she  rolled  something  like 
a  ship  at  sea. 

**  Cozoner :  And  what  does  the  oscillating  movement  indicate  ? — ^General 
Pasley :  The  oscillation  when  the  train  is  going  at  such  a  nte,  implies  run- 
ning off  the  rail.  I  told  the  engine-drivers  and  other  authorities  that  if  they 
nn  50  miles  an  hour^  like  the  express  trains  on  the  Great  Western  Railway, 
there  was  great  likelihood  of  the  engine  rolling  over.  I  have  repeated  that 
opinion  to  the  Gauge  Commissioners. 

^  Coroner :  What  is  the  difference  between  the  engines  you  have  alluded 
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to  nd  those  emplon^ed  on  the  Qieat  Weitcm  )^~GbBei»l  Plisby :  Thtf  ifar- 
row  gauge  not  OTering  ao  great  a  diameter  of  boiler  as  those  oa  the  broad. 
Mr.  SteuLenson  construct^  the  long  boiler  engines  to  e%ual  them  in  power^ 
being  rour  or  five  feet  longer  thaa  thoee  of  oiiffiiial  ouiuirucChiu.  Tlie 
smoke-box  oyerhaagi  the  fore  wheels,  and  the  fire-box  and  dome  the  hind 
wheeb,  whieh  will  cause  them  to  oscillate. 

"  Coroner :  Do  you  think  it  safe  fbr  snoh  an  enghie  to  faat^  ««  30  ov  3ff 
miles  aa  hour  ?^6eiieml  TtjAer :  I  think  sudi  aa  engine  ae  the  an«  ia 
question  can  go  at  30  or  36  mues  an  hour,  and  I  think  I  hare  gene  at  45 
miles  upon  them  ;  but  when  they  approach  60 1  thiak  they  are  unsafe,  and. 
that  is  an  opinion  not  hastily  formed. 

^  Coroner :  Then  you  thiiut  these  long  boiler  engines,  if  they  are  going  at 
a  rate  exceeding  40  miles  an  hour,  are  liable  to  oscillate,  and  run  over  the 
line  f— General  Pasley  :  Yes,  I  do  think  so. 

''  Coroner ;  And  what  is  the  cause,  the  defect  hi  the  formation  ^^^Geneinl 
Pasley ;  It  is  the  wheels  huddled  together,  or  the  axles  undev  the  boiler 
that  give  so  mneh  overhanging  dead  weight  at  eaeh  end,  whiok  I  have  ]ie4 
found  with  any  ether  eagines^ 

From  these  statementg  in  comiectiott  with  the  experiments  alratfdy 
referred  to,  it  may  not  be  too  much  to  say  that  speed  and  pomirer  dlone^ 
considered,  the  broad  gauge  appears  clestrly  to  hate  the  advanti^  on  hs 
side.  It  may  be  a  question,  hotvever,  whether  in  light  traffic,  wbidi 
local  and  branch  traffic  generally  is,  and  will  become  so  more  smd  more 
as  extensions  are  carried  out,  whether  in  these  cases  the  dead  weight  of 
the  broad  engine  may  not  be  a  serious  disadvantage  in  an  economical 
point  of  view.  Upon  this  consideration,  which  we  merely  at  present 
throw  out  as  a  suggestion,  we  doubt  very  mneh  whether  absolute  nni* 
formity  of  gauge  do  turn  out  to  be  desirable  upon  public  grounds. 


THE  WELSH  MIDLAND  RAILWAY. 

When  in  our  first  volume  we  discussed  the  battle  of  gCkuges,  we  dwelt 
upon  the  Welsh  Midland  line  as  connected  with  the  views  of  the  Board 
of  Trade,  rather  than  upon  its  own  intrinsic  merit,  and  we  were  unwilling 
to  take  any  part  in  the  contest  carried  on  between  two  great  interasts. 
The  time  is  arriving  when  we  shall  be  called  upon  to  express  oar  owa 
opinion  upon  the  advantages  which  are  likely  to  accrue  to  South  Wales 
by  the  completion  of  an  undertaking  which  we  are  now  persuaded  has 
great  claims  to  public  support.  The  object  of  the  Welsh  Midland 
Railway  are — 1.  To  bring  the  valleys  of  South  Wales  into  unbroken 
communication  with  the  northern  and  midland  districts  of  England; 
2.  To  open  out  the  minerals  of  South  Wales  to  the  back  oountry  of 
Herefordshire,  Brecknockshire,  and  Worcestershire ;  B,  To  pro^de  a 
means  of  conveying  the  agricultural  produce  of  the  back  country — ta 
supply  the  mining  population  of  South  Wales,  which  are  now  supplied 
from  Ireland,  Devonshire,  Ac,  although  the  agricultural  district  of 
Brecknockshire  is  not  separated  by  more  than  20  miles;  4.  To  provide 
for  the  military  defences  of  the  mining  districts,  by  radiating  lines  of 
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railwmy  Irom  the  gieat  military  dep6t  at  Brecon,  to  Garmartbcii, 
Lhnelly^  Swansea,  Qtfdiff,  and  Newport. 

Supported  by  the  chief  landholders  of  the  district  through  which  the 
line  is  to  pass,  by  a  strong  body  of  iron  masters,  with  a  krge  capital, 
and  an  energetic  and  determined  committee,  there  is  every  prospect  of 


Amalgamations  have  been  effected  with  the  Brecon  and  Merthyr 
Bailway,  by  which  a  commonication  with  the  Taff  Vale  Railway  and 
Cardiff  will  be  effected;  with  Newport,  Abergavenny  and  Hereford, 
by  which  the  port  of  Newport  and  tne  great  mining  districts  of  Mon- 
mouthshire will  be  brought  into  the  main  line  at  Hereford ;  with  the 
Herefonl  and  Gloucester  Canal  Railway,  by  which  the  port  of  Qloncester 
will  be  readied  from  the  main  line  on  its  way  to  Worcester,  at  or  about 
Ledbary. 

Afiapgements  at«  also  in  progress  for  other  amaleamations  on  terms 
•dvBDtageoQs  to  the  interests  of  this  company,  and  the  Welch  Midland 
«n8en  Parliament,  as  far  as  appearances  go,  not  only  withont  opposition, 
hut  imder  the  proposals  of  Sir  Robert  Peel,  with  mater  prospects  of 
seeccss  than  most  others,  for  theiv  is  a  Qoyemment  Report  in  its  favour. 


GREAT  WESTERN  OF  CANADA. 

It  is  with  considerable  pleasure  we  learn,  that  the  report  so  industriously 
spread  of  the  proposed  dissolution  of  a  Company  which  is  of  such  deep 
importance  to  one  of  oar  most  valued  colonies,  is  entirely  without  found* 
ati€m.  This  line,  which  we  have  described  in  a  former  number,  was 
nn^ertaken  after  mature  deliberation,  and  a  rigid  examination  both  of 
the  favourable  and  unfavourable  points  which  presented  themselves; 
and  the  directors,  amongst  whom  are  some  of  the  most  influential  men 
in  the  commercial  and  mercantile  world,  were  fully  satisfied  with  the 
prospects  they  saw  before  them  when  they  brought  the  undertaking  be- 
fere  the  British  public ;  and  they  have  seen  nothing  either  in  the  con- 
dition of  foreign,  of  colonial,  or  of  domestic  matters,  to  lead  them  to 
swerve  from  their  original  determination.  They  feel  secure  in  the 
means  of  meeting  the  expenses  attendant  upon  the  sonstruction  of  a  line 
of  245  miles  in  length,  and  they  are  equally  sure  when  it  is  completed 
that  the  traffic  will  make  ample  return  for  their  expenditure.  An  Act 
of  the  Canadian  Legislature  has  given  them  authority  upon  which  they 
are  resolved  to  proceed  unto  completion.  The  whole  course  of  the  road 
lies  within  the  British  territory ;  it  traverses  the  most  populous  portion 
of  Upper  Canada ;  it  will  be  useful  as  a  defence,  as  an  ally  to  emigra- 
tion, as  weU  as  to  trade  and  to  commerce.  It  would,  indeed,  have  been 
a  cause  of  deep  regret  had  circumstances  led  to  the  abandonment  of  a 
plan  well  digested  and  properlv  matured ;  nor  would  the  supposition 
have  been  so  universally  receivea  as  correct,  had  not  individuals  of  high 
anthority  and  considerable  weight  lent  unintentionally  their  aid  to  disse- 
minate this  rumour.  Feeling  persuaded  that  the  development  of  the 
reeooices  of  onr  numerous  colonies  depends  upon  the  carrying  out  the 
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railway  system  to  its  fullest  extent,  we  have  received  with  much  gratili- 
cation  the  announcement  of  the  directors,  that  they  will  faithfully  dis- 
charge the  duties  that  they  have  undertaken. 


LARNE,  BELFAST,  AND  BALLYMENA  RAILWAY. 

Wb  perceive  hy  a  circular  which  has  been  issued  by  this  Company  to 
their  subscribers,  that  a  very  prudent  and  important  arrangement  has 
been  completed  with  the  Belfast  and  Ballymena  Company,  by  which 
the  views  and  interests  of  both  companies  will  be  materially  improved. 

By  the  terms  of  this  agreement  this  Company  will  be  enabled  to  pro- 
ceed with  the  cordial  support  of  the  Belfast  and  Ballymena  Company 
for  the  best  portion  of  their  scheme ;  namely,  the  direct  line  along  the 
coast  from  Larne  to  Carrickfergus,  at  which  place  there  will  be  a  joint 
station  for  the  common  use  of  the  two  companies,  which,  by  the  line 
now  in  course  of  construction  from  Carrickfergus  to  Belfast,  by  the 
Belfast  and  Ballymena  Company,  (who  obtained  their  Act  last  session,) 
will,  by  the  corresponding  and  co-operating  interests  of  the  Scottish 
railways  connected  with  the  harbour  of  Lochryan  and  Ardrossan,  en- 
sure the  whole  of  the  traffic  between  the  north  of  England  and  Scot- 
land, by  way  of  Lame,  to  the  important  manufacturing  districts  in  the 
north  of  Ireland. 

The  natural  capabilities  and  resources  of  Lame,  as  a  harbour,  are  of 
the  most  available  order,  as  will  appear  by  the  Report  of  the  Commis- 
sioners appointed  to  inquire  into  post-office  communication  in  Ireland,  in 
1836;  and  it  only  awaits  the  sanction  of  the  legislature  to  effect  the 
most  efficacious,  and  by  means  of  its  affording  the  quickest  transit,  the 
most  eligible  scheme  for  connecting  the  commercial  interests  of  the 
two  countries. 

The  petition  has  been  presented  to  Parliament  by  this  Company,  and 
the  project  being  supported  by  the  united  efforts  of  the  Belfast  and 
Ballymena  Company,  and  favoured  by  the  landed  interests  along  the 
line,  it  is  placed  in  a  most  promising  position,  and  one  highly  advan- 
tageous to  the  future  interests  of  the  proprietary. 
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RAILWAYS  IN  INDIA.— Fifth  Abticle. 


THS  CALCUTTA  AND  DIAMOND  HABBOUR  RAILWAT  AND  DOCKS. 

AjfomsT  the  Tarions  projects  for  the  extension  of  the  railway  system  to 
India,  there  is  scarcely  one  which  offers  stronger  claims  to  immediate 
sod  serioQS  consideration  than  the  ahoye  named.  We  may  ohserve 
before  proceeding  further,  that  this  company  has  hitherto  heen  known 
imder  the  title  of  Calcutta  and  George's  Point ;  hut  that  the ,  directors 
hare,  since  the  first  issuing  of  their  prospectus,  resolyed,  wisely  as  We 
think,  upon  restricting  their  operations  in  the  first  instance  to  Diamond 
Harboar.  It  is  at  this  latter-named  point  that  a  most  favourable  road- 
stead enstSy  and  it  is  there  also  that  it  is  proposed  to  build  the  exten- 
awe  docks  which  form  an  essential  ingredient  in  this  scheme.  The 
extension  to  Geoige's  Point,  though  it  might  present  the  advantage  of  a 
landing  place  at  a  lower  spot  down  the  river,  would  not  be  nccom-* 
}>anied  with  the  important  feature  of  a  dock  establishment ;  and  con> 
ddering  the  less  favourable  nature  of  the  soil,  would  not  perhaps  afford 
an  adequate  increased  return  for  the  additional  outlay.  As  it  is,  the 
line  to  Diamond  Harbour  will  pass  along  the  line  of  road  already  estab- 
Bsbed,  and  which  has  been  in  existence  for  nearly  half  a  century,  tra- 
Teraing  a  cultivated  district ;  and  the  swamps  which  lie  in  the  neigh* 
boorbood  of  George's  Point  will  not  be  entered  upon.  We  believe* 
also,  that  if  the  line  had  been  extended  to  George's  Point,  it  would 
bare  met  with  some  opposition  from  the  East  India  Company,  which 
tbere  will  be  no  ground  for  at  present. 

With  regard  to  the  value  and  ultimate  success  of  this  project,  we 
have  not  a  single  doubt.  The  commercial  advantages  which  it  will 
immediately  afford— the  traffic  ready  made,  which  it  will  at  once  take 
Tip,  ensure,  in  our  minds,  its  adoption  sooner  or  later,  with  profit  to  the 
fibareholders  and  the  public  at  large.  In  a  word — ^like  the  Madras 
Hallway,  which  is  also  a  local  and  commercial  line — the  Calcutta  and  Dia- 
mond Harbour  project  appears  to  stand  upon  peculiar  grounds,  of  suffi- 
cient importance  to  distinguish  it  from  the  general  schemes  of  railway 
transit  in  India,  and  to  entitle  it  to  be  excepted  from  the  rules  of  policy 
adopted  by  the  East  India  Government  on  the  subject,  as  set  forth 
in  their  despatch  of  the  7th  of  May  last. 

The  project  for  establishing  a  railway  from  Calcutta  to  Diamond  Har- 
bour is  by  no  means  a  new  one.  It  has  been  nearly  ten  years  under 
tbe  consideration  of  practical  men,  and  in  1837  received  the  attention 
of  Major  J.  T.  Boileau,  of  the  Bengal  Engineers,  who  made  a  valuable 
^port  upon  the  subject,  fully  corroborative  of  the  views  of  the  directors 
•»  to  an  undertaking  "  which  they  conscientiously  believe  to  be  one 
tbat  will  contribute  greatly  to  the  prosperity  of  the  trade  in  India,  and 
^  most  beneficial  in  its  results  to  the  shareholders,  shipowners,  mer- 
cbants,  commanders  of  vessels,  and  all  classes  of  the  community  whose 
uiterests  may  connect  them  with  our  possessions  in  this,  the  most  im- 
portant part  of  India." 

The  passage  just  Quoted  is  from  a  pamphlet  recentl;^  issued, 
by  Allen,  of  LeadenhaU  Street,  on  the  subject  of  this  project,  and 

▼OL.  III.  K 


98  BAILWAY  EBOISTBB. 

havbg  ourselves  some  personal  interests  wluch  connect  ns  with  India, 
and  having  a  considerahle  acquaintance  with  persons  of  the  Tarious  avo* 
cations  named, — ^as  shipowners,  merchants,  commanders  of  vessels,  &c. — 
we  can  fully  hear  testimony  to  the  favourahle  opinion  which  they  enter- 
tain of  an  uiidertalcing,  whiob  will  substitute  for  a  dangerons,  difficult, 
and  expensive  water- journey  of  two  or  three  days,  a  land  transit  of 
as  many  hours ;  effecting  a  considerable  saving,  not  only  in  time,  wages, 
consumption  of  provisions,  &c.,  hut  more  important  sdll,  in  the  chaises 
of  assurance  for  sear-risks.  From  the  Report  of  Major  Boileau,  already 
alluded  to,  we  take  tba  following  extract  :-* 

^  It  is  generally  allowed  bv  those  who  are  acquainted  with  the  naviga- 
tion of  the  Indian  sea^,  that  tne  serious  dangers  of  a  voyage  to  Bengal  may 
be  said  to  commence  onlv  on  reaching  the  Sand  heads  at  the  mouth  of  the 
river  Hoogly ;  these  banks,  the  deposit  of  sand  and  silt,  brought  down  by 
the  Qanges  from  the  interior,  and  by  the  numerous  rivers  of  Bengal  proper, 
tributary  to  the  Hoogly,  extending  a  oonsiderable  way  out  to  sea,  mwm 
a  natural  barrier  to  the  entrance  of  the  nver,  which  is  not  to  be  passed  save 
bv  threading  a  difficult  and  dangerous  way  through  one  of  the  £ew  naviga- 
ble ohannels  which  intersect  them,  and  which,  ever  varying,  require  the  xsoii- 
stant  vigilance  of  the  pilot,  and  tne  almost  unceasing  labours  of  the  lead^ 
man,  to  secure  even  to  those  persons  v^hose  special  duty  it  js,  an  accurate 
knowledge  of  their  existing  state. 

"To  clear  a  channel  through  these  sandbanks  which  should  be  free  from 
danff^  throughout  the  year,  or  what  might  be  otiiled  pennanen$y  would  be  a 
work  beyond  the  power  oi  art,  even  in  ita  present  state  of  perfoetion.  The 
system  at  present  adopted,  of  asoertainiog  by  ^o^ndinff8  the  channels  most 
fit  for  navip^tion,  must  continue  in  force,  as  long  as  tne  causes  which  now 
operate  in  forming  the  sandbanks  and  m  alteiing  the  channel^  continue  to 
exist. 

"  But  these  dangers  once  passed,  the  navi^tion  of  the  river  bec(«ies  for  a 
considerable  distance  comparatively  safe  ;  for  it  appears  by  the  soundings, 
that  from  Kedgeree,  passing  Diamond  Point  and  Culnee,  Diamond  Harbour, 
Buffalo  Point,  and  nearly  on  to  Hoogly  Point,  the  nreadth  of  the  nver  at 
low  water  is  about  three-feurths  of  a  mile,  while  the  depth  varies  from 
four  and  a  half  to  ten  £bthoms,  but  averaging  seven  fathoms." 

From  the  above  it  will  appear,  which  must  be  admitted,  that  the  pro- 
posed railway  from  Diamond  Harbour  will  not  avoid  all  the  dangers  and 
difficulties  of  the  voyage  up  the  Hoogly, — ^but  at  the  same  time  it  will 
be  found  that  it  will  avert  by  far  the  most  considerable  of  them,  both  as 
measured  by  extent  of  space,  and  their  intensity.  As  the  river  nar- 
rows at  Hooffly  Point,  which  is  just  above,  forming  as  it  were  an  elbow 
adjacent  to  Diamond  Harbour,  the  current  becomes  more  rapid,  the 
eddies  stronger,  and  the  banks  more  dangerous,  and  more  difficult  to 
avoid,  sometimes  impossible  to  avoid,  even  with  the  aid  of  powerful 
steam  tugs.     In  the  words  of  Major  Boileau : — 

"  At  Hoogly  Point  the  dangers  again  commence,  and  die  sands  between 
the  Dumoda  and  Roopnariaa  rivers,  particularly  the  celebrated  '  Jameg  ^gnd 
Mary*  and  its  parallel  bank,  the  Scylla  and  Gharybdis  of  the  Hooely, 
present  a  serious  bar  to  the  safety  of  frirther  progress.  These  sands  at  low 
Vater  axe  quite  impassable  save  to  small  craft,  and  it  is  only  at  high  water 
spring  tides  that  ships  drawing  eighteen  to  twenty  feet  of  water  can  be 
taken  across  them  safely.  The  channel  at  low  wat^  here  is  barely  900 
yards  broad.  The  eddies  too  at  this  point  of  the  river  are  particulaily  dan- 
gerous, rendering  vessels  even  with  the  aid  of  a  steam  tug  at  times  quite 


unuiuigeahle ;  and  pne  iiutuice  (no  doubt  among  xnan;^  others  of  a  Bimilar 
kiod)  has  come  to  inj  knowledge^  in  which  a  large  ship,  with  a  valuable 
cargo  on  board,  was  carried  some  way  up  the  Roopnarian  river  before  she 
cctiud  let  go  her  anchor,  to  the  imminent  risk  of  the  ship  and  her  cargo,  and 
of  the  lives  of  the  officers  and  crew.  Instances  are  on  record,  too,  which 
I  have  omitted  to  mention  above,  of  vessels  requiring  to  be  careened,  for  the 
jNiiDose  of  keeping  their  keel  clear  of  the  sands,  and  they  were  thus  carried 
fMj  over  the  danger  which  might  otl^erwise  have  proved  fatal ;  and  thus 
onlv  could  it  have  been  done.  We  find  the  river  onward  full  of  sandbanks, 
with  a  rapid  tide,  and  frequent  dangerous  eddies ;  indeed,  as  has  been 
ohi^erved  bv  Captain  Andrews,  in  his  valuable  letter  to  the  Calcutta  and 
Sanger  Bailroad  Companv,  the  dangers  of  kedging  up  the  Hoogly  are  well 
known  to  every  one  at  all  acquainted  with  the  state  of  the  river, — and  yet 
it  is  at  present  an  ordeal,  unless  under  the  assistance  of  steam  at  an  expense 
tifxom  j£90  to  J^120  sterling  each  way,  which  every  ship  has  to  go  through 
before  she  can  discharge  her  cargo  at  Calcutta,  a  port  in  point  of  trade, 
becopiing,  if  it  be  not  so  already,  one  of  the  most  important  in  the  world*. 
The  number  of  ships  obliged  to  go  into  dock  in  one  year  from  accidents 
which  happened  to  them  m  ^he  nver  above  Diamond  Harbour,  shows  suffi- 
ciently the  perils  attending  this  part  of  the  np,vigation ;  and  any  plan  that 
can  be  suggested,  tending  to  do  away  with  the  necessity  of  proceeding  above 
I>iamond  Harbour,  by  the  transport  of  goods  thence  to  tne  Presidency  by 
knij  and  by  affording  to  ships  a  secure  haven  to  lie  in  while  in  port,  hj 
iQeans  of  docks,  &c.,  would,  I  am  of  ojpinion,  in  a  speculative  point  of  view^ 
be  highly  profitable ;  and  as  a  work  of  great  public  convenience,  and  indeed 
of  humanity,  it  would  be  well  worthv  the  spirit  of  this  great  and  enter- 
prising nation." 

Ilaj(»  Boileaa  ^en  goes  on  to  Btate  that,  although  there  is  a  safe 
anchorage  in  Diamond  Harbour  in  seven  to  nine  fathoms  low  water, 
^  that,  as  a  port  for  the  embarkation  and  landing  of  goods  and  pas- 
MDgerSy  it  would  be  incomplete  without  the  attendant  feature  of  a 
do^  establishment.  The  intelligent  and  gallant  officer  states  his  rea- 
sons upon  this  point  at  some  length.  The  following,  however,  are  the 
pnndpal  points  of  his  argument,  and  to  us,  we  must  confess,  they 
appear  convincing :— -1st,  The  rise  of  water  at  spring  tides  being  fifty 
feet,  a  qoay  of  no  less  than  sixty  feet  in  height  would  be  required — a 
work,  we  need  hardly  say,  of  enormous  expense,  which  could  hardly  be 
repaid  by  anything  in  the  shape  of  pier-dues;  2nd]y,  The  rapid  and 
tumoltnons  currents  at  this  pariicukr  point,  would  render  the  dis- 
cbai^^g  of  a  cargo  in  an  open  roadstead  a  work  of  considerable  risk 
sad  expense;  whilst  to  bring  the  ship  alongside  the  pier  would  expose 

*  In  1836,  the  Bencoolen  East  Indiaman  was  actually  tiigged  on  to  a  sandbank 
Wa  steamer  which  had  her  in  tow,  and  the  very  object  of  which  was  to  keep  her 
dear  of  these  dangers ;  she  lay  on  the  bank  in  a  most  perilous  situation  for  nearly 
balf  an  hour,  and  it  was  a  question  whether  or  not  the  boats  should  be  lowered,  and 
the  passengers  leave  her  and  remm  to  Calcutta.  In  March,  1837,  I  was  on  board 
^  Femisson,  homeward  bound,  and  we  left  Calcutta  in  the  morning,  taking  the  ebb 
rule  with  us,  tnd  in  tow  of  one  of  the  H.E.  I.  C.  iron  (or  river)  steamers:  the  Per- 
pBBon  IB  a  heavy  ship,  and  the  steamer  being  light,  and  quite  unfit  for  such  a  difficult 
Mnioe,  it  was  our  constant  business  to  keep  ner  in  her  place  by  alternately  tightening 
ttd  slackening  .the  towing  hawsers-^ndeed,  instead  of  being  steered  by  the  steamer, 
*e  were  liteFSUy  obliged  to  steer  her,  trusting  to  Providence  and  to  her  feeble  efforts 
to  keep  us  in  the  c&nnel ;  thoush  we  had  the  tide  with  us  and  the  assistance  of 
fesoif  «e  were  not  off  Diamond  Harbour  till  noon  next  day.  A  steam  tug,  though 
4  a  tJo^cnDbteyUy  of  great  assistance,  is  not  always  of  that  certain  use  which  some  sup* 
poN  It  to  be  in  that  part  of  the  river  between  Diamond  Harbour  aud  Calcutta. 
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both  to  ebocks  wbich  no  materials  could  long  stand  witbont  injury. 
Some  notion  of  this  ingredient  of  danger  may  be  gathered  from  the 
following  account  of  the  bore  or  tide-waye  of  the  Hooglj,  which  prevails 
at  and  above  the  locality  of  Diamond  Harbour : — ^  This  is  an  almost 
perpendicular  bar  or  ware,  which,  extending  far  into  the  river,  runs  from 
point  to  point  with  frightful  violence,  carrying  everything  away  before 
it ;  the  height  of  this  tide-vtrave  is  variouuy  stated,  but  it  is  not  within 
my  power  just  now  to  refer  to  any  specific  account  of  it ;  those  who, 
bearing  the  roaring  sound  of  its  distant  warning,  have  seen  the  boats 
lying  in-shore  hurry  to  the  middle  of  the  river,  to  avoid  its  strength,  and 
who  have  seen  it  sweep  along  the  beach  like  a  huge  surf,  will  under- 
stand better  than  I  can  attempt  to  describe,  the  effect  of  this  violent  and 
resistless  agent.  The  wave  ascends  with  the  flood  tide,  and  though  it 
is  only  at  particular  seasons  that  it  rises  to  an  alarming  height,  stiU  it  is 
sufficient  for  my  ai^ument  that  even  then  its  effects  are  very  severe, 
and  would  be  of  most  dangerous  consequence  to  ships  lying  along  a  quay 
or  wharf." 

Major  Boileau  observes  that  similar  reasons  for  the  necessity  of 
docks  exist  at  Liverpool  and  Southampton,  to  which  we  may  add,  in 
parenthesis,  another  important  British  roadstead  too  long  neglected  in 
this  particular — we  mean  Portishead,  on  the  Severn,  the  legitimate  port 
of  Bristol,  where  there  is  an  admirable  and  extensive  anchorage  under 
all  winds ;  but  which,  from  want  of  a  proper  harbour  for  the  shipment 
and  landing  of  cargoes  and  passengers,  and  of  th^  means  of  transit  into 
the  interior,  has  been  comparatively  little  known,  and  hardly  at  all 
A'equented^ 

Few  beyond  those  actually  engaged  in  the  East  Indian  trade,  are 
aware  of  the  amount  of  traffic  whidi  goes  or  comes  from  Calcutta,  and 
which  is  now  impeded  by  the  serious  dangers  and  losses  which  we  have 
libove  deilbribed.  Too  true  it  is,  that  our  public  writers  are  so  occupied 
with  discussing  the  probabilities  of  war  with  America  and  France,  that 
they  do  not  consider  the  importance  of  our  relations  in  a  quarter  where 
we  have  little  or  no  ground  for  such  apprehensions— an  enormous  terri- 
tory, abounding  with  wealth,  where  we  have  everything  to  gain  and 
nothing  to  risk  by  improved  culture  of  our  resources,  so  much  as  even 
to  affording  an  alternative  market  in  the  one  important  staple  of  cotton 
alone,  should  hostilities  with  America  unhappily  cut  off  our  supplies 
from  thence.  How  sad  it  is  to  reflect,  which  we  fear,  however,  we 
must  do,  that  our  rule  of  government  in  regard  to  our  colonies  is  studied 
neglect,  and  that  we  never  value  them  till  we  have  lost  them ! 

In  spite  of  neglect,  however — in  spite  of  dangers  and  obstructiona 
unparalleled  in  any  other  passage,  as  it  were,  in  sight  of  port — ^the  Cal- 
cutta trade  has  increased  in  a  remarkable  degree.  Major  BoOeau, 
writing  in  1837,  says—-"  The  trade  (export)  is  yet  only  in  its  infancy, 
and  we  may  expect  a  great  increase  as  British  capital  and  skill  are  de- 

*  We  observe  that  the  Bristolians  are  at  length  alive  to  their  intereits,  and  bare 
taken  the  necessary  steps  for  the  establishment  of  a  pier  at  PoxtiBhead,  with  a  branch 
railway  to  Bristol  The  rapidity  of  the  current,  however,  and  the  height  of  the  tide 
at  this  spot— as  much  as  forty  feet— seem  to  present  the  same  objections  to  the  mere 
establishment  of  a  pier  as  those  made  by  Xlajor  Boileau  in  the  case  of  Diamond 
Harbour,  and  to  require  the  addition  of  docks,  for  which  the  flat  ground  at  the  entranoe 
of  the  Avon  appe&n  to  be  well  adapted* 
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Toted  to  the  fnll  deTelopment  of  the  TOst  and  varions  resonrces  of  the 
eoantry.'*  ^*  The  mind,"  he  states  in  another  place,  *'  is  lost  in  any 
attempt  to  grasp  the  limits  to  which,  in  the  coarse  of  jears  not  far  dis- 
Int,  it  may  he  extended."  And  this  prophecy,  in  one  article,  that  of 
sugar,  has  been  fulfilled  in  a  way  and  to  an  extent  scarcely  to  haye  been 
contemplated  by  the  writer  himself.  The  exports  to  Great  Britain  of 
that  commodity,  in  1821,  were  about  5,642  tons,  whilst  in  the  year 
1844-5  they  were  upwards  of  50,692  tons,  in  addition  to  large  exports 
to  Bombay,  Madras,  the  Gulf,  Ceylon,  New  Holland,  the  Cape,  &c. 

The  total  amount  of  shipping  entering  and  leaying  Calcutta  was  esti- 
Bttted  by  Major  Boileau,  in  18379  ^^  1>000  yessels,  ayeraging  300  tons 
eadi.  Since  then  the  traffic  has  considerably  increased.  But  putting  it 
still  at  the  same  number,  and  allowing  only  100/.  each  for  the  expense  of 
steam  tugs,  proyisions,  assurances,  &:c.,  in  the  passage  from  Hoogly  Point 
to  Calcutta,  the  existence  of  a  mode  of  land  transit  would  afford  a  saving 
ia  these  items  of  100,000/.,  to  say  nothing  of  time,  conyenience,  &:c. 

The  line  from  Calcutta  to  Diamond  Harbour  will  be  about  30  miles 
bog  (the  passage  by  the  riyer  is  63),  and  it  is  estimated  that  a  double 
line  of  rails  may  be  laid  down  upon  the  existing  road  at  an  expense  of 
6,000/.  a  mile.  But  the  directors  estimate,  in  round  numbers,  an  out- 
lay of  300,000/.  for  the  railway,  and  500,000/.  for  the  docks. 

Of  the  facilities  which  the  spot  offers  for  the  construction  both  of  rail- 
way and  docks.  Major  Boileau  giyes  a  detailed  and  encouraging  account, 
hi  r^ard  to  the  former,  he  says  :-^ 

''It  appears  from  th^  sheet  of  leyels  referred  to  above,  that  the  surface  of 
theroad  at  Diamond  Harbour  is  12  feet  above  the  zero  of  the  scale  ;  whereas 
the  level  of  the  Birjee  Talao,  on  the  esjphuiade  at  Calcutta,  to  the  S.E.  of 
the  Gxeat  Jail,  is  barely  11  feet ;  the  fair  inference,  therefore,  is  that  the 
sarfiMw  of  the  road  is  level.  From  Birjee  Talao  to  the  bonded  warehouses 
and  Government  Custom  House,  the  distance  being,  say  2^  miles,  the  rise 
taken  at  2  feet  above  the  highest  rise  of  the  Hoogly.  wUl  be  4  feet,  giving  a 
gradient  of  1  in  3,300.  But  though  these  may  be  taKen  as  accurate  levels  of 
the  extreme  points  of  your  line,  the  levels  along  the  whole  line  from  Dia- 
jnond  Harbour  to  Calcutta  must  be  carefully  taken  before  the  work  of  fonn- 
ing  the  permanent  way  commences.  The  whole  province  of  Bengal,  how- 
ever, is  so  flat,  that  a  railroad  might  be  carried  through  it  in  almost  any  di- 
rection, did  not  the  various  rivers  with  which  it  is  intersected,  form  a  barrier 
to  such  undertakings.  There  will  not,  therefore,  be  any  reason  to  antici- 
pate an  unfavourable  result  as  to  the  assumed  levels,  though  it  may  be  found 
that  the  surfiure  of  the  road  is  not  a  dead  flat  the  whole  way.  I  am  not  of 
opimon  that  there  will  be  anything  to  do,  either  in  the  way  of  embankment 
or  excavation,  which  will  require  a  special  provision  in  the  estimate ;  for  I 
oonaider  that  when  a  causeway  has  had  as  many  years  to  settle  itself  down 
in  as  the  Diamond  Harbour  ro«id  has,  it  is  in  a  state  peculiarly  fitted  for  re- 
ceiving a  railway,  and  that  the  less  it  is  touched,  further  than  in  trimming 
its  surfiace  and  slopes,  the  better.  There  will,  probably,  be  a  small  expense 
on  this  account,  which  will  be  provided  for  as  a  separate  item  of  estimate." 

The  estimated  outlay  being,  in  round  numbers,  800,000/.,  the  direc- 
tors make,  on  the  other  hand,  the  following  calculations  of  receipts  :— 
From  tonnage  per  railway,  613,575  tons,  at  2d, 

per  mile £153,393 

Passengers,  divided  into  three  classes       .        •      •       7,500 

Carried  forward       ....         £160,893 


i02  RAILWAY   REGISTER. 

Brought  forward     .                          .         .    £1G0,893 
From  the  docks,  300,000  tons,  at  5b,  per  ton,  in- 
cluding all  fees         75,000 

Profits  from  warehouses 20,000 

£255,893 
Deduct  40  per  cent 102,357 

Total  income  .  .  .  .  .  £l53,53S 
giving  an  average  of  20  per  cent,  on  the  estimated  capital. 
.  Mr.  Bagshaw,  the  chairman  of  the  directors,  whose  lone  residence  and 
connexion  with  India  entitles  his  ohscrvations  upon  all  matters  con- 
nected with  her  trade  to  the  highest  weight,  has  addressed  an  ahlc  letter 
to  the  Honourable  the  Court  of  Directors  of  the  East  India  Company,  in 
which  he  urges  the  peculiar  case  of  this  project,  and  the  reasons  upon 
which  he  submits  it  should  receive  their  immediate  sanction ;  and  we 
hope  the  appeal  will  prove  successful.  Two  important  circumstances  to 
induce  them  aro^-first,  that ''  the  company  is  formed  and  complete,  its 
shares  subscribed  by  influential  and  safe  parties,  and  does  not  seek  any 
pecuniary  assistance  tchatever  at  the  hands  of  the  Court;"  and  secondly, 
that  ^'the  difficulties  inseparable  generally  from  railways  in  India,  from 
periodical  rains  and  inundations,  do  not  exist  ^'  in  the  one  now  imder 
consideration,"  a  road  having  been  constructed  nearly  half  a  century  ago, 
but  now  in  a  neglected  state,  *' which  has  withstood  both  rains  and 
inundations."  The  following  reasons,  which  aro  also  amongst  those 
urged  by  Mr.  Bagshaw,  we  entirely  concur  in : — 

^  Because  in  a  short  line  of  30  miles^  and  where  the  whole  work  may  bo 
done  by  nieht,  if  desirable,  and  either  by  locomotive  or  atmospheric  traction, 
for  which  the  sh(»rtness  of  the  distance  aflfbrds  the  ereatest  tacility,  persons 
would  be  less  exposed  to  the  influence  of  hot  and  violent  winds,  tn^ioJ 
rains,  or  a  vertical  sun  (so  injurious  to  Europeans),  than  on  a  line  of  greater 
length. 

"  Because^  by  adopting  the  atmospheric  system  of  traction,  the  necessity  of 
employing  Europea^iSy  except  under  shdter,  would  be  rendered  unnecessary ; 
experience  having  shown,  that  in  the  management  of  stationary  engines,  if 
superintended  by  one  competent  engineer  to  direct  it,  the  natives  of  India 
— ^from  the  fact  of  so  many  of  them  having  been  already  employed-^iiave 
acquired  a  good  knowledge  of  the  working  of  steam  engines. 

^^  Because,  the  road  being  already  formed,  a  trial  of  the  syst^  in  liidia 
could  be  more  readily  tested  by  it  than  in  any  other  locality — ^more  esbecially 
by  the  atmospheric  plan  ;  while  it  would  be  much  retarded  were  locomo- 
tive engines  to  be  used,  from  the  fact  that  no  manufacturer  could  deliver 
engines  in  less  than  two  years  from  this  period  ;  while,  in  the  other  case,  both 
engines,  boilers,  tubes,  and  all  appurtenances  could  be  procured  in  a  much 
less  period,  during  which  the  works  and  buildings  could  be  constructed.** 

In  addition  to  the  name  of  Mr.  Bagshaw,  the  Chairman,  we  may 
mention  those  of  several  others  of  the  first  shipowners  of  the  country, 
amongst  the  warm  supporters  of  this  project.  Mr.  Duncan  Dunbar,  of 
Limeliouse,  and  Mr.  Richard  Green,  of  Blackwall ;  Capt.  Charles  Man- 
gles, Capt.  Denny,  Capt.  Probyn,  of  the  Trinity  House,  and  other 
shipowners  connected  with  the  India  trade,  are  on  the  Committee  of 
Management. 
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Wb  open  oar  restidie  of  continental  railways  this  month,  under  circum- 
slBOoes  mnch  happier,  and  more  gratifying,  than  when  we  last  addressed 
oor  readers ;  erery thing  then  had  a  downward  tendency,  though  in  a 
tli^t  d^ree  recorered  fk'om  the  panic — a  panic,  be  it  obserred,  uie  re* 
salts  of  which,  in  comparison  with  its  msgnitude  and  intensity,  wero 
rely  mnch  smaller  than  it  might  have  been  supposed  they  would  be. 
In  point  of  fact,  failures  have  been  few ;  ruin,  no  doubt,  there  has  been 
to  Bome^  but  the  aggregate  extent  of  it,  from  all  we  can  learn,  has  been 
comparatiTely  trifling.  The  shares  of  the  foreign  lines,  like  those  of 
msny  English  ones,  went  down  to  a  discount,  and  to  a  very  considerable 
ene;  and  some  are  at  a  discount  still,  and  are,  we  fbar,  likely  to  remain 
80.  But  the  good  lines,  those  which  have  in  them  the  real  elements  of 
SQCcesa,  tod  the  direction  of  which  is  in  the  hands  of  able  men,  hare 
almost  regained  their  previous  position  in  the  market ;  and  the  more 
we  reflect  upon  the  subject,  the  more  we  are  confirm^  in  the  belief 
that  these  lines  will  prove  a  better  investment  than  many  of  the  hun- 
dreds which  have  been,  and  are  likely  to  be,  projected  in  this  country. 

This  upward  tendeiicy  has  been  exhibited  in  the  Great  Northern  of 
France,  the  Paris  and  Lyotas,  the  Boulogne  and  Amiens,  the  West 
Flanders,  the  Sambre  and  Meuse,  and  the  Namur  and  Li^ge.  One  or 
two  other  Belgian  lines  have  also  risen  slightly  into  favour. 

As  the  budget  is  going  through  the  Belgian  Chambers  nothing  new 
hss  occnrred  in  the  debates  i^ating  to  the  Belgian  lines  conceded  to 
Eogitsh  companies ;  and  the  most  encouraging  fnture  concerning  them 
thftt  has  presented  itself  during  the  past  month,  has  been  the  Report 
ttd  the  proceedings  at  the  general  meeting  of  the  proprietors  of  the 
West  Flanders  lines,  on  the  15th  ult.  We  think  this  Report,  which 
wOl  be  found  at  the  end  of  our  present  number,  well  calculated  to  raise 
tbc  spirits  of  the  shareholders ;  not  because  the  pictnre  is  made  very 
1>right,  bat  for  the  quiet  tone  which  pervades  it,  and  the  entire  absence 
of  anything  resembhng  pnff.  The  address  of  the  chairman  is  so  satisfac- 
toty  tet  we  have  transferred  it  to  dir  columns^  and  here  beg  leave  to 
ky  it  before  onr  readets. 

'^  IRie  Chairman  said,  as  this  was  the  first  occasion  on  which  the  directors 
had  had  an  opportunity  of  addressing  the  proprietors,  he  would  take  advantage 
ofit  for  the  purpose  of  making  a  few  observations  before  they  i»oceeded  to 
discuss  the  contents  of  the  report.  He  thought  the  proprietors  w^re  enti- 
tled to  have  some  general  information  given  them  of  the  principles  on  which 
the  directors  proposed  to  manage  the  interests  intrusted  to  their  care.  He 
was  anxious  to  point  out  to  the  shareholders  the  lines  of  railways  which  the 
cwnpany  were  constructing  in  the  province  of  West  Flanders,  that  they 
i&ight  become  acquainted  with  the  nature  of  its  tra&c,  and  the  source 
whence  the  West  Flanders  Railways  Company  expected  to  derive  remunera- 
tion for  their  capital.  In  the  first  place,  the  directors  had  the  highest  opi- 
niofn  of  the  capabilities  of  the  undertaking,  and  a  thorough  conviction  that 
it  would  amply  repay  those  who  had  embarked  in  it.  And  they  felt,  too, 
that  their  characters  were  pledged  to  carry  it  out  to  a  succcssftil  issue,  if 
possible  (cheers).    Among  the  directors  were  gentlemen  of  considerable  ex- 
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perience  in  the  management  of  railways,  and  that  experience  had  taught 
them  the  necessity  of  selecting  for  their  officers,  without  any  fiiYOuritism  or 
friendship,  gentlemen  qualified  to  perform  the  duties  of  their  respective  offices 
(hear).  It  was  but  justice  to  their  superintendent  at  Bruges,  to  say^  that 
there  they  had  a  coadjutor  of  whom  they  had  formed  a  yery  high  opinion ;  a 
gentleman,  industrious,  acute,  active,  and  methodical.  He  had  held  a  veiy  im- 
portant situation  in  connexion  with  the  Belgian  railways,  and  his  services 
could  not,  from  his  intimate  acquaintance  with  the  technicalities  of  busi- 
ness, and  the  railways  of  that  countiy,  but  be  most  advantageous  to  those 
who  were  comparatively  strangers  to  the  province.  The  directors  likewise 
recognised  the  right  of  every  shareholder  to  make  the  most  seaidiing  inquiry 
into  the  affairs  of  the  company ;  and  he  begged  to  state  that  the  proprietors 
would,  whenever  they  chose  to  &pplj  to  the  office,  be  afforded  the  fullest  in- 
formation they  could  desire.  The  accounts  would  at  all  times  be  open  to 
inspection.  He  thought  he  might  state  that  the  principles  on  which  the 
directors  would  manage  the  affairs  of  the  company  would  be  those  of  strict 
attention  to  its  interests,  impartiality  in  selection  of  officers,  and  a  free  com- 
munication to  all  the  proprietors  of  all  matters  affecting  their  interests 
(cheers).  The  next  object  was  to  point  out  to  the  meeting  the  exact  lines 
of  railways  in  West  Flanders  to  be  constructed  by  the  company,  and  a  map 
of  the  country  had  been  hung  up  in  the  ruom  that  the  proprietors  might  the 
more  readily  follow  him  in  the  description  he  was  about  to  give.  They 
would  Derceive  that  from  Bruges  one  line  of  the  West  Flanders  Railways 
proceeaed  by  Thourout  to  Gourtrai  and  from  Courtrai  to  Poperingue.  There 
was  then  a  cross  line  from  Deyzne  on  the  Lys  to  Fumes,  so  that  the  whole 
of  the  country  was  occupied  by  this  one  set  of  railways ;  and  he  believed 
that  no  important  town  or  largo  village  would  be  unsupplied  with  nilwav 
accommodation.  At  Bruges  the  railway  was  connected  with  the  state  xaif- 
way  from  Ostcnd  to  Ghent  and  Brussels ;  and  at  Deynze  and  Gourtrai  it  was 
also  connected  with  the  state  railway  from  Brussels  to  Toumay ;  and  frt>m 
any  one  of  the  points  it  was  in  their  power  to  communicate  with  iJie  whole 
of  the  district.  The  railway  would  be  about  eighty-nine  miles  in  lengthy 
and  was  calculated  to  supply  a  population  of  600,000  persons  occupied  in 
manufactures  and  agriculture.  The  manufactures  were  not  carried  on  by- 
large  masses  of  persons  collected  together,  but  in  numerous  towns,  the  in- 
habitants of  which  worked  up  the  produce  of  the  country.  The  population 
was,  therefore,  of  a  description  that  necessarily  created  a  deal  of  intercourse 
between  different  parts  of  the  country.  The  land  was  extremely  fertile,  and 
the  agriculture  of  the  most  elaborate  and  skilful  character.  The  cattle  were 
of  an  excellent  breed,  and  there  was  an  abundance  of  hops,  com,  hemp,  flax^ 
and  all  that  produce  which  indicated  a  ^teful  soil  and  an  industrious  peo- 
ple ;  and,  as  he  ,had  before  stated,  the  utercourse  carried  on  between  va- 
rious towns  of  the  province  was  very  considerable.  Nothing,  perhaps,  was 
more  difficult  to  estimate  than  the  traffic  among  a  people  of  this  description ; 
but  he  might  observe  that  they  had  abundant  evidence  to  show  the  great 
increase  of  passenger  traffic  in  Belgium  since  the  introduction  of  the  nmway 
system.  Formerly  but  two  diligences  left  Bmges  daily,  and  both  of  them 
were  never  filled  ;  but  there  was  now  a  large  passenger  traffic  from  that 

town.      "^^ r4.„^-i-_j.    ,  f         .o.  .      .  _ 

tricts  < 
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pany  would  increase  in  a  corresponding  ratio.  HehaS  CTeat  confidrace  in 
the  realization  of  the  prospect  held  out  to  the  proprietors— viz.,  the  return 
of  9i  per  cent,  upon  the  capital  embarked  in  this  enterprize,  both  from  the 
tmftc  the  peculiar  character  of  these  railways  would  command,  and  from 
the  moderate  cost  at  which  the  lines  would  be  constructed.  As  he  had  al- 
ready stated,  they  could,  from  Bruges,  or  Deynze,  or  Courtrai,  command  the 
whole  traffic  of  the  districts.  He  would  now  explain  to  them  the  value  of 
the  proposed  extension  from  Gourtrai  to  Bossuyt.  ^^  The  coal^which  supplied 
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Gomtm  ftnd  the  ranounding  district  came  from  the  Mens  coalfield.  It  was 
brought  bj  the  way  of  the  canal  Cond6^  which  fell  into  the  Scheldt, 
down  which  it  was  sent  to  Qhent.  The  coal  then  came  up  the  Lys  to 
Omitiai,  so  that  it  had  to  ^o  a  circuitous  route  of  180  miles,  subject 
io  all  the  irregularities  of  nver  navigation,  and  which  indeed  was  in 
this  cue  so  difficul^  that  an  ayerage  of  four  voyages  to  Courtrai  and  back, 
vu  ill  that  could  be  made  in  the  year.  Now,  if  this  extension  line  were 
obtained,  and  there  was,  he  thought,  not  much  doubt  about  it,  they  would 
be  able,  by  an  easy  canal  navigation  down  the  Scheldt,  and  the  short  rail- 
vaj  which  thej  proposed  to  lay  down,  to  carry  coaL  limestone,  and  building 
itone,  to  the  district  of  country  requiring  them.  This  short  branch  of  nine 
Biles  would  greatly  decrease  the  cost  of  transit  of  these  articles,  and  of 
eoone  increase  the  demand  for  them.  The  quantity  of  coal  which  would 
be  carried  on  the  line  was  estimated  at  200,000  tons  annually.  Perhaps 
this  mi^t  be  thought  too  high  an  estimate,  but  he  believed  they  mi^ht 
reasonably  expect  to  take  150,000  tons.  Add  to  this  the  lime  and  building 
Etone  required  bv  the  district,  and  the  undertaking  could  not  be  looked  at 
bat  as  one  likely  to  be  attended  with  beneficial  results  to  the  proprietors. 
And  next  with  respect  to  the  expense  of  constructing  the  line.  Their  ori^- 
Bal  estimate  was  that  840,000/.  would  be  sufficient  for  the  eighty-nine  miles 
of  railway.  Since  then  they  had  let  one  contract  on  the  roadl>etween  Bruges 
and  Thourout,  and  were  able  to  come  to  a  decision  upon  the  prices  of  the 
coontiy.  He  must  say  the  result  had  been  most  satisfactoiy,  and  the^  fully 
expected  to  be  able  to  make  the  line  between  Bruges  and  Courtrai,  includ- 
ing works  and  plant  altogether,  from  between  7,000^.  to  7,500^.  per  mile — 
that  wa^  with  tne  working  stock  complete.  This  was  a  distance  of  thirty 
miles.  Upon  referring  to  Mr.  George  Stephenson*s  report,  he  found  that 
gentleman  had  stated  that  he  considered  the  line  between  Deynze  and 
Fnmes  could  be  made  at  a  moderate  cost.  Tbey  might  take  this 
portion  of  the  line  to  be  constructed  at  the  same  rate ;  they  would 
then  have  the  line  from  Courtrai  and  Poperingue,  some  portion  of  which 
—and  it  was  but  a  small  portion — would  perhaps  cost  10,000^.  per 
mile,  so  that  they  would  be  able  to  make  the  whole  of  the  lines  for  a 
Sinn  considerably  below  the  original  estimate;  and  they  thought,  if 
the  3iiiiister  of  Public  Works  should  permit  them  to  make  the  JBossuyt 
branch,  they  would  be  able  to  do  it  without  calling  upon  the  proprie- 
tors for  further  funds  (cheers).  He  would  now  state  to  them  the  time  in 
which  the  directors  believed  they  would  be  enabled  to  complete  their  opersr 
tions.  They  had  entered  into  one  contract,  and  were  ready  for  another. 
The  land  was  expropriated  between  Courtrai  and  Bruges,  and  they  would 
probably  be  able  to  open  a  portion  of  the  road  to  Thourout  in  May,  and,  no 
doaht,  the  whole  line  Detween  those  places  in  October.  He  then  moved  the 
adoption  of  the  Report."    This  was  carried  unanimously. 

The  most  important  information  contained  in  this  address^  is  the  an- 
nouncement of  the  extension,  from  Bossuyt  on  the  Scheldt,  to  Courtrai 
on  the  Lys.  This  we  had  previously  observed  in  the  Moniteur  Beige  of 
the  7th  ult.,  by  the  promulgation  of  the  "  Enquete,"  ordered  by  the  Mi- 
nister of  Public  Works.  This  is  the  first  step  taken  by  the  government 
before  bringing  a  bill  into  the  Chambers,  and  part  of  the  formalities  con- 
sists in  opening  a  register  at  the  town  hall  of  the  Chef-lieu  of  the  province, 
in  which  the  line  of  the  proposed  railway  is  situated,  to  receive  the  ob- 
servations of  such  persons  as  may  wish  to  express  opinions,  favourable  or 
adverse,  to  the  projected  line.  A  committee  is  likewise  appointed  to 
report  npon  the  same.  At  the  expiration  of  a  month  from  the  period  at 
which  this  enquete  is  ordered,  the  register  is  closed,  and  the  opinion  of 
the  committee  received,  and  the  government  will  then  be  enable  to  sub- 
nut  the  project  to  the  Chambers  for  their  consideration.     It  has  als 
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been  annotinced  in  one  oF  the  Belgian  papers,  that  a  patnpUet,  setting 
forth  the  project  of  a  railway  trhich  is  to  run  from  Mons  to  Nienportbj 
Toumaj,  Menifiy  Tpres^  and  Dixmudey  has  been  distributed  amoogst 
the  members  of  the  Chamber  of  Commerce  of  Toumay^  and  the  towns 
in  the  coal  districts.  The  names  of  the  towns  in  ituica  remind  us  that 
thej  are  on  the  line  of  the  West  Flanders  railways ;  and  knowing  as  we 
do,  that  application  has  been  made  to  the  Belgian  Chambers  fbr  a  grant 
of  this  railway,  and  others,  interfering  with  the  rights  of  concessionaires 
in  projects  of  the  same  kind  conceded  to  English  companies,  we  think  it 
would  be  well  if  the  Belgian  goyemment  would  issue  some  declaration 
of  its  intentions  on  this  point,  and  state  whether  it  is  prepared  to  grant 
competing  lines  or  not.  If  it  does  not  make  known  the  course  it  has 
determined  to  pursue,  we  think  it  will  be  acting  a  Tery  unjust  and  im- 
proper part,  as  silence  under  such  circumstances  may,  and  will,  be  con- 
strued into  consent,  and  tend  considerably  to  weaken  the  confidence  that 
English  capitalists  now  place  in  the  government  of  that  country.  Were 
this  line  ever  conceded,  it  would  pass  through  the  famous  field  of  Fon- 
tcnoy. 

LOtrVAiN  AND  JBICAPPB. 

After  several  conferences,  at  which  it  was  necessary  to  call  in  the 
gentlemen  of  the  long  robe,  a  favourable  termination  of  the  difficulties 
existing  between  this  company  and  the  Grand  Junction,  has  been  at  last 
attained.  By  this  arrangement,  the  Louvain  and  Jemappe  obtain  the 
alteration  in  the  tracing  of  their  line  which  they  wished  for.  and,  leaving 
Gembloux,  one  line  will  be  prolonged  on  the  right  to  Charieroi,  and  the 
one  on  the  left  to  Namur ;  but  it  is  stipulated,  that  in  case  the  conces- 
sion of  new  lines  which  will  require  the  use  of  one  or  other  of  these 
sections  should  take  place,  such  companies  shall  have  a  right  to  use 
them,  upon  a  payment  so  regtdated  that  it  cannot  be  a  matter  of  profit 
to  either  party. 

HASSELT  TO  ST.    TROND, 

A  meeting  of  a  most  convivial  nature,  on  the  occasion  of  commencing 
the  works  on  this  line,  took  place  a  few  weeks  ago  at  Hassclt,  at  the 
sign  of  the  Wine-gloss.  It  was  not  in  the  vicinity  of  the  ch&teau  of  the 
Minister  of  l^ublic  Works,  or  the  inauguration  would  no  doubt  have  been 
graced  by  the  presence  of  that  highly  respected  and  talented  gentleman, 
though  we  imagine  he  would  scarcely  have  favoured  the  Limburgers 
with  a  specimen  of  his  '^navigating"  acquirements  h,  Tinstar  of  those  of 
our  own  Prime  Minister.  M.  Hoffschmidt  seems  to  have  taken  a  less 
enthusiastic  interest  in  the  subject,  and  sent  one  of  the  engineers  of 
the  Fonts  et  Chanssecs  as  his  substitute.  This  line,  which  is  about  ten 
miles  in  length,  unites  the  two  towns  of  Masselt  and  St.  Trend, 
at  which  place  it  joins  the  government  railway  from  Louvain  to  Liese. 
It  forms  part  of  the  grant  conceded  between  Touniay  and  Jurbise.  The 
directors,  Messrs.  Kennard,  Mackenzie,  Barry,  Bulot,  and  Bruncaa,  were 
present,  as  well  as  the  notabilities  of  the  neighbourhood.  After  the 
dinner  at  the  Wine-glass,  at  which  seventy  persons  sat  down,  several 
speeches  w^erc  made ;  and  when  will  speeches  not  be  made  where 
Englishmen  are  present  ?  The  day  passed  off  most  agreeably  ;  and  the 
usefnl  results  were  more  particularly  gratifying  to  the  poor  of  the  neigh- 
bourhood, %vho  are  now  sure  of  work  for  the  winter.  The  report  of 
Messrs.  Stevenson  and  Routh  upon  the  Jurbise  line  is  most  favourable. 
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This  ndlway  Imverses  a  ricli  and  tvell  populated  country,  and  the 
engineer  of  the  government,  in  1844,  reported  that  it  would  produce  17 
to  18  per  cent  iipon  one  line  of  rails.  We  have  read  of  projected  rail- 
wajs,  and  in  the,  Pyrenees,  too,  in  which  there  occurred  "  no  engineer- 
ing difBcultics,"  but  here  they  are  really  few;  the  deepest  cutting  is 
scTcnteen  feet,  the  highest  embankment  twenty-nine,  the  steepest  ghi- 
dient  1  in  122.  The  contractor  has  up  to  May,  1847,  to  complete  the 
works,  but  he  hopes  to  be  able  io  have  them  finished  at  Christmas  next ; 
ind  as  he  is  to  receive  a  bonus  of  5,000  francs  for  every  month  of  timb 
that  he  saves  within  the  stipulated  period,  there  is  every  probability  that 
he  will  succeed  in  doing  so. 

A  commission  has  been  ordered  lo  sit,  apd  report  made  by  M.  db 
fossct  and  Company,  for  the  concession  of  a  line  of  railway  from  Ant- 
werp to  the  Dutch  frontier,  passing  by  Maesyck,  Heerenthals,  Peer, 
Bree,  with  embankments  from  Herenthals  to  Lierre,  and  from  the 
former  town  to  Diest,  Hasset,  and  Tongues.  So  great  were  the  inuh- 
daiioDs  in  this  country,  on  the  3 1st  of  December  last,  that  the  canal  of 
Charleroi  ovierflowed  its  banks,  the  valley  of  the  Sonne  was  submerged, 
and  the  neighbourhood  of  Brussels  under  water.  The  communication 
by  railway  on  the  Chemin  de  Fer  du  Midi  was  for  a  short  time  inter- 
nipted,  as  also  the  circulation  on  the  road  near  Ninove  and  Lacken,  and 
in  several  other  parts  of  East  Flanders.  We  are  glad  to  observe  that 
no  mention  is  made  in  the  Belgian  papers  of  such  inundations  having 
occurred  in  West  Flanders. 

Coke  and  rails  have  experienced  no  alteration  in  price ;  but  at  a 
meeting  of  forge-masters,  held  at  Namur  early  in  last  month,  the  price  of 
iron  was  augmented.  At  the  Seraing  works,  in  which  establishment 
nearly  4,000  men  are  employed,  the  price  of  a  locomotive  and  tender  is 
aboQt  50,000  francs,  including  the  piece  de  rechange^  three-tenths  of  the 
amoont  to  be  piud  in  advance.  The  Prussian  engineers  have  lately 
received  orders  to  make,  for  their  own  and  foreign  countries,  two  hun- 
dred and  ^tiy  locomotives.  The  price  of  an  engine  with  its  tender,  in 
Prassift,  is  48,240  francs ;  in  England,  at  the  Messrs.  Stevenson,  and  the 
first  makers,  die  price  is  2,200/. 

FRANCE. 

He  great  feature  in  French  railway  transactions  at  the  close  of  last 
year,  was  the  adjudication  of  the  Paris  and  Lyons  line  to  the  fused  com- 
panies, Rothschild,  Lafitte,  Ganneron,  &c. ;  and  that  of  the  Creil  and 
St.  Quendn  to  the  Rothschild,  Lafitte,  and  Company.  In  the  division  of 
the  Paris  and  Lyons  shares,  Lafitte,  and  two  or  three  other  companies 
of  old  standing,  and,  therefore,  better  claims,  have  not  secured  so  largo 
^lions  share  as  they  might  have  had,  or  as  they  had  a  right  to  anticipate. 
As  the  winter  drew  near,  and  as  the  time  for  adjudicating  this  line  ap- 
proached, newly-formed  companies  stepped  in,  completed  their  subscrip- 
tions, and  received  the  same  number  of  shares  as  those  who  had  been 
much  longer  in  possession  of  their  subscribed  capital.  The  caution- 
money  deposited  with  the  Minister  for  this  line  was  sixteen  millions  of 
francs,  and  the  concession  is  for  forty-one  years  and  ninety  days.  The 
nnusual  mildness  of  the  season  has  permitted  great  progress  in  the 
works,  and  those  in  the  department  of  the  Cote  d'Or  have  advanced 
much  beyond  what  was  expected  in  September.  The  Journal  des 
Travduz  PiMict  states  that  the  cutting  hear  Dijon  has  Reached  the 
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rampart  at  tbe  bastion  of  Tivoli ;  indeed,  tbe  earthworks  are  nearly 
finished  along  the  whole  line,  and  many  of  the  works  of  art  will  be 
completed  early  in  the  spring.  At  filaisy  the  workmen  are  actively 
employed  on  the  tunnel,  which  is  4,400  yards  in  length.  The  only  delay 
to  be  apprehended  will  arise  from  the  difficalty  of  procuring  rails.  We 
do  not  profess  to  be  endued  with  the  spirit  of  prophecy,  but  we  shall 
be  surprised  if  this  does  not  turn  out  to  be  the  most  paying  line  in 
France,  not  excepting  the  Great  Northern.  What  town  north  of 
Paris  can  be  compared  with  Lyons  ?  The  Frenchmen  of  the  south, 
too,  are  of  a  different  physique  —  all  life  and  movement;  the 
cider-drinkers  of  the  northern  provinces  wonld  as  soon  travel  by  the 
roulage.  The  com,  the  wine,  and  the  oil*— the  arsenal  of  Toulon,  and 
the  port  of  Marseilles,  also,  are  beyond  it,  and  form,  we  think,  very 
ample  grounds  for  our  anticipations.  The  adjudication  of  the  line  from. 
Lyons  to  Avignon  b  spoken  of  as  likely  to  take  place  this  month  ;  bat 
this  appears  to  be  questionable,  as  the  tracing  and  surveys  were  only 
recently  sent  in  to  the  Council  of  the  Fonts  et  Chaussees ;  and  the  Mi- 
nister cannot  take  any  steps  till  their  report  has  been  made. 

THX  OBEAT  NORTHSBK. 

The  works  on  this  line  are  proceeding  rapidly,  but  in  the  first  section, 
from  Paris  to  Pontoise,  they  are  not  so  far  advanced  as  might  have  been 
expected  from  what  was  announced  some  time  ago  in  the  French  papers. 
The  permanent  way  is  made,  but  the  stations  are  not  at  all  forward. 
There  will  be  thirty-two  between  Paris  and  the  frontier :  those  of  St.  De- 
nis, Enghien,  and  Pontoise,  which  form  part  of  the  works  to  be  executed 
by  the  Government,  are  far  from  being  completed ;  the  watering  places, 
the  offices,  engine-houses,  turn-tables,  &c.,  are  not  commenced.   With  the 
combined  efforts,  therefore,  of  the  Government  and  the  Company,  unless 
they  can  content  themselves  with  provisionary  stations,  and  hiring  their 
plant  from  the  Versailles  and  St.  Germain's  companies,  they  are  not 
likely  to  open  this  first  section  before  March  next.     The  state  bad 
ordered  no  materiel  of  this  nature ;  had  it  been  military  stores,  the  case 
would  probably  have  been  different.     On  the  second  section,  between 
Pontoise  and  Clermont,  and  on   the  third,   between   Clermont   and 
Amiens,  the  works  of  art  and  earthworks  are  completed.     But  a  delay 
in  the  opening  of  the  line  is  likely  to  occur,  in  consequence  of  the 
tardy  delivery  of  the  chairs  and  rails  by  the  manufacturers.    Were  it  not 
for  this  circumstance,  the  whole  line  to  Amiens  might  be  finished  im- 
mediately, excepting  the  stations,  platforms,  and  crossings..    As  it  is, 
we  think  it  very  doubtful  whether  the  line  will  be  opened  to  Amiens 
before  May  next.     The  station  at  that  town  will  be  commenced  imme- 
diately.    Two  hundred  and  forty  works  of  art  may  be  enumerated  on 
this  line  between  Paris  and  Amiens ;  amongst  them  we  may  particu- 
larize the  bridge  on  the  Oise  of  three  arches,  an  iron  bridge  over  the  St. 
Denis  canal,  two  bridges  on  the  Avre,  and  that  on  the  Therain,  and  the 
viaducts  in  the  Chapel  St.  Denis,  one  of  which,  passing  over  the  exter- 
nal boulevard,  is  forty-five  metres  in  length.     These  works  appear  to  be 
executed  with  elegance  and  solidity,  and  though  slowly  built  by  the 
engineers  of  the  Ponts  et  Chaussees,  the  work  is  admirably  done.     The 
slopes  near  Enghien  are  made  with  brick  revetments,  in  consequence  of 
the  unfavourable  nature  of  the  soil;  and  some  difficulties  have  been  met 
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with  in  Uie  low  lands  near  Amiens.  The  number  of  stations  between 
Puis  and  Amiens  will  be  seventeen,  tiz.,  one  in  the  department  of  the 
Sdne,  seven  in  that  of  the  Seine  and  Oise,  the  same  number  in  the  Oise, 
ttd  two  in  the  department  of  the  Somme. 

As  to  the  second  division  of  this  road,  from  Amiens  to  the  Belsian 
frootier,  matters  are  in  a  very  forward  state.  Between  Lisle,  VaJen-" 
deoDes,  and  Arras,  the  line  is  actually  ready  for  traffic ;  and,  at  the  fete 
which  took  place  in  commemoration  of  the  defence  made  by  the  town 
of  lisle,  the  numerous  trains  attained  a  considerable  speed.  The  sta- 
tions, however,  are  yet  to  be  built  Between  Arras  and  Amiens  the 
works  are  finished,  and  the  first  line  of  rails  is  nearly  laid  down.  The 
probability  is,  that  when  the  Great  Northern  is  completed,  an  electric 
telegraph  will  be  laid  down  from  Paris  to  Brussels. 

It  was  rumoured,  at  the  commencement  of  last  month,  in  France, 
tbat  a  fusion  would  take  place  between  the  Northern  and  Fampoux 
lines,  but  we  believe  no  proposition  of  the  kind  was  ever  made  by 
eithi^  of  these  companies.  The  plans  of  the  Fampoux  line  are  com- 
pleted, and  those  made  by  the  town  of  Arras  of  the  road  between 
Lens  and  that  town  are  nearly  finished.  The  object  in  making  these  is 
to  have  a  branch,  which,  leaving  the  station  at  Arras,  will  join  the  line 
coming  from  Fampoux  at  Willerval.  This  project  presents  a  great 
advantage  over  the  other  plan ;  it  will  be  shorter  by  six  or  seven  kilo- 
metres, and  bring  the  Hazebrouk  traffic  direct  to  Arras.  The  capital 
required  for  this  will  be  1,500,000  francs,  which  the  original  subscrip- 
tion will  cover.  The  contracts  for  the  rails,  earthworks,  works  of  art, 
sleepers,  &c.,  have  been  signed  by  the  Company  and  the  contractors, 
sod  it  is  fully  expected  that  the  inauguration  wiU  be  effected  before  the 
month  of  May,  1847* 

HAVRE  AND  BOUSN. 

It  is  with  much  regret  that,  in  common  with  all  railway  and  other 
papers,  we  have  to  record  the  accident  which  occurred  on  this  line  in 
the  middle  of  last  month,  namely,  the  fall  of  the  Barentin  viaduct.  An 
English  engineer  designed  it,  and  English  contractors  built  it,  so  that,  as 
neither  life  nor  limb  was  lost,  we  must  naturally  expect  to  see  a  little 
triumphant  merriment  expressed  by  our  neighbours  at  witnessing  the 
Wl,  srch  by  arch,  of  the  **  perfide  Albion"  mduct.  However,  as  we 
have  built  the  Menai  Bridge,  the  Thames  Tunnel,  the  Trolhatta  Canal, 
&e  Plymouth  Breakwater,  the  Eddystone  Lighthouse,  and  viaducts  in- 
munerable,  the  contractors,  Messrs.  Mackenzie  and  Brassy,  can  afford 
to  langh  with  them,  and,  we  hope,  to  put  it  up  again. 

The  Rouen  and  Havre  Railway,  as  some  of  our  readers  may  be  aware, 
is,  fiom  the  character  of  the  country  which  it  traverses,  a  work  of  diffi- 
cnlt  construction  ;  the  soil  is  chalky,  and  the  hills  rise  suddenly  from  the 
^ey  of  the  Seine,  forming  a  table-land  frequently  intersected  by  small 
and  deep  valleys.  The  general  plan  of  the  tracing  has  been  to  ascend 
this  chalky  elevation  from  the  Rouen  terminus,  and  descend  into  the 
valley  of  the  Seine  at  Havre.  About  half  a  mile  from  the  station  at 
Ronen  it  crosses  the  river  by  a  bridge,  passes  under  Mount  St.  Cathe- 
rine, and  along  the  boulevards  by  a  long  tunnel,  and  at  last  emerges 
upon  the  level  country,  where  the  great  road  has  surmounted  the  hills 
smroundiiig  the  town*    Barentin,  a  small  town  situated  at  the  bottom 


1 10  f^i».W#V  8^0)89Bfi. 

of  Ojne  of  the  val}eys  ulladed  to,  i^  al^oat  twelve  niilep  fram  Boa^Dk 
Acro8S  this  guUey  the  railway  had  to  pass,  apd  this  w«s  effected  by 
twenty-seven  arches,  each  fifty  feet  English  in  spap,  the  extreme  height 
in  the  middle  heing  a  hundred  feet.  Of  course,  as  the  bottom  and 
sides  of  the  valley  varied  in  leve),  the  piers  yarded  in  height ;  but  the 
piasonry  was  brought  up  to  one  common  level  in  solid  stone,  the  piers, 
arches,  and  spandrils  above  this  being  of  gopd  red  bric)c,  made  in 
the  neighbourhood.  The  arches  were  semicircular,  and  built  on  the 
English  plan,  in  distinct  brick  rings.  The  foundations  of  the  piers 
were  in  the  solid  chalk,  or  on  piles,  where  the  river  and  the  depth 
of  the  deposit  rendered  it  impossible  to  reach  the  ropk :  and  an  eye- 
witness describes  it  as  the  most  elegant,  apd,  apparently,  substantial 
work  he  had  ever  seen.  At  the  time  of  its  unfortunate  demise,  the 
workmen  were  carrying  ballast  for  the  purpose  of  laying  down  the 
permanent  rails,  which  was  all  that  remained  to  be  done,  and  to  the 
injudicious  piling  up  of  the  ballast  over  the  recently  finished  arches  its 
fall  is  said  to  be  attributed.  No  symptoms  of  yielding  or  settlement 
had  occurred,  except  a  small  crack  |n  the  foundations  of  one  of  the 
stone  piers,  but  which  did  not  extend  to  the  brickwork.  Mr.  Locke,  in 
his  report,  attributes  die  accident  to  the  ballast  being  in  larger  quan- 
tities on  one  side  of  the  first  arch  that  fell  than  on  the  other,  and 
to  the  mortar  having  softened  by  the  frost.  Fortunately  the  ci^- 
strophe  took  pkce  at  the  early  hour  of  six  in  the  morning,  before  thp 
WQrkmen  had  collected.  Tbe  fifth  or  sixth  aroh  on  the  Bpnei^  side, 
one  of  the  most  recently  fini^ed,  was  the  first  that  gave  way,  after 
which  one  by  one  fell  in  rapid  succession,  and  in  about  two  jninute^ 
all  were  down  I  The  noise  and  crash  of  the  falling  I^rickwo^Jc  wap 
heard  at  the  distance  of  several  leagues.  The  only  person  whose  life 
was  placed  in  peril  was  a  man  at  work  in  a  mill,  who  crawled  out 
but  little  injured.  The  contract  for  com{^eting  the  work  ends  in  July 
next,  and  l^ut  for  this  unforeseexji  misfortune  there  is  reasQn  to  suppose 
the  contractors  would  have  kept  their  time.  The  viaduct  had  been  a 
twelvemonth  in  building,  and  though  the  brinks  are  not  much  injured, 
it  is  to  be  presumed  considerable  delay  must  ensu^  before  it  can  be 
restored  to  its  original  state. 

OBLEANS  AND  VIERZON. 

We  are  glad  to  learn  that  the  English  proprietors  in  ibis  undertaking 
have  by  a  princely  gift  shown  the  sense  they  entertain  of  the  services 
rendered  them  by  Mr.  ^athew  Uzielli,  for  his  zeal  and  ability  in  bring* 
ing  to  a  successful  issue  the  difficult  negotiations  he  had  to  conduct  in 
Paris,  when  the  concession  for  this  railway  was  demanded.  The  splen- 
did testimonial  for  these  services  was  presented  to  him  at  the  Albion 
Tavern,  on  the  21st  of  last  month,  and  con^sts  of  a  magniEceut  silver 
candelabrum  and  plateau,  weighing  one  thousand  ounces.  Three 
figures,  beautifully  modelled  by  Bailey,  B.A.,  representing  Euigland 
and  France  united  by  commerce,  as  typical  of  the  union  of  the  two 
countries  through  the  medium  of  railway  enterprise,  surround  the  pe- 
destal of  the  candelabrum,  and  a  suitable  inscription  records  the  reasons 
and  the  object  for  which  the  gift  was  bestowed.  The  design  and  exe- 
cution were  so  greatly  admired,  that  by  the  express  desire  of  the  Queen 
it  was  sent  to  Windsor  for  Uie  iuspection  of  her  Miyesty,  who  was 
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jdiaaed  to  express  her  approbatioD  at  the  pleasing  illustration  of  th^ 
muoa — a  onoe  difficult,  but  now«  thanks  to  railways  and  commerce 
generally,  easy  subject.  This  wonc  of  art  came  from  the  manufactory 
of  Messia.  Hunt  &&d  Eoskell,  New  Bond  Street. 

The  iblloiring  are  the  receipts  of  the  French  lines  for  the  years  1844 
sod  1845  :— 

1844.  1845. 

Orleans 6,734,693  7,532,336 

fiouen 6,530,027  7,346,261 

Stiraaboarff         ....        2,429,487  1,926,^)3 

8t.Qeniuun'8         ....    1,093,221  1,191,3Q1 

Versailles  (right  bank)       .        .        1,447,434  1,484,478 
Yenailles  (left  bank)    .        .        .       852,217  78.9,404 


CHARACTER  AND  RESULTS  OP  THE  RAILWAY  EXCITE- 
MENT, WITH  PROSPECTIVE  SUGGESTIONS,  PUBLIC 
AND  PARLIAMENTARY. 

Tax  railway  hurricane  having  abated,  the  moment  is  favourable  for 
refleoljion,  with  a  view  to  prospective  benefits.  While  Uie  storm  raged 
ne  reasonable  appeal  could  be  heard  or  would  be  listened  to ;  but  the 
gale  having  swept  by,  leaving  somewhat  disastrous  traces  of  its  progress, 
we  may  be  able  to  collect  results  that  will  be  useful,  both  to  the  pub- 
lic and  the  legislature.  It  would  be  wrong  to  infer  that  the  task  on 
irhich  the  ooantij  had  entered  with  so  much  speculative  ardour  has 
been  concluded,  because  temporarily  arrested.  A  ereat  work  remains 
to  be  completed,  for  which  yast  capital  and  much  directive  intelligence 
will  be  requisite,  and  how  these  can  be  most  promptly  and  efficiently 
combined,  is  well  deserving  consideration.  The  last  twelvemonth  hsLS 
been  an  eventful  experiment.  It  has  been  a  revolutionary  effort,  and 
with  the  usual  characteristics  of  revolutionary  struggle,  has  been  more 
remarkable  for  the  enthusiasm  and  resources  elicited  than  useful  and 
abiding  consequences.  Under  a  wild  and  undisciplined  impulse  much 
has  heen  done,  or  rather  attempted,  that  now  waits  the  judgment  of  the 
House  of  Conojnons  and  the  courts  of  law,  and  it  is  this  impending 
ordeal  that  will  partly  occupy  our  attention.  But  ere  touching  on 
these  matters  we  shall  submit  a  remark  on  the  extent  of  the  recent  stir 
hi  the  railway  world. 

In  our  opinion  its  magnitude  and  importance  have  been  overrated.  It 
has  been  a  surface  commotion  chiefly,  that  hardly  extended  to  the  great 
masses  and  depths  of  the  nation's  speculative  resources.  Few  great 
capitalists,  banking  or  commercial  firms,  appear  to  have  been  tempted  to 
riid[  fame  and  fortune  in  railway  projects.  Indeed  many  of  them  were 
brought  forward  under  auspices  accompanied  by  too  obvious  signs  of 
short-lived  delirium  to  tempt  cautious  and  experienced  adventurers.  That 
this  has  been  the  case  may  be  inferred  from  the  absence  of  pressure  in 
Ae  money  m«cket.    At  the  close  of  th^  year  money  has  seldom  been 
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more  abnndant ;  tlie  Bank  had  upwards  6f  thirteen  millions  of  coin  and 
bullion  in  its  coffers,  without  any  remarkable  moyement  in  its  circular 
tion,  or  that  of  the  country  banks  of  issue ;  and  advances  for  the  r^;ular 
purposes  of  commerce,  to  houses  of  establi^ed  repute,  were  never  more 
available.  The  number  drawn  into  the  railway  vortex  has  doubtless 
been  considerable,  but  they  have  mostly  been  those  of  slender  means,  or 
no  means  at  all— adventurers  whose  chief  stock  in  trade  was  a  fertile 
and  not  fastidious  ingenuity.  In  the  aerial  castle  buildings  of  these  the 
collapse  has  been  signal,  but  then  it  has  been  a  collapse  in  imaginary 
riches  only  <—  riches  that'  had  no  better  foundation  than  puffed-up 
premiums,  and  the  scrip  and  allotment  letters  of  baseless  projects.  The 
real  capital,  actually  paid  up  and  sacrificed,  we  are  confident,  has  been 
small  in  amount ;  and  this  ought  not  to  be  held  wholly  lost  to  the  com- 
munity ;  it  has  stimulated  useful  industry  in  part,  and  the  residue  may 
have  gone  to  the  unproductive  classes — ^men  of  letters,  attorneys,  en- 
gineers, surveyors,  and  advertisement  collectors. 

So  far  retrospection  is  consolatory.  But  enough  has  been  done  to 
show  the  mischief  and  obstnictiveness  of  the  existing  system.  In  the 
first  place  it  is  a  waste  of  strength  and  pecuniary  means,  A  gigantic 
work  is  in  hand — the  substitution  of  iron  for  stone  roads — requiring  an 
union  of  capital,  scientific  skill,  practical  sense,  and  trustworthiness ; 
and  the  work  has  been  left  to  be  brought  forward  in  a  shape  that  does 
not  afford  a  single  guarantee  that  any  of  these  needful  elements  will  be 
secured.  The  resmts  have  been  such  as  might  have  been  anticipated. 
In  place  of  an  object  of  national  utility  being  forwarded,  one  entirely  de- 
ceptive and  fraudulent  was  substituted,  and  became  uppermost.  The 
end  aimed  at  was  not  to  construct  lines,  but  to  amass  fortunes  by  un- 
scrupulous means ;  not  to  mend  the  highways  and  j by-ways  of  the  King- 
dom, but  rapidly  to  reap  illicit  gains. 

Had  a  plan  been  formed  for  defrauding  the  community  by  an  issue  of 
base  coin,  or  for  destroying  the  credit  of  the  Bank  of  England  by  sow- 
ing the  streets  with  forged  bank  notes,  as  was  once  suggested,  it  would 
have  been  almost  as  respectable  as  many  of  the  expedients  resorted  to. 
The  original  contrivers  of  these  nefarious  devices  are  not  exclusively  to 
blame.  Provisional  directors  had  doubtless  mainly  in  view  exorbitant 
premiums  on  reserved  shares,  or  deposits  obtained  on  false  pretences,  to 
be  shared  among  themselves,  or  wastefully  and  irresponsibly  expended  ; 
while  allottees  and  scripholders  were  equally  reckless  as  to  the  business 
character  of  their  transactions.  All  they  minded  was  to  obtain  a 
marketable  commodity ;  it  might  be  genuine  or  counterfeit,  they  cared 
not ;  they  had  bought  or  procured,  and  they  must  sell,  and  the  "  devil 
take  the  hindmost" — that  is  the  last  holder  when  the  gilt  was  worn  off, 
or  the  bubble  burst.  Between  the  two  the  chief  difference  is,  that  one 
was  the  knowing  fabricator,  and  the  other,  not  unfrequently,  the 
knowing  utterer  of  the  fraudulent  representative  of  value. 

Unprincipled  and  inconsistent  with  mercantile  integrity  as  all  this  has 
been,  it  constituted  in  the  past  year  a  large  poHion  of  the  railway  work 
executed.  Of  the  extent  to  Which  it  was  carried  on,  we  have  now  au- 
thentic data  for  estimating.  Tests  have  been  applied — the  just  separated 
from  the  unjust — the  real  from  the  delusive  or  impracticable,  and  the 
results  are  before  the  world. 

On  the  17th  of  November  the  number  of  railway  projects  in  the 
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market,  and  that  bad  been  provisionally  registered,  amounted  to  1263. 
Of  this  number  775,  many  of  them  at  the  last  gasp,  managed  to  reach 
the  Board  of  Trade  on  the  30th  following,  and  lodge  their  plans.  Tins 
was  the  first  trial  of  stamina ;  at  the  next,  which  was  a  short  and  easy 
ptssage  to  the  Priyate  Bill  Office,  57  dropped  off,  leaving  718 
oat  of  the  1203  that  had  started,  and  which  only  six  weeks  previously 
were  flaring  away  with  traffic  tables,  and  big  promises  in  prospectus 
and  newspaper  advertisements  at  the  rate  of  fifty  guineas  a  column. 
How  many  will  wend  their  way  through  ulterior  stages  of  trial  we 
know  not.  Appalling  is  the  route  before  them.  Simultaneously  with 
the  rest  at  the  Private  Bill  Office,  notices  must  be  served  to  every  land- 
owner and  occupier,  parish  clerk  in  England,  and  schoolmaster  in 
Scotland,  on  the  projected  line,  and  for  every  notice  served  a  solicitor's 
fee  of  1/.  paid,  exclusive  of  enormous  fees  to  Speaker  and  clerks,  before 
reaching  the  more  trying  ordeal  of  the  Exchequer,  or  the  last  dead  lift 
of  ten  per  cent,  deposit  to  qualify  for  appearance  before  the  collective 
wisdom  of  the  nation.  Perhaps  not  more  than  200  or  300  will  survive 
these  trials.  The  progress  will  have  been  as  destructive  as  Napoleon's 
Russian  campaign,  and  what  from  defections,  exhaustion  and  death  by 
the  way,  not  above  one-sixth  of  the  entire  host  that  recently  flaunted 
in  the  pride  of  victory  will  reach  the  threshold  of  the  Legislature,  in  fit 
eondition  to  open  the  parliamentary  campaign,  and  sustain  the  first 
passage  of  arms  with  the  Standing  Orders  Committee. 

Most  assuredly  the  practice  is  bad  in  which  for  one  skilful  delivery 
there  are  five  blundering  miscarriages.     It  is,  as  already  urged,  a  waste 
of  strength  and  means.     It  has  other  adjuncts  still  more  reprehensible. 
We  make  no  pretensions  to  fastidiousness.      People  ought  to  be  at 
Hberty  to  spend   their  own  money  as  they  think  best — to  gamble 
with  it  if  they  like — make  ducks  and  drakes  with  it  if  they  blease ;  but 
the  Legislature  ought  not  to  encourage  immorality.     Gambling  in  the 
fonds  by  time  bargains  has  been  always  held  pernicious,  and  is  pro- 
hibited by  statute ;  only  last  session  an  Act  was  passed  to  restrain  games 
and  wagers,  and  the  executive  government  has  been  waging  bitter  war 
against  hazard,  roulette,  and  dice  in  the  metropolis.     But  the  demoral- 
ization from  these  sources  is  insignificant  compared  with   those   that 
have  sprung  up  in  another  direction.     Four-fifths  of  the  late  railway 
excitement  has  been  gambling — ^gambling,  too,  of  a  dishonest  kind ;  and 
the  nomerons  stock  markets  that  have  sprung  up  in  the  provincial  towns 
have,  Uke  the  parent  establishment  in  Capel  Court,  been  perverted  to  the 
fostering  of  a  profligate  appetite  for  gain,  infinitely  more  detrimental  to  the 
national  habits  and  character  than  all  the  pandemoniums  of  the  kingdom. 
Much  of  this  mischief,  it  is  likely,  will  be  corrected  by  experience  of  its 
own  entailed  consequences.     The  numerous  transactions  in  shares  have 
been  carried  on,  in  ignorance  or  defiance  of  an  Act  of  Parliament  respect- 
ing whose  provisions  it  is  probable  the  Court  of  Queen's  Bench  or  Ex- 
chequer will,  ere  long,  read  a  practical  lesson,  that  to  many  will  be  both 
new  and  salutary.     By  provisional  registration,  a  Joint^Stock  Company  is 
onlyaathorized  to  advertise  its  scheme,  and  allot  shares ;  but  such  shares 
do  not  become  transferable  till  after  complete  registration  or  an  Act  of 
Parliament  has  been  obtained.     They  are  without  value  in  exchange,  and 
can  no  more  be  the  subject  of  sale  than  the  water  we  drink,  or  the  atmo- 
sphere we  breathe.    Precisely  such  was  the  position  of  a  large  proportion 
VOL.  in.  I 
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of  the  1200  companies  afloat  in  tbe  autumn.  They  might  adrertise  and 
receive  deposits,  but  to  the  depositors  in  return  they  had  no  power  to  issue 
anything  possessing  the  least  intrinsic  or  saleable  worth.  Applicants  for 
shares  might  bind  themselyes  onerously  to  the  provisional  committees, 
without,  in  return,  receiving  any  negotiable  instrument  of  more  trans- 
ferable value  than  a  brass  sovereign  or  a  flash  note  of  the  Bank  of  Ele- 
gance. It  follows  that  all  the  gambling  traffic  in  the  bubble  projects  that 
has  raged  in  allotment  letters,  bankers'  receipts,  and  scrip,  has  been  in 
documents  without  legal  validity,  in  which  there  could  be  no  contract 
of  sale  that  bound  either  seller  or  buyer  further  than  they  pleased. 

Such  reckless  dealings  in  moonshine  may  not  be  repeated  to  a  similar 
extent,  but  men  will  continue  to  buy  what  they  can  sell  with  immediate 
profit,  leaving  the  last  purchaser  to  find  out  the  worthlessness  of  tbe 
article.  Public  gullibility  is  without  stint,  and  the  same  baits  have  been 
and  will  continue  to  be  swallowed  to  the  end  of  time.  Provisional  re- 
gistration affords  no  adequate  protection,  since  it  may  be  done  by  any 
party  at  a  cost  not  exceeding  that  of  an  ordinary  newspaper  advertise- 
ment, and  by  which  they  become  empowered  to  fabricate  and  issue  a 
fraudulent  currency,  that  the  unthinking  traffic  and  gamble  in  as  vo- 
raciously as  if  genuine.  It  is  an  abuse  incumbent  on  &e  Legislature  to 
check,  and  which  might  be  done  by  making  complete  registration,  in 
lieu  of  provisional  registration,  the  imperative  preliminary  condidon  to 
the  public  announcement  of  a  joint-stock  undertaking.  A  subscription 
to  the  amount  of  one-fourth  of  tlie  proposed  capital  by  registered  share- 
holders would  thus  be  secured,  and  some  honk  fide  security  afforded 
both  of  the  respectability  apd  resources  of  the  promoters. 

In  this  way  the  field  of  speculation  would  be  kept  open  for  solid  and 
legitimate  undertakings,  that  have  hitherto  been  absolutely  overwhelmed 
and  crowded  out  of  the  market  by  the  delusive  projects  of  a  noisy  and 
unscrupulous  throng  of  adventurers.  It  is  what  Uie  country  urgently 
requires.  Comparatively  littla  has  been  done  to  carry  through  the  need- 
ful revolution  in  internal  communications.  Fifteen  years  have  elapsed 
since  the  Liverpool  and  Manchester  Railway  was  opened,  and  in  the  in- 
terim the  aggregate  length  of  the  railways  completed,  and  for  which 
Acts  of  Parliament  have  been  obtained,  is  less  than  6,000  miles.  At 
the  same  rate  of  progression  a  century  must  elapse  before  the  con- 
version from  rut  to  rail  can  be  completed.  Six  thousand-  miles  »  only 
one-fifth  the  length  of  the  turnpike  roads  in  England  and  Wales,  exclnsive 
of  a  quadruple  length  of  highways  and  parish  roads.  Hence  several 
hundreds  of  millions  will  have  to  be  subscribed  before  lines  have  been 
substituted  for  the  general  or  trunk  roads  of  the  kingdom ;  and  this  is 
not  likely  to  be  raised,  unless  inducements  and  securities  are  held  out  to 
men  of  capital,  character,  and  local  influence,  to  place  themselves  at  the 
head  of  the  movement. 

Herculoin  as  the  task  is  that  remains,  it  is  not  beyond  the  enterprise 
and  capabilities  of  the  community.  The  Jate  reaction  may  have  been 
salutary  in  clearing  the  atmosphere  of  the  t>nt>  fatuus  that  bewildered 
and  misdirected  the  speculator ;  it  affords  reason  for  caution,  bat  none 
for  relaxation  of  effort  or  permanent  depression.  What  has  been  done 
strongly  urges  to  perseverance.  The  greatest  railway  works  have  been 
profitable,  not  ruinous  or  losing  undertakings.  Returns  of  traffic  afford 
this  encouragement     Allowance  must  doubtless  be  made  for  the  in-^ 
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creaae  of  trade  atid  population,  for  the  opening  of  a  greater  portion  of 
the  line8»  with  the  addition  of  branches ;  but  it  is  gratifying  to  find  that 
erery  additional  mile  of  atailable  railway  secores  its  share  of  passengers, 
aod  that  the  a^n^ate  revenue  is  enormous,  and  yearly  augmenting.  In 
1841  the  income  of  twenty  leading  railways  was  2,050,326/. ;  in  1844 
it  had  reached  2,836,088/. ;  and  in  1845  it  was  hidf  a  million  more, 
siniely,  3,381,998/.  The  greatest  increase  in  1845,  compared  with 
1844,  was  in  the  Birmingham ;  then  in  the  Midland ;  thirdly,  in  the 
Soath  Eastern;  fourthly,  in  the  Eastern  Counties;  and  lastly,  in  the 
Sooth  Western. 

The  machinery  requires  amendment,  but  no  cause  exists  for  abate- 
ment in  heart  and  hope,  and  extremely  unwise  it  would  be  in  the 
Legislature  to  oppose  unnecessary  obstacles  to  the  expansion  of  the  rail« 
way  system.  Every  periodical  term  of  national  prosperity,  like  that 
experienced  during  the  last  four  years,  produces  its  surplus  of  capital 
aod  speculative  enterprise.  It  is  the  natural  harvest  of  an  antecedent 
period  of  privation  and  depression,  the  fruits  of  which,  as  the  results  of 
oar  own  industry  and  efforts,  ought  to  be  fixed  and  realized  in  British 
objects.  For  the  safe  and  remunerative  employment  of  all  our  cumn- 
lative  means  there  is  ample  scope  in  energetically  carrying  out  the  cur- 
rent improvement  in  travelling  and  transport,  not  only  in  the  British 
islands,  but  in  the  East  Indies,  and  in  our  West  Indian  and  American 
poswssions.  In  this  way  would  the  compactness,  unity,  strength,  and 
general  civilisation  of  the  empire  be  incalculably  augmented.  But  to 
narrow  these  outlets  by  leeislative  discouragement,  by  unduly  checking 
the  specalative  ardour  of  the  country,  and  driving  capital  from  home  to 
continental  or  other  foreign  investments,  would  be  directly  obstructive 
to  the  nation  in  its  peaceful  career  of  power  and  true  greatness.  Par- 
Hament  in  the  present  session,  we  are  convinced,  will  act  on  no  such 
mistaken  and  anti-British  policy,  but  while  it  seeks  to  direct,  will 
be  careful  not  to  check  railway  enterprise.  It  will  be  seduced  into  no 
ltt9ty  restrictive  enactment  by  recent  extravagancies,  many  of  which 
either  have,  or  speedily  will,  incur  adequate  punishment  by  the  infamy 
of  public  exposure,  or  the  just  visitation  of  despised  laws.  Apart  from 
this  there  is  little  further  need  of  legislative  interference.  That  which 
is  most  requisite  is  fair  play  and  a  clear  stage,  that  the  avenues  of 
adrenture  be  kept  open  to  bon4  fide  and  C9mpetent  undertakings,  to 
the  exclusion  of  the  abortive  and  fraudulent. 

There  are,  however,  other  questions  that  urgently  call  for  authorita- 
tire  determination,  and  the  decision  of  which  seems  preliminary  to  fur- 
ther progress.  The  atmospheric  principle  is  one.  Ought  the  pressure 
of  air  or  the  pressure  of  steam  to  be  preferred  as  a  propulsive  force  ? 
Ten  patents  have  been  taken  out  for  the  mechanical  application  of  this 
inrenuon,  and  their  competitive  claims  ought,  with  all  possible  celerity, 
to  be  conclusively  ascertained. 

Next  calling  for  judgment  is  the  broad  and  narrow  gauge.  Upon 
this  issue  the  Government  has  not  been  wholly  inert,  as  a  com- 
mianon  of  mathematicians  has  been  appointed  to  try  and  determine. 
But  it  seems  as  much  a  question  of  statistics  as  of  science ;  involving 
conaderations  of  traffic  and  expense  of  construction^  as  well  as  speed, 
nfety,  mechanical  strength,  and  locomotive  force.  A  uniform  stand- 
ud  of  width  it  is  important  to  fix,  especially  on  the  trunk  lines,  for  the 
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sake  of  the  liiteiw:ommuiiication  of  ttmilarly  constructed  carriages ;  bnt 
this  uniformity  might  occasionally  be  an  obstacle  to  the  formation  of 
branch  railroads.  Except  that  the  resistance  of  the  air,  owbg  to  the 
greater  area  of  resisting  surface  presented  by  the  carrisges,  mechanical 
advantages  seem  on  the  side  of  the  broad  gauge.  It  more  safely  admits 
a  higher  rate  of  speed — ^is  less  undulatory  and  more  coxnfortable 
in  travelling — admits  of  more  capacious  carriages,  and  a  more  powerful 
engine :  altogether  it  affords  scope  for  a  more  potent  mechanical  appan^ 
tus.  But  then  it  has  serious  drawbacks  in  matters  of  outlav.  Every- 
thing connected  with  it  almost  must  be  done  on  a  larger  scale,  and  at  a 
ffreater  cost.  It  covers  more  acres  of  land — ^requires  larger  tunnels. 
Bridges,  viaducts,  and  more  expensive  cuttings  and  embankments.  This 
difference  of  expense  a  poor  district  of  little  traffic  might  be  unable 
to  bear,  and  if  the  broad  gauge  were  made  imperative,  it  might,  rather 
than  incur  it,  decline  the  benefits  of  railway  communication. 

Another  view  of  this  question  it  is  material  to  consider.  Granting 
the  broad  gauge  affords  the  most  powerful  machinery,  it  may  be  a 
superfluous  power — a  power  exceeding  even  the  ordinary  wants  of 
trunk  lines.  It  has  not  been  satisfactorily  shown  that  the  narrow  gauge, 
at  a  less  cost  of  construction,  is  deficient  in  locomotive  capabilities.  If 
the  lesser  cost  will  suffice — yield  all  needful  accommodation  and  secu- 
rity—it would  obviously  be  pecuniary  waste  to  incur  the  greater. 
Excessive  and  needless  outlay,  far  exceeding  that  of  anv  other  nation,  is 
admitted  to  have  been  a  cardinal  error — though  on  the  safe  side — of 
English  engineering.  The  narrow  gauee  was  adopted  by  Mr.  Oeoige 
Stephenson,  in  the  construction  of  the  Liverpool  and  Manchester,  and 
his  example,  with  only  two  exceptions,  has  been  followed  in  every 
subsequent  line.  Throughout  the  British  Islands  and  the  United  States  of 
Amenca,  on  the  continent  of  Europe,  fiftv-six  inches  and  a  half  is 
the  uniform  width  of  railways,  vrith  the  sole  exceptions  of  the  Great 
Western,  which  is  eighty-four  inches,  and  another  railway,  that  is  aeven- 
ty-two  inches.  It  was  Mr.  Brunei's  deviation  from  the  Stephenson 
standard,  that  has  originated  the  question  of  the  gauges,  and  so  compe- 
tent an  engineer  may  have  doubtless  had,  apart  from  mere  novelty, 
adequate  reasons  for  his  defection,  either  present  or  prospective. 

Mr.  Herapath  has  taken  up  the  question  of  the  gauges,  and  discussed 
it  with  his  usual  ability,  but  somewhat  with  his  usual  onesidedness.  It 
is  quite  true  that  railways  must  be  looked  upon  ^*  as  inventions  for  the 
benefit  of  commerce,"  but  not  exclusively  so.  It  is  also  true  that,  ^'  if  two 
schemes  are  contrived  to  do  the  same  thing,  that  one  which  does  it  with 
the  less  expenditure  of  money,  is  the  one  to  be  preferred,  provided  all 
other  things  are  alike,"  Now  it  is  the  last  proviso  that  makes  all  the 
difference  in  the  relative  merits  of  the  broad  and  narrow  ffauge.  All  other 
things  are  not  alike  between  them.  Viewed  commercially^  the  results  of 
the  experimental  trials  appear  to  be  in  favour  of  the  narrow  gauge,  and 
this  may  be  sufficient  to  determine  the  preference  of  companies  under- 
taking to  construct  and  work  railways ;  but  it  does  not  embnioe  the 
whole  inquiry,  and  it  is  not  sufficient  to  determine  the  Legislature  in  fix- 
ing a  general  rule  for  their  construction. 

First,  it  is  not  merely  the  return  of  profit  that  b  to  be  taken  into  the 
account,  but  the  relative  safety  to  passengers  afforded  by  the  competing 
gauges.     In  this  respect  the  broad  gauge  has  the  advantage.    Neiwer  ia- 
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it  tlie  immediate  profit  to  the  shareholders  that  is  to  he  solely  looked  to, 
bat  which  gauge  is  most  suited  to  the  future  as  well  as  the  present 
VBots  of  the  puhlic.  Even  on  trunk  lines  the  narrow  gauge  may  he 
powerful  enough  and  safe  enough  for  the  existing  traffic  of  the  country, 
Imt  what  may  it  he  twenty  or  ten  years  hence,  when  the  commerce 
ind  population  of  the^countiy  are,  as  in  all  likelihood  they  will  he,  enor- 
mously augmented  ? 

These  are  considerations  which  Mr.  Herapath  appears  not  to  have 
iododed  in  the  elements  of  his  analysis.  But  they  cannot  he  overlooked 
in  the  forthcoming  report  of  the  commission,  nor  hy  parliament,  which 
is  bound  not  only  to  look  to  the  commerciai  returns  of  the  hroad  and 
narrow  gauge,  hut  the  guarantees  they  respectively  afford  against  acci- 
dents,  and  adequacy  to  meet  the  prohable  needs  hereafter  of  the 
eommunity. 

Curves,  gradients,  and  a  rate  of  speed,  are  now  thought  practicahle, 
that  were  never  dreamt  of  fifteen  years  past ;  and  for  all  these  the  eighty- 
four  inch  width  may  be  most  safe  and  fit.  These  points,  however, 
we  shall  leave  to  he  determined  hy  the  report  of  the  scientific  commis- 
aon,  only  remarking  that,  with  the  mass  of  new  railway  bills  impending, 
it  urgently  calls  for  despatch  and  speedy  settlement. 

Hardly  less  so  are  the  relative  merits  of  the  direct  and  devious  line.  Engi- 
neering difficulties,  public  accommodation,  time,  safety,  economy  of  work- 
ing, immediate  returns,  and  comfort  of  travelling,  form  the  chief  elements 
of  ndlway  contrivance.  The  leading  object  is  to  connect  places  either 
by  the  shortest  distance,  as  a  bird  flies,  or  hy  one  more  deflect,  as  a 
river  flows.  But  the  shortest  communication  may  not  he  the  host,  either 
bj  water  or  rail.  A  river  may  be  valuable  in  proportion  to  its 
length — the  number  of  populous  towns  and  cities  it  flows  by — the  ex- 
tent of  country  it  drains — and  its  navigable  facilities.  With  these  the 
nilway  mainly  corresponds.  It  is  an  agricultural,  mining,  commercial, 
mannfiusturing,  and  transport  machine,  and  the  greater  in  number  and 
magnitude  the  interests  of  this  description  embraced  in  its  course, 
the  more  comprehennve  and  valuable  are  the  public  utilities  of  its 
eoBStmction.  The  question  has  been  mis-stated,  and  misunderstood.  It 
is  not  the  shortest,  hut  the  most  productive  line  that  is  eligible;  that 
which  with  the  smallest  outlay  commands  the  largest  traffic. 

Upon  such  elements  ought  legislative  preferences  to  turn  in  deciding 
competitive  claims  in  the  current  parliamentary  session.  Of  these  the 
London  and  York  seems  likely  to  be  the  hardest  battled.  Simply  as 
reipects  the  two  capitals,  the  nearest  possible  approximation  to  the 
eodesiftstica]  cut,  as  the  crow  flies,  from  steeple  to  steeple,  might  be 
best,  hut  not  in  reference  to  aggregate  and  intervening  interests.  As 
respects  the  first  only,  a  line  through  the  atmosphere  would  aflfbrd  the 
aptest  accommodation,  but,  if  practicable,  it  would  not  pay  for  want  of 
feeders.  With  some  truth  Mr.  Hudson  has  said  that  railways  should 
be  measured  hy  time  not  distance,  and  a  long  line  through  a  level  coun- 
try may  he  sooner  traversed  than  a  shorter  through  a  more  obstructive 
wality.  But  time  forms  only  one  item  to  he  brought  into  the  account. 
The  two  interests  involved  for  a  committee  to  consider,  are  those 
of  the  public  and  those  of  the  shareholders.  Unless  a  line  be  remune- 
TitiTe  it  cannot  be  worked,  and  ought  not  to  be  made.  A  direct 
bne  to  Leeds  from  London,  leaving  out  Sheffield  on  the  left  hand,  and 
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Doncaster  on  the  right,  might  be  most  conyenient  to  the  Leeds  people, 
as  saving  time  and  distance,  but  might  not  be  the  most  economiou  to 
them.  For  want  of  the  traffic  of  these  outside  towns,  either  higher 
fares  must  be  charged,  or  less  dividends  on  capital  realized.  The  line 
most  conducive  to  general  or  public  convenience  has  been  already  indi- 
cated, by  showing  that  the  route  is  to  be  preferred  which  runs  through 
the  greatest  mass  of  population,  productive  industry,  and  capital. 

Apart,  however,  from  both  the  interests  of  shareholders  and  the  inter- 
ests of  the  community,  is  another  and  antecedent  interest,  that  ought  not 
to  be  wholly  overlooked  in  railway  legislation.  It  was  at  first  loud  and 
obstructive,  but  has  become  quiescent,  either  from  prospective  benefit  nor 
the  hopelessness  of  resistance.  But  all  have  not  been  bought  over,  or 
reconciled,  and  a  numerous  class  exists  to  whom  every  new  line  is  a 
new  evil,  and  the  longer  it  is  the  greater  the  distress  it  iufiicts.  Every 
railroad  disturbs  property  and  possessions,  and  endangers  a  mass  of  pre- 
existing revenue  from  turnpike  tolls,  posting  and  road-houses,  stage- 
coach and  carrier  traffic.  To  all  these  the  railway  is  detrimentral,  and 
to  some  ruinous.  As  a  fair  corollary,  parliament  is  bound  to  let  loose 
no  more  of  the  iron  deluge  than  is  conducive  to  public  improvement ; 
not  to  sanction  two  lines  if  one  will  suffice,  or  suffer  an  established  line, 
against  which  exists  no  impeachment  for  bad  management  or  exorbitant 
profits,  to  bo  bearded  by  a  competitive  one,  without  need  or  valid  pre- 
texts of  general  utility. 


RUSSIAN  RAILWAYS. 

At  the  moment  when  the  Emperor  Nicholas  (the  celerity  of  Whose 
movements  is  already  super- imperial)  presents  himself  unexpectedly  al 
Milan,  in  the  disguise  of  an  Austrian  Colonel,  and,  having  reviewed  the 
garrison  there,  embarks  at  Genoa  with  the  Empress,  purposing  to  repose 
the  imperial  organs  of  vision  for  a  few  days  at  Palermo,— the  journals 
of  St.  Petersburg  promulgate,  with  all  due  form,  the  imperial  intentions 
and  projects  on  the  subject  of  internal  communication  in  Russia,  by  the 
now  commonplace  means  of  a  few  railways.  Certainly  there  is  a 
fair  field  for  the  railu^ay  engineer  in  Russia,  for  roads  in  those  extensive 
and  ea^xtnsive  dommionB  are  scarce  enough,  ^^  goodness  knows,  Mr.  Cau- 
dle," to  make  the  construction  of  anything  in  that  way  very  desirable  : 
indeed,  the  only  road  in  the  empire  is  that  from  the  capital  to  Moscow ; 
all  others  so  called  are  mere  tracks  across  the  steppes,  and  not  made  roads; 
and,  be  it  remembered,  that  even  the  one  to  Moscow  was  only  half  fi- 
nished so  late  as  the  period  of  the  present  emperor  s  accession — previously 
to  this  it  was  a  row  of  logs  of  wood  of  all  shapes  and  sizes.  Scenery  in 
Russia  there  is  none,  nor  anything  else  between  the  different  towns 
which  can  at  all  interest  even  the  most  sensitively  inauisitive,  or  self- 
improving  traveller,  or  excite  in  his  mind  a  moments  uneasiness  at 
his  going  so  fast  that  he  has  no  time  to  look  about  him.  ^^  What  to  ob- 
serve "  in  Russia,  from  the  windows  of  a  berline,  it  would  be  difficult  to 
say.  Neither  are  there  any  postmasters,  coachmasters,  innkeepers  or 
turnpike  trusts,  whose  ruin  the  traveller  might  be  tempted  to  regret.   No, 
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the  much  of  ImproYement  goes  on  in  Russia  without  the  thorns  that 
poets  will  have  it  are  attached  to  erery  rose.  In  England  it.  was  ''  Two 
pur  oat,"  and  out  thej  came,  perfect,  mounted,  and  before  you  could  say 
''Jack  Robinson"  they  were  put  to,  and,  *'all  right,"  you  were  bowling 
down  the  Portsmouth  road  twelve  miles  an  hour. 

**  We  shall  ne'er  see  the  like  again.** 

Aad  it's  all  for  the  best,  of  course,  and  yet  those  four  posters  did  go  the 
pace,  the  boys  were  so  smart  in  their  tops,  the  landlord  did  look  so 
proud,  and  the  brats  in  the  high  street  so  merry;  however,  that  occupa^ 
Uon  8  gone,  and  ours  is  to  record  the  speed  of  locomotives,  not  to  lament 
tliat  of  coaches,  and  yet  we  should  consider  ourselves  degenerate  if  our 
lieuts  did  not  warm  at  the  bare  recollection  of  these  bygones.  Who 
caa  fwget  the  Age  leaving  the  Castle  yard  at  Brighton  ?  And  shall  we 
forget  the  good-natured,  shining-faced  coachman  that  drove  us  from 
Bsgby  or  Oxford,  the  box  seat,  and  leave  to  finger  the  ribbons?  or 
vhen 

'*  Deprived  of  aleep  by  some  annoying  matter. 
It  has  been  music  to  our  ear» — delight  1 
When,  breaking  through  the  silence  of  the  night. 
We  heard  the  bugle-call— the  patter-clatter 
Of  the  quick  hones*  feet — the  rattle-clash 
Of  bars — ^the  short  pull-up— slap-start — Ah  dash 
Our  wig,  but  we  do  miss  all  this— much — very.*** 

Bat  an  Orloff,  a  DaschkofT,  or  a  PetropofT  has  nothing  of  this  kind  to  sen- 
timentalize over,  nor  would  he  have  had  if  Russia  had  gone  five  hundred 
years  longer  without  a  rail, — so  let  them  improve,  ^there  is  room  for  it,) 
and  lay  down  their  permanent  ways  as  soon  as  possible. 

**  Chice  upon  a  time,  about  fifteen  years  ago,'  Nicholas  heard  of  rail- 
roads, and  of  course  wished  for  and  determined  to  have  one.  Happily  for 
him  a  Chevalier  von  Qerstner  was  then  travelling  in  Russia  and  explor- 
ing ber  mines,  and  having  just  made  a  line  for  the  Emperor  of  Austria, 
the  Autocrat  granted  him  an  audience,  and  graciously  commissioned  him 
to  form  a  company,  and  make  one  for  him.  The  line  chosen  was  from 
St  Petersburg  to  Zarskoe-Selo  and  Pawlowsk,  a  distance  of  eighteen 
miles  and  a  quarter,  and  the  shares  having  been  rapidly  subscribed  for, 
tbe  Chevalier  chose  his  gauge  of  six  feet,  ordered  his  first  locomotive  of 
Mr.  Stephenson,  and  commenced  his  road.  This  was  in  1836^  and  on 
the  21st  of  March  of  that  year  the  imperial  grant  for  this  line  was  ob- 
taioed.  The  privileges  conceded  by  it  are  numerous :  the  company  pay 
DO  taxes  of  any  description ;  they  are  empowered  to  ^x  the  rate  of  their 
own  fares;  and  the  railway  remains  their  property  for  ever.  The  exe- 
cution of  the  line  was  regarded  as  if  undertaken  by  the  crown  itself, 
crown  lands  were  given  gratis,  every  one  was  obliged  to  make  way ; 
even  the  military  department  retired  before  the  rails,  for  the  artil- 
lery and  rocket  manufactory  were  obliged  to  take  ground  to  the  rear. 
Indeed  difficulties  of  every  description  disappeared  before  the  favoured 
company,  save  only  those  connected  with  the  obtiuning  of  their  material  and 
machinery,  and  setting  them  across  the  morass  in  which  tlie  Venice  of 
the  North  was  planted  by  the  humane  and  clear-sighted  Peter  the  Great. 

*  **  My  Doff  Brace,**  a  Poem,  by  the  Rev.  KaUmus  Currens.  London,  Mortimer, 
Adelaide  Slieet. 
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The  whole  line  is  a  causeway,  ten  feet  and  a  half  above  the  level  of  the 
groand,  or  fourteen  from  the  bottom  of  the  side  ditches.  The  first  por- 
tion, four  miles,  was  opened  on  the  3rd  November,  1836. 

This  was  on  a  small  scale ;  the  next  and  more  recent  project  is  to  join 
Moscow  to  St.  Petersburg,  a  distance  of  448  miles.  And  now,  accord- 
ing to  the  Russian  journals,  a  line  is  to  be  undertaken  from  the  capital 
to  Odessa,  a  distance  of  980  miles,  the  trmns  upon  which  will  perform 
the  journey  in  forty  hours.  In  its  enthusiastic  admiration  of  this  scheme, 
the  journal  intrusted  with  the  announcement  holds  it  forth  as  the  hmgeti 
line  in  the  world  I 

We  are,  therefore,  to  suppose  that  the  transatlantic  lines  hold  no 
place  in  the  Sclavonian  notions  of  the  world ;  they  may  have  been  heard 
of  in  St.  Petersburg,  or  they  may  not.  The  accumulated  length  of  the 
lines  made  by  the  small  States  in  Central  Europe,  of  course,  is  not 
worth  thinking  of  on  this  occasion.  ^^  This  immense  railway,"  says  the 
Petropolitan  newspaper,  **  will  traverse  three  climates."  The  traveller 
will  leave  St.  Petersburg  in  a  marrow-piercing  cold,  and  in  less  than  two 
days  after,  behold  he  ynli  be  revelling  in  the  refreshing  diet  of  water- 
melons and  figs  in  Odessa,  to  say  nothing  of  the  unrefreshing  dust. 
Charming!  Moreover,  the  Imperial  Gazette  entertains  not  a  doubt, 
that  a  branch  to  the  sea  of  Azof,  with  prolongations  to  India  and  the 
Chinese  Wall,  will  be  constructed  shortly  afterwards. 

We  arc,  indeed,  zealous  partisans  in  the  railway  cause — but,  sanguine 
as  we  are,  we  cannot  share  the  illusory  anticipations  of  our  Russian  con- 
temporary. To  reach  Ispahan,  the  province,  of  Daghistan  must  be 
crossed,  and  Schamil  will  scarcely  vouchsafe  a  milder  reception  to  Russian 
rails  than  he  has  bestowed  upon  Russian  arms ;  the  Autocrat  has  3'et 
much  to  do  before  he  can  be  supposed  really  to  meditate  the  exe- 
cution of  such  a  line.  It  is,  however,  Russo-Imperial  to  talk  about  it ; 
or  anything  else  that  can  tend  to  keep  up  in  Russian  minds  the  old  no- 
tion that  ^^  Qod  and  the  Emperor  know  all  things."  The  idea  indicates 
the  tendency  of  Russian  policy  to  amalgamate  with  the  eastern  nations, 
rather  than  run  the  risk  of  contracting  the  taint  of  progression  and 
liberalism  that  now  pervades  Europe.  The  construction  of  nulways  is 
indeed  intimately  connected  with  the  internal  condition  of  the  varions 
countries,  that  either  have  already  adopted  them,  more  or  less,  or  in- 
evitably must  do  so,  sooner  or  later,  or  retrograde  in  proportion  and  re- 
main for  ever  blanks  in  the  map — not  of  countries,  but  of  civilisation. 
Let  us  contemplate  the  map  of  Europe ;  the  lines  traced  over  it  exhibit 
the  policy  which  rules  the  different  states.  In  England  great  and  import- 
ant lines  diverge  from  London,  while  in  Ireland  we  find  only  a  few,  of 
no  comparative  consequence ;  one  country  is  rich  and  flourishing,  the 
other  poor  and  abandonedf  In  France,  lines  spring  principally  from  the 
capital ; — Auvergne  and  La  Marche  are  not  yet  thought  of; — ^that  only 
denotes  a  sterile  and  mountainous  country,  unfortunate  by  nature,  there- 
fore neglected  by  Government. 

On  the  other  hand,  the  lines  nearly  completed  towards  Belgium  and 
the  British  Channel,  exhibit  the  important  relations,  commercial  and 
other,  now  developing  themselves  between  France  and  her  neighbours 
in  that  direction.  In  Germany,  the  determination  to  unite  the  Baltic 
and  the  Adriatic  is  evinced  by  the  direction,  north  and  south,  generally 
adopted ;  which  circumstance  also  exhibits  a  didnclination  on  the  port 


BDSSUIf  HAILWAirS.  12X 

of  the  Oennanic  Oovernments  to  unite  more  freel j  with  France ;  imd 
piobftblj  accountK  for  the  fact  that  few  lines,  in  comparison,  ran  east 
and  west.  The  Dutch  lines  do  not  yet  join  the  Belgian ;  they  seek  an 
onion  with  Germany,  and  ayoid  Belgium — evidence  that  a  coldness  still 
exists  hetween  these  two  countries,  once  united  under  the  same  sceptre,  and 
bnt  recently  separated.  By  the  promptitude  with  which  the  link  hetweeu 
Kiel  and  Altona  has  heen  finished,  we  may  estimate  the  anxiety  of  the 
Bsmsh  Govemment  to  raise  the  prosperity  of  Denmark  on  the  ruins  of 
that  of  Lubeck.  In  the  scheme  on  the  coast  of  Sweden  we  trace  the 
watchful  care  of  Oscar  to  free  his  commerce  from  the  heavy  tolls  levied 
in  the  passage  of  the  Sound.  Even  countries  which  are  subject  to,  or 
dependent  upon,  others  manifest  their  sympathies  in  this  manner. 

The  Emperor  of  Austria  proposes  to  the  Hungarian  Diet  to  vote  a 
•am  of  money  for  the  purpose  of  constructing  a  railroad  from  Pesth  to 
Trieste. — ^'^  A  railroad  ?*  "Good,"  say  the  Magnates,  "but  we  prefer 
it  from  Pesth  to  Fiume — we  prefer  the  interest  of  a  Hungarian  port ; 
Trieste  is  not  in  Hungary."  Here  is  a  specimen  of  independence  ill  dis^ 
gnised — ^here  is  the  leaven  of  the  conscionsness  of  ancient  nationality ! 
Poland,  too— the  betrayed,  conquered,  and  cruelly  oppressed  Poland — 
exhibits  her  sympathies  by  the  line  she  traces  for  her  first  railroad,  her 
first  essay  to  steal  a  ray  from  the  sun  of  modem  ages — the  great  all- 
influentiai  invention — to  illumine  the  gloom  of  her  sufferings.  The 
Bank  of  Warsaw  has  cleverly  seduced  the  Autocrat  into  giving  an 
ukase  to  authorize  the  construction  of  a  railroad  towards  Austria-** 
from  Warsaw  to  Cracow ;  to  that  ancient  capital  of  Poland  which  re- 
cals  to  the  minds  of  the  children  of  that  devoted  country  the  memory  of 
all  its  splendour,  and  which  yet  preserves  traces  of  the  liberty  and  na- 
tionality 80  completely  suppressed  in  every  other  part  of  it. 

But  this  is  an  exception,  and,  we  fear,  will  prove  a  solitary  one ;  and,  ar- 
guing from  other  data  in  Russia,  weaugur  ill  of  the  intentions  of  the  Govern* 
ment  from  its  Chinese  tendencies  and  absurd  absolutism.  Had  the  A  utocrat 
decided  upon  having  a  line  to  the  Prussian  frontier,  instead  of  making  the 
'* Im^nt  line  in  the  world"  it  would  have  been  saying, "  I  will  keep  pace 
with  the  progress  of  Europe,  I  will  grant  to  my  people  a  free  communication 
with  foreign  countries,  and  afterwards,  by  well  considered  and  carefully 
developed  ameliorations  of  my  hitherto  exclusive  policy,  I  shall  bestow 
upon  them  the  rights  and  liberties  enjoyed  by  the  civilized  nations  of  Eu- 
rope." But  to  construct  lines  only  in  the  interior  of  his  own  empire,  is 
declaring  to  all  Europe :  "  I  dread  your  contact  for  my  simple-minded 
Muscovites ;  the  atmosphere  even  of  Prussia  is  too  much  tainted  with  libe- 
ndism  not  to  make  it  dangerous.  I  want  railways,  but  it  is  for  my  own  pri- 
vate convenience,  for  the  transport  of  my  troops ;  especially  to  have  the 
gnuifying  power  of  appearing  at  any  moigent,  anywhere,  at  the  head  of 
my  four-and-twenty  regiments  of  guards.  How  happily  that  will  con- 
done my  power  of  scattering  dismay  in  style  I  One  visit  will  keep  any 
of  my  provinces  in  hopeless  dread  of  the  next;  but  no  tampering  with 
Europeans ;  in  the  event  of  a  war,  I  should  beat  them,  but  at  the  price 
of  opening  the  eyes,  and  therefore  corrupting  the  hearts,  of  my  devoted 
Muscovites." 

After  all,  the  road  is  not  made  to  Moscow  yet,  though  its  completion 
is  held  out  to  public  expectation  as  an  event  of  IS^T^  to  commemorate 
the  foundation  of  the  town  in  1147;  and,  as  the  Emperor  likes  to 
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keep  the  good  things  to  himself,  and  means  to  make  and  maintain  his 
own  railways,  it  is  just  possible  he  may  blister  the  imperial  digits  in  tin- 
kering a  looomotiye.  Anything,  howeyer,  rather  than  concede  too  many 
grants  to  Companies.  Nicholas  is  not  to  be  cangfat  napping  yet ;  from  a 
general  meeting  of  shareholders  there  is  but  a  step  to  a  House  of  Com- 
mons. Companies  would  be  the  cheapest  plan,  but  what  of  eeonomy 
to  the  Autocrat  ?  Has  he  not  the  inexhaustible  Russo-Asiatic  mines 
of  the  Ural  and  Altai  mountains  ?  No  doubt  he  has ;  nor  any  doubt 
that  they  are  inexhaustible,  for  Mr.  Murchison,  the  court  geologist  of 
Russia,  says  so :  but  there  is  a  Russian  writer  who  is  of  opinion  that 
these  resources  are  amply  drawn  upon,  though  he  proves  them  equal  to 
those  of  the  two  Americas ;  and  he  estimates  at  their  full  value  the  un- 
profitable drain  upon  them  of  the  Circassian  war,  and  the  expenave 
watch  that  is  kept  upon  hapless  Poland's  every  glance. 

That  the  two  colossal  railways  we  spoke  of  at  the  commencement 
of  this  portion  of  our  article  will  be  rapidly  executed,  we  have  some 
doubts.  Despotic  Governments  often  have  both  the  power  and  the  will 
to  do  things  on  a  grand  scale — the  Mahmudie  Canal  is  a  horrible  illus- 
tration of  this  truth  :  and,  as  &r  as  labour  is  concerned,  the  Emperor 
can  command  that  (comparatively  without  cost)  to  any  extent;  but 
Russia,  though  flat,  particularly  in  the  parts  of  it  which  these  lines  will 
traverse,  is  not  without  certain,  though  not  insuperable,  difficulties  for 
engineers,  and  there  are  large  tracts  of  very  bad  and  wet  soil — indeed, 
a  great  portion  can  hardly  be  said  to  be  much  better  than  morass. 

As  to  the  traffic  between  Moscow  and  St.  Petersburg,  it  must  be  very 
considerable,  for,  independently  of  there  being  a  capital  at  each  end, 
there  are  between  them  the  stirring  towns  of  Novogorod,  Torjok,  Tver, 
and  Klin.  One  great  feature  must,  however,  always  impede  the  success 
of  railways  in  Russia — the  non-existence  of  third-class  passengers,  as  well 
as  the  small  proportion  of  second-class.  Out  of  her  fifty-nine  millions 
of  inhabitants  (male  and  female)  forty-five  millions  are  serfs,  who  can- 
not leave  the  estate  to  which  they  belong ;  and,  being  slaves,  their  ko- 
pecks are  as  few  as  their  pleasures.  Again,  putting  aside  four  millions 
for  Poland,  two  millions  for  tlie  Caucasian  provinces,  one  million  and  a 
half  for  Finland,  and  two  millions  for  the  military  colonies,  we  are  left 
with  ti0o  milliont  and  a  half  o£  artisans,  shopkeepers,  merchants,  priests, 
and  nobility  to  form  the  passenger  traffic  for  the  longest  line  in  the 
world.  Why  the  South-Eastem  Railway  carries  1,300,000  passengers 
annually,  rather  more  than  half  the  whole  travelling  population  of 
Russia.  As  a  ])olitical  engine,  a  railway  may  be  a  most  useful  thing 
for  the  Russian  Government  in  conveying  the  troops,  either  to  awe  the 
more  liberal  and  uneasy  population  of  Moscow,  to  fill  up  the  breaches 
made  in  the  ranks  of  the  army  by  the  brave  Highlanders  of- the  Cau- 
casus, or  to  occupy  Constantinople  when  the  Gulf  of  Finland  has  suc- 
ceeded in  its  persevering  attempts  to  overwhelm  St  Petersbui^,  or  it 
shall  please  Nicholas  to  exchange  his  summer  house  in  the  Crimea^  for 
one  overlooking  the  Golden  Horn. 

The  passenger  traffic  on  the  line  between  St.  Petersburg  and  Odessa 
must  be  less  than  that  between  St.  Petersburg  and  Moscow ;  but  the 
goods  traffic  on  the  portion  of  it  between  Kief  and  Odessa  ought  to  be 
rery  large,  for  all  the  com  brought  to  the  latter  town  from  the  Polish  pro- 
Tinces  ^r  exportation  will  be  conveyed  upon  it ;  at  present  it  requires 
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we  hundred  tboasand  oxen  to  transport  two  hundred  and  fifty  thousand 
qouters  of  grain  over  the  same  ground.  Should  such  a  contingency 
occur  as  the  completion  of  the  line  from  Kief  to  Odessa,  and  the 
com  laws  be,  as  probably  they  will,  much  modified,  or  repealed — the 
efiect  upon  the  price  of  diat  commodity  in  Odessa,  and  consequently  in 
Eo^and,  wiJl  be  a  considerable  reduction— unless  the  Emperor  should 
fee)  an  unexpected  pleasure  in  putting  on  an  export  duty  at  i!t^  free  port. 
We  think  we  faare  said  enough  to  convince  speculators,  perhaps  not 
m  hard  a  task  as  it  might  have  been  a  few  months  ago,  that  they  owe  a 
debt  of  gratitude  to  the  Emperor  of  all  the  Russias,  for  his  kind  con- 
adenition  in  not  raising  his  railway  wind  in  this  enterprising  island. 
We,  however,  wish  him  every  success ;  and  if  he  will  permit  his  forty* 
iie  millions  of  serfs  to  run  about  the  steppes  at  their  own  discretion, 
and  thereby  bring  a  passenger  trafiic  on  his  lines,  we  think  he  may  have 
tome  chance  of  realizing — a  9maU  dividend. 


LIST  OF  LINES  ABANDONED  FOR  THE  PRESENT. 

Ths  following  is  the  most  accurate  list  which  we  have  been  enabled  to 
obtain,  of  Companies  which  failed  to  deposit  their  plans  on  the  3l8t  of 
December,  1845,  and  are,  therefore,  not  prepared  to  proceed  in  the 
present  session : — 

Abergavenny  and  Monmouth. 

Abewas  and  Ashby-de-lsr-Zouch. 

Alton,  Famham,  and  South  Western. 

Aigyle. 

Aimftgh,  Westport,  and  Oastlebar. 

Athlone  and  Sligo. 

Atmospheric. 

Atod  and  Severn  Valley. 

Aylesbury  and  Coventry  Direct. 

Ayr  and  Berwick. 

Ayr  and  Portpatrick. 

mllycastle,  Dervock,  and  Ballymony. 

Biltinglass  Junction. 

Bam^ey  and  Midland  Junction. 

Ba^  Bristol,  and  Gloucester. 

Btth  and  Poole  Direct. 

Bath,  Salisbury,  and  Southampton. 

Bath,  Wells,  Glastonbury,  and  Taun- 
ton. 

Barton-on-Humber  and  Brigg  Jimc- 
tion. 

Basingstoke  and  Brideewater. 

Basingstoke  and  Brighton. 

Bedford  and  Cambridge. 

Bedford,  Exeter,  and  South  Continua- 
tion. 

Bedford,  Hitchin,  Hertford,  and  Ware. 

Bedford,  8t  Neots,  and  St.  Ives. 


Bedfordshire,  Hertfordshire,  and 
Essex  Junction. 

Belfast,  Armagh,  and  Sligo. 

Belfast  and  Enniskillen. 

Birkenhead,  Birmingham,  and  Brigh- 
ton Union. 

Birkenhead  and  Preston. 

Birmingham  and  Aberystwith. 

Birmingham  and  Boston  Direct. 

Birmingham  and  Carlisle,  Leeds  and 
Manchester. 

Birmingham  and  Gloucester,  and 
Stour  Valley. 

Birmingham,  Hull,  and  Lincoln. 

Birmingham,  Leicester,  and  Spalding 
Union. 

Birmingham  and  Lichfield. 

Birmingham  and  Lichfield,  or  South 
Extension. 

Birmingham,  Lichfield,  and  Uttoxeter. 

Birmingham.  Nottingham,  Gainsbo- 
rough, and  Hull. 

Birmingham,  Merthyr  Tydvil,  and 
Aberystwith. 

Birmingham,  Newton,  and  Aberyst- 
with. 

Birmingham,  Peterborough,  and  Nor- 
wich. 
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Birmingliam  and  Redditch. 

Birmingham,  Bedditch,  and  Studley. 

Birmingham  and  Southampton,  Brigh- 
ton and  Dover. 

Birmingham  and  Southampton. 

Birmingham  and  Warwick. 

Birmingham,  Warwick,  and  Leam- 
ington. 

Birmingham  and  West  Bromwich. 

Birmingham,  West  Bromwich,  Wed- 
nesbury  and  Walsall. 

Birmingham  and  Worcester  Direct 

Black  wall  Extension  to  Gravesend. 

Blythe  and  Tyne  Junction. 

Bodmin,  TaTistock,  and  Exeter. 

Bognor,  LondoiL  and  Brighton. 

Boston,  Grantham,  Leicester,  and 
Midland  Counties. 

Boston  and  Great  Grimsby  Coast 

Boston  and  Holyhead. 

Boston  and  Wamfleet 

Bradford,  Manchester,  and  Liyerpool 

Direct 
.  Bradford  and  Thirsk. 

Brentford,  Uxbridge,  and  Watford. 

Bridgewater,  Frome,  and  Central 
Somerset. 

Bridgewater  Navigation  and  Railway. 

Bridport  and  Exeter,  or  South  Coast 
Junction. 

Brighton  and  Cheltenham  Direct 

Brighton  Junction. 

Brighton,  Lewes,  Tunbridg&-well8, 
wavesend,  and  Eastern  Counties 
Junction. 

Brighton,  Lewes,  Tunbridg^-wells, 
and  Dover. 

Brighton,  Tunbridge-wells,  Dover, 
and  East  Kent 

Bristol,  Bath,  Bridgewater,  and  Grand 
Junction. 

Bristol,  Bath,  and  Brighton. 

Bristol,  Bath,  and  Poole. 

Bristol  and  Bristol  Channel. 

Bristol,  Clevedon,  Tiverton,  and  Yeo- 
vil Branches. 

Bristol  and  Liverpool  Junction. 

Bristol,  Poole  Harbour,  and  Lyme 
Junction. 

Bristol  and  Southampton. 

Bristol  and  Southampton  Direct 

Bristol,  Wells,  and  Poole. 

Bristol  and  South  Wales. 

Bumham-dock  and  Bristol  and  Exe- 
ter Branch. 

Burnley,  Bradford,  Leeds,  and  York. 

Burton,  ,  and  Knottingly. 

Burton-upon-Trent  and  Liverpool 
Junction. 


Borton-upon-Trent,  Staffi)rd,  E9irew»* 
bury,  and  Newtown. 

Caledonian  Canal  and  Great  North- 
em. 

Cambridge  and  Colchester. 

Cambridge  and  Lincoln. 

Cambridge  and  Buiy  St  Bdmund^s 
and  Waveney  Valley. 

Cambridge,  Oxford,  and  Stour  Yallej. 

Canterbury  and  Dover. 

Carlow  and  Kilkenny  Junction. 

Carlisle  and  Berwick  Direct 

Carlisle  and  Berwick  Junction,  with 
branch  to  Hawick. 

Carrick-on-Suir,       Clonmel,        and 
Thurles. 

Cashel  and  Fermoy. 

Central  County  Kent 

Central  Metropolitan. 

Central  Staffordshire. 

Central  Suffolk. 

Central  Sussex. 

Central  Wilts  and  Hampshire. 

Chelmsford  Extension. 

Chelmsford,     Hertford,    and    Berk- 
hampstead. 

Cheltenham,    Brighton,     Folkstone, 
and  Dover. 

Cheltenham  and  Brighton  Junction. 

Cheltenham,  Gloucester,  Stroud,  and 
Southampton. 

Cheltenham  and  Great  Western. 

Cheltenham  and  Ipswich  Direct  and 
Independent 

Cheltenham  and  Malvern. 

Cheltenham,  Norwich,  and  Ipswich. 

Cheltenham,  Oxford,  and  Brighton. 

Cheltenham,  Oxford,  and  London. 

Cheshire  and  Shropshire  Junction. 

Chester,  Macclesfield,  and  Sheffield. 

Chester,  Stockport,  and  Manchester. 

Chester  and  Warrington. 

Chester,  Whitchurdi,   and   Shrews- 
bury. 

Chester  and  Wolverhampton. 

Chester  and  Wrexham. 

Chesterfield  and  Lincoln  Direct 

Chester,  Pargate,  and  Birkenhead. 

Chippenham,  Stroud,  and  Gloucester. 

City  and  Camden-town,    and    Bir- 
mingham Junction. 

City  of   London  Central  Terminus 

and  Trunk. 
City  of  London  Junction. 
Ci^  and  West  End    Railway  and 

Terrace  Company. 
City  and  Metropohtan  Junction. 
Clarence. 
Clevedon  and  Poole  Junction. 
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GkNunel  and  Feimoy. 

Cdchester  and  BiBhop^s  Stortford. 

Oidchester  Port  and  Nuneaton* 

Colefaester  and  Gambridge  Direct. 

Qo6kt*»  National 

Oork,  Cork  Harbour,  and  Crookhaven. 

Oork,  Fennoy,  and  Gove. 

Offk  Western  Junction. 

(kA,  Wbitechurchy  and  Liflmore. 

Coik,  Tralee,  and  Dingle. 

Oomwali  North  and  South  Coast. 

Oorentry,  Banbury,  and  Oxford 
Direct 

GoTentiy,  Bedlrorth,  and  Nuneaton. 

GoTentiy,  Leicester^  and  Spalding 
Union. 

CoTentiy  and  Worcester  Direct. 

Croydon  and  Epsom. 

Cumberland  Union. 

Diriington,  Hexham,  and  Hawick. 

I>trtmouth  and  Plymouth. 

Bawpool  and  Manchester  Docks  and 
BailwayGompany. 

Deal  and  DoTcr  Junction. 

Delabole  and  Rock. 

Derby  Ashbourne,  and  Burton  Direct. 

Bwby,  Mtnsfield,  East  Retford,  and 
Gainsborough. 

Deiby,  Uttoxeter,  and  Stafford. 

Deronport,  Bristol,  and  DoTer  Junc- 
tion. 

IKrect  Birmingham  and  Dudley. 

Direct  Birmingham  and  Leicester. 

Direct  Birmingham,  Leicester,  and 
Boston. 

Direct  Birmingham,  Oxford,  Read- 
ing, and  Brighton  Atmospheric. 

Direct  Boston,  Louth,  and  Great 
Grimsby. 

Direct  Brecon,  Abergavenny,  and 
Monmouth. 

Direct  Chatham,  Portsmouth,  and 
London. 

Direct  City  and  South  Union  Atmo- 
iphenc 

Direct  DoTer  and  Portsmouth. 

IKiect  Dublin,  Cork,  and  Bantry. 

Direct  Epsom  and  South  London 
Junction  Atmospheric. 

Direct  Essex  and  Berkshire. 

Direct  Exeter,  Plymouth,  and  Devon- 
port 

Dnect  Exeter,  Tiverton,  and  Mine- 


Direct  Gloucester,  Nottingham,  and 

Hull. 
Direct  Hull  and  London,  vilk  Boston. 
Didoot^    Hunraford,    Marlborough, 

Devixee,  and  Trowbridge. 


Direct  Independent  Kent,  SuXTey, 
and  Sussex  Union. 

Direct  Leicester  and  Newark. 

Direct  Lincoln,  Grantham,  and  Nor- 
thampton. 

Direct  Liverpool,  Lynn,  and  Great 
Yarmouth. 

Direct  London  and  Dungeness. 

Direct  London  and  Exeter,  Fahnouth 
and  Penzance. 

Direct  London  and  Gravesend. 

Direct  London  and  Hastings  Rail-* 
way.  Harbour,  Pier,  and  Dock. 

Direct  London  and  Hastings,  Surrey 
and  Sussex. 

Direct  London  and  Holyhead. 

Direct  London  and  Holyhead  and 
Port  Dynllaen. 

Direct  London  and  Liverpool. 

Direct  London  and  Milfordhaven. 

Direct  London  and  Neweastle-on- 
Tyne  Coal,  Coke,  and  Traffic  Com- 
pany. 

Direct  London,  Nottingham,  and 
Sheffield. 

Direct  London,  Shrewsbury,  and 
Port  Dynllaen. 

Direct  London  and  South  Weald  of 
Kent 

Direct  Macclesfield,  Bolton,  Black- 
bum,  &c. 

Direct  Macclesfield  and  Chester. 

Direct  Manchester  and  Bury. 

Direct  Manchester,  Leeds,  and  York. 

Direct  Manchester  and  Sheffield. 

Direct  Newcastle,  Edinburgh,  and 
Glasgow. 

Direct  Newcastle-upon-Tyne  and 
Durham. 

Direct  Great  North  of  England. 

Direct  Northern,  Eastern,  and  West- 
ern Junction. 

Direct  Northern  and  Midlands. 

Direct  Norwich. 

Direct  Nottingham  and  Birmingham 
Junction. 

Direct  Oxford  and  Exeter,  and  Cam- 
bridge and  Oxford  Extension. 

Direct  Oxford  and  London. 

Direct  Plymouth  and  Bideford. 

Direct  Sheffield  and  Macclesfield. 

Direct  Sheffield  and  York  and  Wake- 
field, Pontefiract  and  Goole  Junc- 
tion. 

Direct  Southampton,  Anglesey,  and 
Gosport 

Direct  West  End  and  Croydon. 

Direct  Western,  Exeter  and  Tiverton. 

Direct  West  of  England. 
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Difl8,  BeccleB,  and  Yarmouth. 

Diss  and  Colchester  Junction. 

Doncaster,  Wakefield,  and  Bradford. 

Doncafiter,  Wakefield,  and  Leeds. 

Doncaster,  Worksop,  and  Mansfield. 

Dorset  and  Devon  Union. 

Dover  and  Bristol 

Dover,  Deal,  Sandwich,  and  Rams- 
gate. 

Dover,  Hastings,  and  Brighton. 

Dover,  Salisbury,  and  Yeovil  Junc- 
tion. 

Dublin  and  Armagh,  Ireland. 

Dublin,  Belfast,  and  Coleraine  Junc- 
tion Extension. 

Dudley  and  Binningham  Junction. 

Dudley,  Madeley,  Brosel^,  and  Iron- 
bridge. 

Dundalk  and  Enniskillen. 

Dundalk  and  Sligo. 

Dungeness  Breakwater,  and  Dungo- 
ness.  Bye,  and  South  Eastern 
Junction. 

Durham  and  Lancashire. 

East  Coast  of  Yorkshire. 

Eastern  Counties,  Blackwall,  Green- 
wich, and  Croydon. 

Eastern  Counties  Extension  and  Gam- 
bridge  and  Worcester. 

Eastern  Counties  Junction  and 
Southend. 

Eastern  Counties  and  Trent  Valley 
Junction. 

Eastern  and  Northern  Counties  Junc- 
tion. 

Eastern  Coimties  Extension  (Ware 
to  Peterborough), 

East  Biding  Junction. 

East  and  nest  Cumberland  Junction. 

East  and  West  Suffolk. 

East  Yorkshire. 

Edinburgh,  Southampton,  Manches- 
ter, and  Carlisle. 

Ely  and  Wisbeach  Direct 

Enniskillen,  Strabane,  Londonderry, 
and  Coleraine. 

Erewash  VaUey  Extension,  Rochdale, 
and  East  Laincashire. 

Evesham  Valley. 

Exeter,  Tiverton,  and  Minehead. 

Fleetwood-on-Wyre  and  ditheroe. 

Fleetwood-on-Wyre  and  Northern 
Junction. 

Forest  of  Dean  and  Severn  Side. 

Frome,  Wells,  and  Bridgewater. 

Qainsborough,  Newark,  and  Notting- 
ham. 

Qainsborough,  Sheffield,  and  Chester- 
field. 


Qalway  and  Clifden. 

Oeneral  Post  Office  and  Gxeai  Metio- 
politan  Junction. 

General  Metn^litan  Tenniniu  and 
Extension. 

Glasgow  and  Monkland  Direct. 

Glasgow  and  Newcastle  Junction. 

Gloucester,  Bedford,  Cambridge,  and 
Ipswich. 

Gloucester  and  Leominster. 

Goole  and  Doncaster. 

Grand  Central  Union  and  Birming- 
ham. 

Grand  Junction,  Great  Westeno^  and 
South  Western  Junction. 

Grand  Junction  and  Midlands  Union. 

Grand  London  and  Dublin  Approxi- 
mation. 

Grand  North  Central. 

Grand  Union  Extension. 

Grantham,  Sleaford,  Ilomcaatle,  and 
Louth. 

Gravesend,  Tilbury,  and  Eastern 
Counties. 

Gravesend,  Strood,  Rochestei,  and 
Chatham. 

Gravesend,  Tunbridge-wells,  and 
Brighton. 

Great  British. 

Ditto  Extension. 

Great  Central. 

Great  County  of  DonegaL 

Great  Gwendraeth  Vale  and  Welch 
Junction. 

Great  Hibernian  Central  Junction. 

Great  Irish. 

Great  Irish  North  Junction. 

Great  Leeds  and  London  Direct. 

Great  London  and  Edinburgh  Direct 

Great  Manks. 

Great  Manchester,  Rugby,  and  South- 
ampton. 

Great  Metropolitan. 

Great  Metropolitan  Terminus. 

Great  North  Central  Trunk. 

Great  North-Eastem  and  South- 
western Connecting. 

Great  North  of  England  and  York- 
shire and  Glasgow  Unicm. 

Great  Northern  and  Southern  Con- 
necting. 

Great  Southern  and  Western  Exten- 
sion from  Templemore  to  Nenagh 
and  the  Shannon. 

Great  Southern  and  Western,  W^ater- 
ford  and  Limerick. 

Great  South  of  Ireland. 

Great  South  and  West  Extension. 
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Great  Waterfoid,  Kilkenny,  Long- 
ford, and  Sligo. 

Great  Welch  Central 

Great  Welch  Junction. 

Great  West  of  England. 

Great  Western,  Birmingham,  and 
(Stj  Extension. 

Great  Western  and  Ck)mwall  Jimo- 
tion. 

Great  Western  Extension. 

Great  Western,  Southampton,  and 
Eastern  Counties. 

Great  Western,  Uxbridge,and  Staines 
Junction. 

Greenwich  and  Blackwall  Extension 
to  Oravesend. 

Guernsey  RailiraT  and  Pier. 

Halifax  and  Hull  Direct. 

HaiTogate  and  Knajresborough. 

Harrogate,  Knaresborough,  and  York. 

Harrogate  and  Ripon  Junction. 

Harwich  and  Bristol  Direct,  and 
Eastern  Counties  and  Qreat  West* 
em  Junction. 

Harwich,  Colchester,  Hertford,  Ox- 
ford, Cirencester,  and  Bristol. 

Harwich  Dock,  and  Birmingham,  and 
Central  England. 

Hawick  and  CSirlisle,  or  North  British 
and  Caledonian  Junction. 

Harle. 

Hebdon-bridge  and  Eeighley  Junc- 
tion. 

Hereford  and  Gloucester. 

Hereford  and  Kidderminster. 

Hereford  and  Merthyr  Tydvil. 

Herefordshire,  Gloucestershire,  South 
Wales,  and  Worcester. 

Hereford,  Shrewsbury,  and  Stafford. 

Hereford  and  Tregnaron. 

Hereford,  Worcester,  and  Birming- 
ham Junction. 

Heme-bay,  Canterbury,  and  Dover. 

Heme-bay,  Canterbury,  and  Faver- 


Heme-bay,  Margate,  and  Ramsgate. 
Hertford   and  Ware,  Boyston,  and 

Cambridge. 
Holbeach  and  Peterborough. 
Homcastle  and  SpUsby.  ' 

Holdemess. 
Howden,   dough,   and    Cockersdale 

VaHey  Extension. 
Huddersfield,  Aahtonrunder-Lyne,  and 

Macclesfield. 
Huddersfield,  Halifax,  and  Bradford 

Union. 
Huddersfield,  Holmfirth,  and  Upper 

Abrigg. 


Huddersfield  and  LiverpooL 

Huddersfield  and  North  Union. 

Hull  and  Bamsley  Junction  Exten- 
sion to  Rotherham,  Sheffield,  Mar- 
ket Weighton,  and  Driffield. 

Hull,  Birmingham,  and  Swansea. 

Hull,  Doncaster,  and  London. 

Hull  and  Gloucester. 

Hull  and  Gainsborough. 

Hull,  Great  Grimsby,  Manchester, 
and  liyerpool. 

Hull,  Great  Grimsby,  and  Southamp- 
ton. 

Hull  and  Great  North  of  England. 

Hull  and  Holyhead  Direct. 

HuU  and  Newcastle-upon-Tyne  Di- 
rect Union. 

Hull,  Northampton,  and  Southamp- 
ton. 

Hull,  Sheffield,  and  Midland  Direct. 

Hull  and  York  Direct. 

Hungerford-bridge  and  Canterbury, 
Ramsgate,  &c. 

Huntingdon,  Isle  of  Ely,  &c. 

Il>8wich  and  Yarmouth  Coast. 

Ditto  Extension  to  Norwich. 

Ireland,  Fishguard  and  London  Di- 
rect • 

Irish  Central  and  Wicklow  Harbour 
Improrement. 

Irish  Great  Midland  Connecting. 

Irish  Great  Western  (Branch  to 
Tuam,  Castlebar,  and  Westport). 

Irish  North- Western. 

Irish  West  Coast. 

Irish  West  Midland,  Belfast,  and 
Eastern  Ports  Junction. 

Isle  of  Ely,  Wisbeach,  and  Lincoln- 
shire Junction. 

Ditto  Extension. 

Isle  of  Guernsey. 

Isle  of  Jersey. 

Isle  of  Man. 

Isle  of  Wi^t. 

Keighley,  Halifax,  and  Huddersfield. 

Kent  and  Essex  Union. 

Kentish 

Kentish  Coast. 

Kidderminster  and  Shrewsbury. 

Kilkenny  Junction, 

Kilrush  and  Belfast  Extension. 

Kilrush,  Kilkae,  Dublin,  and  Belfast 
Junction. 

Kingstown  and  Bray. 

Lancashire  and  North  Riding. 

Lancashire  and  Yorkshire  Junction. 

Lancaster  and  Newcastle  Direct 

Launceston  and  Rock. 

Lame  and  CarrickferguB. 
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Leamington  and  Cheltenham  Direct.  | 

Leeds  and  Bradford,  Lancaster  and 
Carlisle. 

Leeds  and  Carlisle. 

Leedsy  Fleetwood,  and  Liverpool. 

Leeds,  Hexham,  and  Newcastle. 

Leek  and  Mansfield. 

Leicester,  Ashby-de-la-Zouch,  Bor- 
ton-on-Trent,  and  Stafford. 

Leicester  and  Grantham. 

Leicester  and  Great  Grimsby. 

Leicester,  Huntingdon,  Cambridge, 
and  Harwich. 

Leicester,  Melton  Mowbraj,  and  Bos- 
ton. 

Leicester,  Melton  Mowbray,  and 
Spalding. 

Leicester  and  Tamworth. 

Leicester,  Tamworth,  Walsall,  Wol- 
Terhampton,  and  Shrewsbury. 

Leicester,  Tean  and  Dove  Valley,  and 
Stafford  Junction. 

Leicester  and  Warwick. 

Limerick  and  Belfast  Direct  Union. 

Limerick  and  Ennis. 

Limerick  and  Waterford. 

Limerick  Western. 

Lincoln,  East  Retford,  and  Sheffield. 

Lincoln  Extension,  and  Lincoln, 
York,  and  Leeds  Junction. 

Lincoln,  Homcastle,  Boston,  Spald- 
ing, and  Peterborough. 

Lincoln,  Homcastle,  Spilsby,  and 
Wainfieet-haven. 

Lincoln,  Hull,  and  York  Direct. 

Lincoln,  Hull,  Mansfield,  and  Holy- 
head. 

Lincoln,  Louth,  and  Great  Grimsby. 

Lincoln  and  Market-raisin. 

Lincoln  and  Northampton. 

Lincoln  and  Retford  Junction. 

Lincolnshire  and  Eastern  Counties. 

Lincoln  and  Wakefield. 

Lincolnshire  Junction. 

Lincoln,  York,  and  Leeds. 

Lincoln,  York,  and  Leeds  Direct  and 
Independent. 

Liskeard  and  Carradon. 

Lichfield,  Leicester,  Peterborough, 
and  Norwich. 

Lichfield,  Walsall,  and  Wolverhamp- 
ton. 

Liverpool  and  Birkenhead  Railway- 
bridge. 

Liverpool  and  Boston. 

Liverpool  and  Bristol. 

Liverpool,  Crosby,  and  Femby. 

Liverpool  and  Derby. 

Liverpool   and   Derby   Direct,  and 


Liverpool  and  Manchester  Grand 

Junction  and  Midland  Counties. 
Liverpool  and  Hull  Direct 
Liverpool,  Manchester,  and  Hull. 
Liverpool,  Manchester,  Bristol,  and 

South  Wales. 
Liverpool,   Manchester,   and   Great 

Grimsby. 
Liverpool,  North  Wales,  and  Dublin. 
Llanelley  Railway  Dock. 
London. 

London,  Bath,  and  Bridgewater. 
London,  Bath,  and  Bristol  Direct. 
London,  Buckinghamshire,  and  War- 
wickshire Central. 
London  and  Cambridge  Direct. 
London,  Carlisle,  and  Glasgow  Con- 
necting. 
London  and  Chatham,  and  Chatham 

and  Portsmouth. 
London,  Chatham,  and  North  Kent. 
London  and  Chichester,  via  Cotworth 

and  Midhurst. 
London,  Chichester,  and  Selsea  Direct 

Railway,  Harbour,  and  Dock. 
London  Circle. 
London  Concentral    Exchange  and 

Junction. 
Londonderry,     Ballyshannon,      and 

Sligo. 
Londonderry  and  Newtownlimavady. 
London,  Devizes,  and   Bridgewater 

Direct  Western. 
London  Docks,  St.  Katherine's  Docks, 

and  Eastern  Counties  Junction. 
London,  Dover,  Salisbury,  and  Yeovil 

Junction. 
London  and  Edinburgh  Direct. 
London  and  Epping. 
London  and  Falmouth  Direct. 
London,  Falmouth,  and  Penzance. 
London    and     Giavesend    (Tilbury 

Fort),  and  London  and  Hampton 

Court. 
London  and  Harrow-on-the-HiU  Di- 
rect. 
London,  Hastings,  and  St.  Leonardos 

Direct. 
London,  Hastings,  and  Rye  Harbour 

Direct. 
Londan,  Holyhead,  and  Port  Dyn- 

Uaen. 
London,  Jersey,  Guernsey,  andNorth- 

West  of  France  Junction  Railway 

and  Pier. 
London  Junction. 

London,  Leatherhead,  and  Dorking. 
London  and  Liverpool  Direct. 
London,  Liverpool,  Manchester,  and 


LINSa  ABANDONED  FOB  THB  PBESBNT. 


129 


Leeds,  TiiEastorn  Gountie  sBail- 
w»y. 

London  Main  Trunk  Bailw&ys  Junc- 
tion. 

London  and  Korihampion  Direct  At- 
mospheria 

London  and  NcttinghanL  and  Shef- 
field. 

London  and  Portamontli  (with  branch 
toFareham). 

London  and  Portsmouth  (with  branch 
to  Shoraham). 

London  and  Portamouth  Maritime 
Dock  Junction  Railwirr. 

London  and  Southend  Hailwayand 
Dock. 

Indon,  Staines,  Asco^  and  Reading 
Junction. 

London  Union. 

London  and  West  Herts. 

London,  Woolwich,  and  Gravesend. 

London  and  Tors  Extension  and 
Northern  Junction. 

Limdon  and  York  and  Homcastle 
Junctios. 

London  and  York,  Leeds  and  Doncas- 
ter  Junction. 

Louth  and  Qainsborough  Direct. 

Loweotoffe  and  Beedham. 

Ludlow,  Bridgenorth,  and  Wolyer- 
liMnptAWj  or  South  Staffordshire 
Oontmuation. 

I^e  Ksgia  and  Taunton  Railway, 
and  Lyme  B/^tpB  and  Harbour  Im- 
pforement. 

Lynn  and  Burr  &L  Bdmund^s  Direct. 

Lynn,  Suttonbridge,  and  Peter- 
borough. 

Lvim  and  Thetford. 

Macclesfield  and  Grand  Junction. 

Macclesfield  and  Lichfield  Continua- 
tion. 

Maodesfield,  Liyerpool,  and  Birken- 
head. 

Macclesfield  and  Rugby. 

Manchester,  Ashton,  and  North  Der- 
byshire. 

Manchester,  Bamsley,  and  Goole. 

Manchester  and  Birkenhead  Continu- 
ation, and  Mold,  Rhuabon,  and 
North  Wales. 

Manchester,  Birmingham,  and  South- 
amnton,  Direct. 

Manchester  and  Birmingham,  and 
Trent  Valley  Junction. 

Manchester  and  Bristol  Direct. 

Manchestei^  Burnley,  Settle,  and 
Oarlisle  Direct 

Manchester  and  Buxton  Extension. 

VOL.  III. 


Manchester  Canal  KaTigation  and 
Railway. 

Manchester  and  Carlisle  Junction. 

Manchester,  Chesterfield,  Gains- 
borough, and  Great  Giimsby 
Union. 

Manchester  District  Circle  and  Lan- 
cashire and  Cheshire  Junction. 

Manchester,  Durham,  and  Newcastle 
Direct. 

Manchester  Extension. 

Manchester,  Gloucester,  and  Bristol. 

Manchester,  Hebden-bridge,  and 
Keighley  Junction. 

Manchester,  Heywood,  and  Burnley. 

Manchester,  Huddersneld,  Bamsley 
and  Goole  Junction. 

Manchester  and  Lincoln  Direct 

Manchester,  Liverpool,  and  Great 
North  of  JBnglana  Union. 

Manche8ter,LiTerpool,  and  Newcastle 
Junction. 

Manchester  and  Macclesfield. 

Manchester,  Macclesfield,  andTam- 
worth  Direct 

Manchester  and  Milfordhaven. 

Manchester  and  Oldham  Atmo- 
spheric. 

Manchester,  Oldham^  and  Hudders- 
field  Junction. 

Manchester,  Oldham,  and  Leeds 
Direct. 

Manchester,  Penistone,  and  Hull 
Junction. 

Manchester,  Potteries,  and  London. 

Manchester  and  Rugby  Direct. 

Manchester  and  Shefiield. 

Manchester  and  Southampton  Ex- 
tension, and  Droitwich,  Dudley,  and 
Kent  Midland  Junction. 

Manchester  and  Wiffan. 

Market-Harbour,  Melton  Mowbray, 
Long  Eaton,  Newark  and  Grant- 
ham, or  the  Nottinghamshire,  Lin- 
colnshire, and  Northamptonshire 
Union. 

Matlock  and  Midland. 

Merthyr  and  Swansea. 

Merthyi^Tydvil  and  Hereford. 

Metropolitan  Central  Junction. 

Metropolitan  Railway  and  Lnprove- 
ment. 

Metropolitan  River  Junction. 

Metropolitan  South  Suburban  At- 
mospheric. 

Middlesex  and  Surrey  Grand  Junc- 
tion. 

Middlesex  and  Surrey  Junction. 

Middleton  and  Surrey  Union. 
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Midland  Counties  Coal-fielda  and 
Carriers'  Railway  Company. 

Midland  Counties  Extension. 

Midland  Counties  Junction. 

Midland  Counties  Grand  Junction* 

Midland  and  Great  North  of  England 
Junction. 

Midland,  Manchester  and  Southamp- 
ton, and  Warwick  and  Swindon. 

Midlands  Junction. 

Midland  and  South-Eastem  Counties 
Junction. 

Midland  and  South-Eastem  Counties 
Junction  (No.  2). 

Monmouthshire  (Newport  to  Nanty- 

Monmouth  and  Welsh  Midland  Junc- 
tion. 

Montgomeryshire  Mineral. 

Montgomeryshire  and  Shrewsbury 
Junction. 

Newark  and  Sheffield  Extension  to 
Sleaford  and  Grantham. 

New  Branch  to  Carendish  and  Clare. 

Newbury  and  South- Western  Junc- 
tion. 

Newcastle  and  Hawick. 

Newcastle  and  London  Coal. 

Newcastle,  Shotley  and  Weardale 
Junction. 

Newcastle-upon-Tyne  and  Hartlepool 
Junction. 

Newcastle-upon-Tyne  and  Hawick, 

Newcastle-upon-Tyne  and  Hawick, 
Edinburgh  and  Glasgow  Junction. 

Newcastle-upon-Tyne  and  Shotley 
Bridge. 

New  Chumet  Valley. 

New  London  and  Birmingham. 

Newport,  Builth,  Aberystwith,  and 
Gloucester  Junction. 

Newport  and  Merthyr. 

Newport  and  Merthyr-Tydvil. 

Newport,  Westport,  Castlebar,  and 
Kells. 

New  Ross  and  Carlow  Junction. 

New  Ross  and  Slade  Railway  and 
Harbour  Company. 

Newry  and  Castlebkney. 

Newry,  Ready,  and  Castleblaney 
Junction. 

Newry  and  Warrenpoint. 

New  Western  Railway  —  London, 
Bath,  and  Exeter  Direct  Line. 

Norfolk  Midlands  and  Western  Junc- 
tion. 

Northallerton  and  Carlisle  Junction. 

Northampton,  Bedford,  Colchester, 
and  Harwich. 


Northampton  and  Bradford. 

Northampton,  Daventry,  Leamington, 
and  Warwick. 

Northamptonshire,  Leicestershire, 
Nottinghamshire,  and  Lincolnshire 
Junction. 

North  Cornwall. 

North  Derbyshire  Union. 

North  Deyon  Extension. 

North-Eastem. 

North  and  East  Riding  Junction. 

Northern  and  Eastern  and  York. 

Northern  and  Southern  Junction. 

Northern  Trunk  Railway  of  Eng- 
land. 

North  Metropolitan  Junction. 

North  Middlesex  and  Grand  Metrch 
politan  Junction. 

North  of  England,  Midland  Counties, 
and  Southampton  Union,  Reading 
and  Southampton  Junction. 

North  and  South  London  Junction. 

North  and  South  Wales  Union. 

Northumberland. 

North  Union,  Trent  Valley,  and  Mid- 
land Counties  Junction,  and  Mac- 
clesfield, Warrington,  and  Lirer- 
pool  Direct. 

North  Walsham,  and  Yarmouth 
Junction. 

Norwich,  Bungar,  and  Halesworth. 

Norwich  and  .^eter,  Bedford,  and 
Andoyer  Junction. 

Norwich,  Nottingham,  and  Man- 
chester. 

Nottingham  and  Bedford. 

Nottingham  and  Birmingham. 

Nottingham,  Birmingham,  and  Co- 
ventry. 

Nottingham  and  Birmingham  Di- 
rect. 

Nottingham  and  Boston. 

Nottingham  and  Boston,  and  Grand 
Union  Junction. 

Nottingham  and  Erewash. 

Nottingham  and  Erewash  Valley, 
Ambergate,  and  Manchester. 

Nottingham,  Ambergate,  Goole,  and 
Howden  Junction. 

Nottingham  and  Grantham. 

Nottingham  and  Leicester. 

Nottingham  and  Mansfield. 

Nottingham,  Midlands,  and  Tean  and 
Dove  Valley  Union. 

Nottingham,  Vale  of  Belvoir,  and 
Grantham. 

Nottingham  and  Wolyerhampton 
Junction. 

Nuneaton  and  Ashby-de-l^Zouch. 
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Oldham,  StHelen'sy  and  Liverpool 

Junction. 
Ofwestiy  ftnd  Bangor. 
Oxford,   Hampton^   Burford,  Oilto- 

eester,   Maunesbuiy,    and    Bath 

Jhnct, 
Oxford  and  Birmingham  Junction. 
Oxford  and  Didcot. 
Oxford  Dinct 

Oxford  and  Dover  Junction. 
Oxford  and  Gloucester. 
Oxford,  Hungerfozd^  and  Salisbury 

Jukction. 
Oxford  and  Slough  Junction. 
Qxfwd,  Southampton,  and  Gosport 

£x  tendon. 
Oxford  and  Southampton  Junction. 
Oxford,  Swindon,  Devizes,  Salisbury, 

Oxfoid,  Windsor,  and  Reigate. 

Oxford,  Witney,  Cheltenham,  and 
Gloeester  Independent  Extension. 

Oxford  and  Worcester. 

Oxford  and  Worcester  Bztennon. 

Pkddington  and  St.  Alban's. 

Pitricroft,  Stockport,  and  Maccles- 
field Junction. 

Peterborough  and  'R»icVi«ghft.TT^«h<rft 
Jukction. 

Peterborough,  Huntingdon,  St.  Neots, 

Pilbrow's  Atmospheric. 

Pljinouih,  Bideford,  Statton,  and 
Mellock. 

PlmouUi  and  Central  Cornwall 
Junction. 

Pontop  and  South  Shields. 

Pontypool  and  Blaenavon. 

Po&fypool  and  Port-Llanxfiraith. 

Poole,  Teovil,  and  Channels  Junc- 
tion. 

Portarlinffton  and  Tullamore. 

Port  of  London  Commercial  Junc- 
tion. 

Port  of  Wisbeach,  Peterborough, 
Bbminghsm,  and  Midland  Coun- 
ties Umon. 

Portross  and  South  Shields. 

Portsmouth  Direct. 

Portsnumth,  Winchester.  Andover, 
and  Cheltenham  Junction. 

Preston  and  Leeds  Direct,  and 
Lancashire  and  Yorkshire  Junc- 
tion. 

Preston  and  Wigan. 

Ramsgate,  Margate,  Heme-bay, 
Ferersnam,  and  London. 

Beading  and  Reigate  Junction. 

Begent  Junction. 


Regent's  Canal  Railroad  or  Grand 
Metropolitan  Railway  and  River 
Junction. 

Regent's  Canal  Railway  and  Eastern 
Extensions. 

Rhondda  Yale  and  Neath  and  Taff 
Yales  Junction. 

Ribble  and  Humber  Junction. 

Rochdale,  Haywood,  and  Manchester. 

Rotherham,  Bawti^,  and  Gains- 
borough Junction. 

Rugby,  Asbby-d&-la-Zouch,  and  Bur- 
ton-upon-Tfirent. 

Rugby  and  Cambridge  Direct. 

Rugby  and  Cheltenham. 

Rugby,  Derby,  and  Manchester. 

Rugby,  Lichfield,  and  Stafford  Di- 
rect. 

Rugby.  Market  Harborough,  and 
(Stmoridge. 

Rugby,  Worcester,  and  Tring. 

Rutland,  Northampton,  and  Lincoln* 

Ryde  and  Yentnor. 

Rye  and  Tenterden. 

Saddlebrook,  Oldham,  and  Worsley 
Junction. 

St.  Alban*8. 

St.  Alban*B  and  Hatfield. 

St.  David*s  and  London  Direct. 

St.  Helen's  and  Runcorn  Gap, 

St.  Ive*8  Junction. 

St.  Ive*s  and  Wisbeach. 

Salisbury,  Blandford,  and  Dorchester 
Junction. 

Salisbury  and  Dorsetshire. 

Salisbury  and  Lymington  Junction 
Railway  and  Port  of  Lymington 
Improvement. 

Scarborough,  Whitby,  Stockton-on- 
Tees,  and  Newcastle  and  North 
Junction. 

Scottish  Western. 

Severn  Docks  Pier  and  Harbour  Rail- 
way. 

Severn  Yale. 

Severn  and  Wye. 

Sheemess,  Canterbury,  and  Dover. 

Shefiield,  Ashton-unaer-Lyne,  and 
Manchester. 

Sheffield,  Bamsley,  and  Wakefield. 

Sheffield,  Crewe,  and  Shrewsbury. 

Sheffield  and  Lincoln. 

Sheffield  and  Lincolnshire  Exten- 
sions. 

Sheffield,  Macclesfield,  and  Chester. 
Sheffield,  Midland,  and  Hull  Direct. 
Sheffield  and  Nottingham. 
Sheffield,   Shrewsbury,   and    South 
Wales. 

k2 
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Sheffield   and    South    Stftfibrdshire 
Direct. 

Sheffield,  Wakefield,  and  West  Mid- 
land. 

Sheffield,  West  Riding,  and  Midlands 
Junction. 

Shrewshuiy,  Chester,  and  Crewe. 

Shrewsbury,  Drayton,  and  Kewcastle- 
under-Lyne. 

Shrewsbury  and  Ghrand  Junction. 

Shrewsbury,      Herefordshire,      and 
North  Wales. 

Shrewsbury  and  Lichfield. 

Shrewsbury  and  North wich. 

Shrewsbury  Potteries  and  Sheffield. 

Shrewsbury  and  the  Potteries. 

Shrewsbury,  Sheffield,  and  Goole. 

Shrewsbury^  Staffordshire  Potteries, 
and  Sheffield. 

Shrewsbury  and  Trent  Valley  Union. 

Shrewsbury  and  Wolverhampton. 

Sligo,  Ballina,  and  Westport. 

Sligo,  Donegal,  Tyrone,  Londondenry, 
and  Belfast. 

Somersetshire. 

Southampton  and  Birmingham. 

Southampton   and    Qreat   Western 
Junction. 

Southampton  and  London  Direct. 

Southampton  and  Oxford. 

Southampton  and  Petersfield. 

Southampton,  Petersfield,  and  Lon- 
don Direct. 

Southampton  and  Falmouth  Coast. 

Southampton,  Portsmouth,  and  Lang- 
ston  Dock. 

Southampton,   Portsmouth,  Roches- 
ter, and  Chatham. 

Southampton  and  Salisbury  Junction. 

South  Coast  Junction. 

South  Durham. 

Southern  Counties  Union,  and  Bristol, 
Bath,  and  Dover  Direct. 

Southern  Grand  Junction  Railway 
and  Pier. 

Southern  Junction. 

Southern  and  South  Midland. 

South  Junction. 

South  Lancashire.  Birkenhead,  and 
Potteries  Junction. 

South  Lancashire  Union,  or  South- 
port,  Ormskirk,  and  St.  Helenas. 

South  London. 

South  London  Suburban. 

South  London  and  Windsor. 

South  Midland  Extension  to  Bedford 

and  Huntingdon. 
South  Midland  Continuation. 
South  Midland  and  North  Union. 


South  Midland,  or  Northampton, 
Leicester,  and  Syston. 

South  Midland,  or  Northampton  and 
Syston. 

South  and  Midlands  Junction,  and 
Bicester,  Swindon,  Marlborough, 
Devizes,  and  Salisbuxy. 

South  Midlands  and  Southampton 
Junction. 

South  and  North  Devon. 

Southport  and  Euxton. 

Southport  and  Euxton  Junction. 

South  Staffordshire  Junction. 

South  Thames  Junction. 

Southwark  and  South  Western  Junc- 
tion. 

South  Western  Junction  and  Exten- 
sion. 

South  Western  and  Midland  Counties 
Union. 

South  Western  and  Midland  and 
Eastern  Counties  Qrand  Union. 

Spalding  and  Fosdyke. 

Stafford  and  Chester,  or  Trent  Valley 
Extension. 

Stafford  and  Sheffield  Direci 

Staffordshire  Potteries. 

Staffordshire  Potteries  and  Liverpool 
and  Manchester  Direct. 

Stafford,  Uttoxeter,  and  Mansfield. 

Staines  and  Basingstoke,  and  Staines 
and  Reading. 

Staines  and  Famborough. 

Staines  and  Leatherhead. 

Staines  and  Newbury  Junction. 

Stamford  and  Leicester,  Market 
Harborough,  and  Northampton 
Junction. 

Stamford,  Market  Harborough,  and 
Rugby  Junction. 

Stamford  and  Spalding. 

Stanhope  and  Tyne. 

Stockport  and  Rugby. 

Stockton  and  Ihurlington,  Whitby 
and  Scarborough. 

Stockton  and  Hartlepool. 

Stockton  and  Leeds. 

Stockton,  Northallerton,  and  Leeds. 

Stockton,  Northallerton,  Thirsk,  and 
Leeds. 

Stockton-upon-Tees  Dock  and  Rail- 
way. 

Stockton  and  Whitby. 

Stourbridge,  Dudley,  and  Birming- 
ham. 
Stratford  and  Moreton. 
Stratford  and  Thames  Junction. 
Suburban  Metropolitan  Grand  Union 
Junction. 
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Sandeiknd,  Durham,  and  Auckland 
Union. 

Satton,  Bridgeport,  Stamford,  Leices- 
ter and  Birmingnam  and  Midlands 
Jnnetion. 

Swanaea,  Neath,  and  Merthyr. 

Timworth,  Walsall,  and  Wolver- 
hampton. 

Thames  Embankment  and  City. 

Thames  Haven. 

Thames,  Southend,  and  Northern  and 
£astem  Junction. 

Thames  Tunnel  and  Metropolitan 
Suburban. 

Thames  YaUej. 

Thingley  and  Stonehouae. 

Thorles  and  Nenagh  Extension. 

Torquay  and  Newton  Abbott. 

Totaess,  Buckfastleigh,  and  Ashbur- 
Um. 

Trent  Valley,  Chester,  and  Holyhead 
Continuation. 

Trent  Valley  Extension. 

Trent  Valley  Continuation  and  Holy- 
bead  Junction. 

Tring,  Cambridge,  and  Newmarket. 

Trinff  and  Beigate. 

Tromc  Union. 

Tullamore  and  Parsonstown. 

Tonbridge  Wells,  Brighton,  and 
Hasti^  Junction. 

Ulster  Extension. 

Ulster  Irish  Centralization. 

Ulverstone  and  Melnthorpe  Union. 

United  Kingdom  Consolidated. 

Uttoxeter,  Blythe  Valley,  and  Crewe. 

Wakefield  and  Bradford. 

Wakefield  and  Harrowgate  Junction. 

Wakefield,  Leeds,  Weatherby,  and 
Thirsk. 

Wakefield,  Ossett,  and  Dewsbury. 

Wakefield,  Pontrefact,  Bamsley,  and 
Goole. 

Wakefield,  Pontrefact,  Goole,  and 
Great  Grimsby  and  Gainsborough 
Extension. 

Warwick  and  Birmingham  Direct. 

Warwick,  Coventir,  and  Nottingham. 

Warwick  and  Cheltenham  Junction. 

Waterford,  Fermoy,  Cork,  and  Kil- 
lamey. 

Waterford  and  Tiamore,  (No.  2.) 

Waterford  and  Rumford. 

Waveney  Valley,  or  Thetford,  Bun- 
gay, and  Yarmouth. 

Welch  South  Midland. 

Welb  and  Dereham. 

Wells  and  Thetford  (changed  to 
Wells  and  Durham). 


Western  (Great),  Uxbridge,  and 
Staines  Junction. 

Western,  Midland,  and  Eastern 
Union. 

West  Highland  and  Firth  and  Clyde 
Valley  Junction. 

West  Lancashire  and  North  Union. 

West  London  Knightsbridge  Exten- 
sion. 

West  London  Thames  Extension. 

West  Metropolitan  and  Hungerford- 
market  Railway  Terminus. 

West  Midland. 

West  Midland,  Manchester  and 
Southampton. 

Westmoreland,  Cumberland,  and 
Lakes  District. 

West  of  England. 

West  of  England  Centrals  and  Chan- 
nels Junction. 

Weston-super-Mare  Pier  and  Rail- 
way. 

West  Riding  Junction. 

West  and  South  Lancashire  and 
North  Union. 

West  Yorkshire,  amalgamated  with 
the  Leeds  and  West  Riding  Junc- 
tion under  the  name  of  the  West 
Riding  Union. 

Wexford  and  Valentia  Great  Trunk. 

Whitby  and  Pickering. 

Wiley  Valley. 

Wilts,  Glocester,  and  Southampton. 

Wilts,  Somerset,  Great  Western,  and 
Glocester. 

Wilts,  Somerset,  and  Southampton. 

Windsor,  Ascot,  and  Famborough. 

Windsor,  Staines,  Brentford,  and 
London  Atmospheric. 

Windsor,  Staines,  Brentford,  and 
West  London. 

Windsor  and  Staines  Direct. 

Windsor,  Thames  Valley,  and  West 
London. 

Wisbeach  and  Huntingdon. 

Wishaw  and  Coltness. 

Wolverhampton,  Bilston,  and  Birm- 
ingham Direct. 

Wolverhampton,  Birmingham,  and 
Nottingham. 

Wolverhampton,  Chester,  and  Birk- 
enhead Junction. 

Wolverhampton,  Walsall,  and  Athei^ 
stone. 

Wolverhampton,  Walsall,  Peter- 
borough, Stamford,  and  Norwich. 

Wolverton,  Buckinghamshire,  and 
Basingstoke. 

Worcester  and  Chester. 
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WoxoesteTf  London,  Bugbj,  and  Ox* 

ford. 
WofoaBtor  and  Moihjr-l^dTil. 
Worcester,  Shrewsbury,  and  Crewe 

Union« 
Worcester      and      Wolyerbampton 

(Junction  with  the  Biimingl 

and  Qlooester). 
Tarmouth  and  ijeeds  Direct. 
York  and  Bradford. 


York  and  Oarlisle. 

York  and  East  Lancashire. 

York  and  Bdinburgh  DixtcL 

York  and  Hull  Direct. 

York  and  Hull  and  East  and  W^t 

Yorkshire  Junction. 
York  and  Kenyon. 
Yorkshire,  Derbyshire^  Staffordshire, 

and  Cheshire  Junction. 
Youghall,  Cork,  and  Port  Valentia. 


RAILWAY  MEETINGS. 

The  Wsbt  FLAirnaBS  Railways  Coxpaitt. 

Repobt  of  the  Directors  to  the  proprietors,  at  the  first  general  meeting,  held 
on  the  13th  January,  1846,  at  the  London  Tavern,  Bishopsgate  Street,  Lon- 
don:— 

^The  Directors,  at  this  their  first  general  meeting  of  the  Company,  are 
anxious  that  a  full  statement  of  their  proceedings  from  the  formation  of  the 
Sod^t^  Anonyme  to  the  present  time  snould  be  presented  to  the  proprietors. 
With  this  view  they  beg  to  place  before  them  such  additional  facts  find  in- 
fonnation  with  reference  to  the  prospects  of  these  railways  as  their  increased 
knowledge  of  the  country  and  its  resources  has  enabled  them  to  supply. 

^The  conyention,  with  the  cahwr  des  chargeSy  and  the  statutes  of  the 
society  (which  haye  been  translated  and  may  £e  obtained  at  the  ofiice,)  were 
all  perfected  before  the  formation  of  the  Company,  as  was  stated  in  the  pro- 
spectus. 

^  The  deposit  of  2/.  per  share  became  due  on  the  dOth  of  June,  1845,  and 
the  first  call  of  another  %L  on  the  23rd  of  September,  1845. 

"  It  is  most  satisfactory  to  the  Directors  to  be  able  to  state,  that  the  in- 
•tahnenta  called  up  haye  been  fully  paid,  with  the  exception  of  the  second 
instalment  on  fifty  shares,  which,  by  an  omission  of  the  holder,  were  not 
presented  until  within  the  last  few  days,  and  eleven  shares,  on  which  a 
question  has  arisen. 

«The  amount  of  the  money  reoeiyed  has  from  time  to  time  been  remitted 
to  Belgium  at  favourable  rates  of  exchange,  and  a  large  portion  of  auch 
money  is  invested  and  bearing  interest.  Tno  sum  of  1,000,000  francs,  being 
the  caution  money  originally  deposited,  remains  in  the  hands  of  the  Belgian 
Qovemment,  at  interest  at  3^  per  cent.  This  caution  money  will  be  returned 
to  the  Company  by  fifths  as  the  works  proceed.  The  Directors  have  obtained 
from  the  proper  authority  the  certificate  that  2,500,000  francs  have  been 
paid  up  by  the  Company  in  Belgium,  which  certificate,  in  pursuance  of  the 
terms  of  the  grant  and  law,  puts  in  force  the  full  powers  conceded  to  die 
Company.  The  accounts  annexed  show  at  the  disposal  of  the  Directors  a 
balance  amply  sufiicient  for  the  present  requirements  of  the  Company,  and 
such  as  will  render  the  consideration  of  a  mrther  call  at  present  luuieces- 
sary. 

'*  It  was  not  until  a  very  late  period  of  the  last  session  of  the  Belgian 
Chambers  that  the  grant  of  these  railways  was  sanctioned,  and  the  conces- 
sion was  given  under  circumstances  which  rendered  it  convenient  to  defer 
the  settlement  of  two  important  points,  which  had  reference  to  the  direction 
of  a  portion  of  the  lines,  until  a  luture  period. 
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''Hftnog  fiill  oonfidence  in  the  Goveniment  the  grantees  did  not  hesitate 
to  seoepi  tne  grant,  subject  to  this  arrangement. 

.T  ''In  one  case  it  was  left  for  the  Company  to  decide,  within  a  twelvemonth, 
whether  it  would  continue  the  line  from  Dixmude  to  Fumes,  or  not ;  in  the 
oUker  ease  the  Belgian  Government  was  to  determine  whether  the  road  from 
Thielt  was  to  be  carried  to  Aeltre, — a  town  on  the  Government  line  between 
Ghent  and  Bruges,— or  to  Deynze,  on  the  Govenunent  line  from  Ghent  to 
CwtrtnL 

''The  importance  of  settling  these  two  questions  commanded  the  early 
sttcntion  of  the  Directors;  and  it  is  but  justice  to  state,  that  thev experienced 
frooi  the  Belgian  G^ovemment  throughout  the  whole  of  the  subsequent  pro- 
ceedings the  same  candour  and  liberality  which  influenced  it  from  the  first 
Mgodation  for  the  grant. 

"In  August  last  the  Directors  proceeded  to  Bruges,  and  being  fully  con- 
vineed  of  the  superior  advantages  which  a  line  trom  Thielt  to  Deynze,  as 
ncommended  by  Mr.  Stephenson,  offered  over  that  to  Aeltre,  they  stated 
their  wishes  to  tne  Minister  of  Public  Works,  and  in  due  time,  as  soon  as  the 
oeeessary  forms  were  completed,  an  arrete  royal  was  granted,  authorizing 
the  eonstruction  of  the  line  in  that  direction. 

"At  a  subsequent  period,  after  having  duly  examined  the  country^  and 
conadered  ihe  question,  the  Directors  formally  declared  their  intention  of 
mskiag  the  line  of  railway  from  Dixmude  to  Fumes. 

''Another  question  of  very  serious  importance  occupied  the  attention  of 
the  Directors.  Mr.  Stephenson  had,  in  his  report  of  July  last,  strongly  re- 
commended that  a  branch  should  be  made  from  Bossuyt,  on  the  Scheldt,  to 
Coortrai,  on  the  Lys,  from  which  latter  point  the  West  Flanders  Railways 
lead  to  Poperinghe,  in  one  direction,  and  to  Bruges  in  the  other ;  in  fact, 
oommanding  the  whole  railway  communication  of  West  Flanders.  This  in- 
dnoed  the  Directors  to  visit  and  inspect  the  proposed  line,  to  collect  at  Bos- 
wjt,  Courtrai,  and  other  places,  statisti<»J  details,  and  to  ascertain  the  feel- 
ings and  wishes  of  the  inhabitants  of  the  different  towns  of  the  province. 
They  are  in  consequence  able  duly  to  appreciate  all  the  value  of  this  branch. 
.  "  At  present  the  great  bulk  of  the  coal,  lime,  and  building  stone  consumed 
in  West  Flanders  passes  up  the  Scheldt  by  Bossuyt,  and,  by  a  circuitous, 
uncertain  and  expensive  river  navigation  of  about  180  miles,  arrives  at  last 
St  Gottrtrai,  the  distance  of  which  town  by  land  ftom  Bossuyt  is  only  nine 
miles.  By  this  proposed  branch  this  circuitous  and  uncertain  communica- 
Uott  will  be  superseded  ;  and  not  only  will  the  coal,  lime,  &c.,  which  have 
heretofore  been  brought  by  water  to  Courtrai,  be  carried  bjr  railway,  but, 
owing  to  the  diminished  cost,  the  consumption  will  be  materially  increased. 

"  The  importance  of  this  branch  has  induced  the  Directors  to  press  unre- 
mittingly for  a  concession  to  the  Minister  of  Public  Works,  who  has  on  all 
oocuions  listened  to  them  with  the  most  encouraging  attention. 

"The  plans  having  been  duly  deposited,  the  Minister  lost  no  time  in  sub- 
mitting them  to  the  Oonseil  of  the  Fonts  et  Ohauss6es.  The  report  of  the 
OHueilhas  been  received,  and  the  following  extract  from  that  document  will 
■how  that  the  proposed  measure  has  their  entire  approval : — "  £n  resum6  le 
oonseil  est  unanimement  d'avis  qu'il  y  a  lieu  sous  les  reserves  et  modifica- 
tions oui  precedent  d'accueillir  favorablement  la  demando  de  concession 
dont  if  s'agit,  la  ligne  proj^tee  paraissant  r^unir  tons  les  caractbres  d'une 
haute  utilite  publique,  et  ne  pouvant  d'ailleurs  rendre  tons  les  services 
qa'on  est  en  droit  d'en*attendre  que  dans  le  cas  oil  elle  strait  reunie  comme 
embranchement  aux  lignes  d^jk  conc^dees."  The  law  for  the  concession  will 
be  brought  before  the  Chambers  in  February  next ;  in  the  mean  time  the 
inhabitants  of  West  Flanders  are  expressing  by  petitions  their  anxiety  that 
^  branch  should  be  made.  The  interests  of  the  coal-owners  at  Mons  are 
equally  enlisted  On  the  same  side,  so  that  it  is  not  unreasonable  to  entertain 
><^ong  expectations  that  this  grant  will  be  conceded  by  the  Chambers.  It 
will  materially  add  to  the  resources  of  the  West  Flanders  Bailways. 
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"  The  Directors  have  great  satis&ction  in  stating,  that  the  steps  necessary 
for  advancing  the  works  of  the  conceded  lines  have  been  unremittingly  at- 
tended to. 

^The  working  plans  hare  bten  prepared  aceording  to  the  instructions  of 
Mr.  Stephenson  ;  and  those  from  that  portion  of  the  railway  between  Bruges 
and  Thourout,  towards  Gourtrai.  have  been  approved.  The  land  on  this  sec- 
tion of  the  line  is  expropriatea ;  contracts  are  entered  into  for  the  works, 
which  are  of  a  remarkabl  v  light  character,  and  there  is  every  reason  to  sup- 
pose that  this  portion  will  be  opened  by  the  end  of  May  next.  Other  por- 
tions will  follow  from  time  to  time,  especially  in  the  direction  of  Gourtoai ; 
and  it  is  expected  that  the  line  will  be  completed  to  that  town  in  October 
next. 

^  The  traffic  upon  thirty  miles  of  railway  between  these  two  important 
towns,  Bruges  and  Oourtrai,  passixig  through  a  large  population,  and  con- 
nected at  each  extremity  with  the  State  lines,  and  from  Gourtrai  communi- 
cating with  France,  will  secure  a  large  return. 

"  Tae  Directors,  bv  a  circular  of  recent  date,  have  informed  the  proprietors 
that  one  of  their  body  has  consented  to  reside  in  Belgium  during  the  fonna- 
tion  of  these  lines,  in  order  to  press  them  forward  with  his  best  eneigies,  to 
control  the  exnenditure,  and  to  secure,  by  his  experience  and  knowledge,  the 
execution  of  tne  works  in  the  most  perfect  and  satisfactozy  manner ;  and 
they  have  now  the  pleasure  to  add,  that  such  appointment  has  received  Uie 
cordial  approbation  of  the  Minister  of  Public  Works. 

"  The  Works  near  Thourout,  which  have  been  let  to  contract,  are  taken  at 
very  satisfiictory  prices.  These  prices  have  enabled  the  Directors  to  test  the 
general  estimates,  and  to  examme  the  cost  of  the  rest  of  the  line,  on  the 
basis  of  this  experience  of  the  actual  offers  of  capable  contractors.  Applying 
these  prices  to  the  entire  work,  there  is  every  reason  for  believing  tnat  it 
will  be  completed  considerably  within  the  capital  originally  estimated.  The 
whole  distance  from  Bruges  to  Thourout  will  be  under  contract  during  the 
present  month. 

"  Contracts  have  been  entered  into  with  companies  of  the  first  character  in 
Belgium  for  supplyiujo;  fourteen  locomotive  engines  from  diawings  furnished 
by  Mr.  Stephenson ;  in  addition  to  these,  two  engines  are  to  be  supplied  by 
Mr.  Stephenson. 

"  The  Directors  are  enabled  to  confirm,  in  all  respects,  the  opinions  which 
they  have  put  forth  as  to  the  value  of  this  undertaking.  Thev  believe  that 
it  will  prove  a  sound  and  highly  remunerative  work,  and  that  it  will  bring  a 
return  at  a  period  much  eanier  than  is  usual  in  lines  of  a  similar  length? 


Dr. 
To  deposit  account 
To  Second  Instalment 
To  Third  Instalment  . 


CAPITAL  AOOOUKT. 

42,000  Shares  at  2/  per  share 

42,000      "      at  2;  per  share 

25      «      at  2/.  per  share 


.     84,000  0  0 

.    84,000  0  0 

50  0  0 

^168,000  0  0 


,    Cr. 

By  Amount  received  as  below 
By  Deposits  and  Call  not  yet  paid  :—> 
Deposit  on  5  shares  unpaia 
2nd  Instalment  on  99  do.    • 


167,842    0    0 


£10    0    0 
198    0    0 


908    0    0 
X168,060    0    0 
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009STBUOTIOV  ACCOUKT. 

Dr.  £      a,  cL 
To  Amovvt  of  Capital  beoeiyed  : — 
Deposit  of             2^.  per  share  on  41,995  shares  £83,990 
SdlnstalmcBt        2/.           "          41,901      «        83,802 
3d  Instalment        21.           *"                25      '<               50 

167,842    0  0 

To  Interest  received  on  Call  orerdue 30    6  10 

To  Ptofit  on  Exchange          ..*....  3,239  15  8 

£171,112    2  6 
€r. 

Bt  AxoirvT  OF  D18BVB8EXENT8  : —  * 
Caution  Money  deposited  with  the  Belgian  Oovemment, 

to  be  returned  by  Fifths  as  the  works  proceed      .        .  40,000    0  0 

Commission  to  the  Fondateurs 25,200    0  0 

Engineering  Account                .        .        .        .        .        .  2,026    7  3 

Land,  expropriation  Expenses  and  Works        .        .        .  9,779    0  7 

Management  in  Bruges 368    0  0 

Furniture,  Fixtures,  &c, 490    7  11 

Locomotive  Account, — amount  paid  on  Contracts  entered 

into 2,423    4  0 

Advertisement  Account 195  18  8 

Salaries 632    3  4 

Bent 49    8  9 

Sutioneiy,  Printing,  &c. 331  11  1 

General  charges, — ^for  Amount  paid  to  Government  En- 
gineer, Travelling  Expenses,  Postage,  &c.                    .  1,061  16  6 
Insurance  Account  ...                ....  45 

Interest  Account  on  account  of  First  Payment        .        .  1,000    0  0 

£83,558  12  6 

Bj  Balance  at  the  Bankers  of  the  Company          .        .        .  87,553  10  0 

£171,112    2  6 


The  Riyer  Deb  and  Railway  Pbojects. 

At  a  meeting  of  the  Chester  town  council,  held  on  Friday,  Jan.  7,  the  fol- 
lowing proceedings  took  place  relative  to  the  Mold  Junction,  the  Birken- 
head and  Holyhead  Junction,  the  Liverpool,  Birkenhead,  Parkgate,  and  Ho- 
Ijhead,  and  the  Birkenhead  and  Yale  of  Llangollen  Railways : — 

BIr.  Trevor  said  the  River  Dee  committee  had  met  that  morning,  and 
agreed  to  a  report,  which  embodied  the  whole  of  their  proceedings  since  the 
last  meeting.    It  was  as  follows : — 

^  The  committee  report  that  as  the  various  railway  projects  for  crossing 
the  tidal  navigation  of  the  river  had  returned  the  Crown  as  being  the  owner 
thereof,  they  deemed  it  necessary  to  point  out  the  objectionable  nature  of 
those  projects  to  the  Lords  of  the  Admiralty  and  the  Commissioners  of 
Woods  and  Forests,  setting  forth  the  direct  rights  and  interests  of  the  town 
eoimcil  in  the  river  ;  and  also  caUing  upon  those  boards  to  withhold  their 
consent  from  the  said  projects,  in  protection  of  the  rights  of  the  town  coun- 
cil, and  also  of  the  public  generally. 

*'The  Board  of  Admiralty  have  written  a  most  satisfactory  answer,  stating 
for  the  information  of  the  town  council  Hhat  they  will  not  give  their  con- 
sent to  any  railway  viaduct  or  other  bridge  across  the  Dee,  which  may  inju- 
riously afiect  the  navigation  of  that  river,  if  proposed  to  be  placed  lower 
down  the  stream  than  the  existing  bridge  ;  nor  to  any  tunnel  under  the 
Bee  unless  it  be  made  at  such  a  depth  as  not  to  prevent  the  fullest  improve- 
OKnt  of  the  navigation/ 
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"  The  Lordfi  of  the  Acimindt^  also  applied  to  the  committee  for  any  plans 
thoj  might  possess  for  improving  the  navigation ;  and  the  committee  trans- 
mitted to  that  board  two  copies  of  Mr.  Stevenson's  surveys  and  repoiiSy  as 
given  in  evidence  before  the  Tidal  Harbour  Commissioners. 

"  The  Commissioners  of  Woods  and  Forests  have  also  applied  for  a  state- 
ment of  the  groimds  of  the  claim  of  the  town  council  to  the  right  referred  to 
in  the  communication  of  the  conmiittee.  It  appears  to  the  committee  that 
this  information  is  required  for  the  purpose  of  satisfying  that  board  that 
the  town  council  possesses  those  rights  which  it  seeks  to  have  protected ; 
and  the  committee  think  it  desirable  that  such  information  should  be  fur- 
nished forthwith. 

^  The  committee,  on  mature  consideration  of  the  direct  interest  of  the 
town  council  in  the  river  and  trade  thereon,  and  the  magnitude  of  interests 
involved  connected  with  the  property  and  trade  of  the  city,  deemed  it  advis- 
able to  submit  the  plans  of  the  tour  railway  projects  to  Mr.  Pavid  Steven- 
son, of  Edinburgh,  and  they  have  received  his  report,  accompanied  by  explar- 
natory  tracings  and  plans.  The  report  is  a  most  able  and  elaborate  docu- 
ment, and  the  engineering  data  upon  which  the  conclusions  of  the  reporter 
are  based,  arei  set  forth  with  great  precision.  The  report  incontrovertibly 
pi^ves  that  all  four  projects  are  at  variance  with  the  general  principles  upon 
which  alone  the  consent  of  the  Qovemment  and  the  Admiralty  can  be  ob- 
tained ;  and  in  the  opinion  of  the  committee  it  is  quite  conclusive  as  to  their 
injurious  tendency,  and  that  they  would  not  only  interfere  with  the  exist- 
ing navigation,  but  also  be  obstructive  of  those  needful  improvements  of 
which  it  is  capable.  .  Connecting  this  report  with  the  strongly-expressed 
opinion  of  the  Lords  of  the  Admiralty,  the  committee  have  no  apprehension 
that  any  of  the  projects  can  possibly  obtain  the  requisite  consent  of  the  Go- 
vernment authorities  to  enable  them  to  proceed ;  on  the  contrary,  they  feel 
the  strongest  possible  conviction  that  that  consent  will  be  withheld. 

"  It  will,  however,  be  necessary  to  submit  copies  of  that  report  and  of  the 
plans  which  accompany  it,  and  also  an  appendix  embodying  some  local  in- 
formation, to  the  Lords  of  the  Admiralty,  the  Commissioners  of  Woods  and 
Forests,  the  Tidal  Hi^rbour  Commissioners,  and  other  public  boards.  It  will 
be  desirable,  therefore,  and  in  fact  more  economical,  that  the  report  should 
be  printed,  and  the  plans  lithographed,  for  the  use  of  the  committee  and  the 
council,  the  expense  of  which  Uie  committee  are  advised  will  not  exceed  \0l, 

*'  Several  public  companies  connected  with  the  city  of  Chester,  landown- 
ers, merchants,  shipowners,  and  others  connected  with  the  river  and  the 
trade  of  the  city,  have  an  equal  interest  in  opposing  these  projects  with  the 
town  council ;  and  the  committee  think  it  is  desirable  tnat  they  should 
from  time  to  time  communicate  with  those  parties,  in  order  that  by  a  com- 
bined defence  of  their  interests,  and  of  the  public  rights,  these  aggressive 
ichemes  may  be  more  signally  defeated,  and  at  a  less  cost  than  if  the  town 
council  should  oppose  singly ;  subiect,  nevertheless,  at  all  times,  to  the  di- 
rection and  approval  of  the  council." 


Glasgow,  Paisley,  EiLMAaNocK,  and  Ayr  Railway. 

A  special  general  meeting  of  the  shareholders  in  this  company  was  held 
Jan.  8th,  at  Bridge  Street,  .Glasgow. 

James  M^Call,  Esq.,  in  the  chair. 

The  meeting  was  numerously  attended.  A  report  was  read  by  Mr.  Smith, 
the  Secretary ;  its  substance  may  be  gathered  from  what  follows. 

The  Chairman  then  said — Your  directors,  in  recommending  this  report  for 
your  adoption,  feel  that  they  require  to  ask  you  to  place  complete  confidence 
m  their  discretion.  Without  entering  into  the  various  reasons  for  each  of 
these  schemes,  the  object  of  your  directors  is  to  afford  every  reasonable  rail- 
way accommodation  to  the  counties  of  Ayr  and  Renfrew,  where  it  can  be 
done  without  loss  to  your  company,  and  also  to  protect  your  interests  from 
injury  by  the  projects  of  rival  companies.    In  saying  tins,  I  beg  to  assure 
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tfaif  milting  that  the  directors  aie  anxious  and  willinff  to  be  upon  the  very 
btft  tenns  with  neighbouring  railways.  The  same  feeUng  has  been  publicly 
expieaaed  bj  the  chairman  of  the  Caledonian  Railway.  A  report  has  been 
circulated,  as  I  have  been  informed  by  some  persons  connected  with  the  Car 
kdonian  Railway,  that  your  directors  are  very  untractable.  Under  these 
circomstanoeay  I  tnink  it  right  to  state  shortly  how  my  actions,  as  your 
ehainnan,  correspond  with  what  I  have  stated  to  be  the  wish  of  your  di- 
lectors  Some  months  ago,  upon  reading  the  speech  of  the  chairman  of  the 
Cftladonian  raOway,  expressing  his  wish  to  be  on  amicable  terms  with  neigh 
bouring  railways,  I  communicated  with  him,  and  said  that,  as  his  views  so 
coincided  with  mine,  I  thought  a  meeting  between  us  might  lead  to  some 
unicable  anansement  We  met  accordingly,  and  the  best  feelings  were 
exhibited,  and  we  strongest  wishes  displayed  by  both  parties  for  an  amica- 
Ue  adjustment :  nevertheless  no  arrangement  has  been  made  ;  on  the  con- 
tniT,  since  that  meeting  the  Caledonian  directors  have  (so  we  understand) 
made  an  arrangement  with  the  Barrhead,  Kilmarnock,  and  Ardrossan  pro- 
pond  lines,  and  which  throws  a  new  difficulty  in  the  way  of  your  company 
coming  to  such  an  amicable  arrangement  as  must  be  desirablew  From  the 
Uir  and  candid  communication  of  the  chairman  of  the  Caledonian  Railway, 
I  am  convinced  of  his  good  feeling,  and  I  can  only  suppose  that  circum* 
Btaooes  over  which  he  had  no  control  have  prevented  any  arrangement  being 
proposed.  As  to  the  Barrhead,  KilmamocK,  and  Ardrossan  lines,  I  cannot 
lee  what  possible  traffic  they  can  have  to  repajr  the  proprietary  for  so  lar^e 
an  outlay  as  will  be  required  by  these  companies,  amounting  to  about  a  mil- 
lion sterling.  Should  the  Kilmarnock  and  Ardrossan  Company  succeed  in 
obtaining  an  Act  to  make  their  railway,  they  must  compete  with  us  for  the 
traffic  to  Kilmarnock  and  Ardrossan,  which,  combined  together,  will  never 
npport  one  railway ;  besides,  the  traffic  to  Ardrossan  Hanx)ur  will  be  com- 
peted for  by  the  Troon  Harbour  (applause).  I  have  much  pleasure  in  stating 
that  I  believe,  taking  the  situation  of  your  railway,  notwithstanding  all  its 
contingencies,  into  consideration,  that  there  is  no  railway  with  fairer  or 
brighter  prospects  than  yours  (applause).  The  secretar;^  will  read  the  reso- 
lutuns  which  the  directors  have  thought  it  right  to  submit  for  your  approval. 
They  are  as  follows : — 

"  1.  That  the  report  by  the  board  of  directors  to  the  shareholders  now  read 
to  the  meeting  be  received  and  approved  of,  and  that  authority  be  now  given 
bj  this  meeting  to  the  directors  to  proceed  with  the  business  as  they  shall 
deem  expedient. 

^2.  That  the  agreements  between  this  company  and  the  Paisley,  Hurlet, 
and  Barrhead  Rauway  Compan^r,  the  Qlasgow  and  Belfast  Union  Railway 
Company,  and  the  Glasgow,  Paisley,  and  Johnstone  Canal  Company,  now 
luhnutted  to  this  meeting,  be  confinned  and  sealed  with  the  seal  of  the  com- 
pany. 

**d.  That  the  draft  agreements  between  this  company  and  the  Ayrshire, 
Bridge  of  Weir,  and  Port  Glasgow  Railway  Company,  tae  Hamilton  Strath- 
aren  Railway  Company,  and  the  Glas^w,  Dumfries,  and  Carlisle  lUHway 
Company,  now  submitted  to  this  meeting,  be  referred  to  the  directors,  and 
power  given  to  them  to  complete  the  same  with  or  without  amendments, 
and  to  affix  the  seal  of  the  company  thereto." 

The  first  resolution  was  put  and  carried  unanimously.  The  second  was 
read,  when 

Mr.  Leadbetter  said,  with  regard  to  one  portion  of  the  resolution,  he  would 
bog  leave,  for  the  information  of  the  meeting,  to  stato  what  were  the  pros- 
pects of  one  of  the  concerns  referred  to— viz.,  the  Glasgow  and  Belfast  Imion 
Bailvav.  As  deputy  chairman  of  that  company,  he  had  great  pleasure  in 
informing  the  meeting  that  every  step  had  been  taken  in  regard  to  that 
important  measure  wMch  had  been  deemed  necessary,  and  that  the  company 
woittld  be  in  a  good  condition  to  appear  early  in  Parliament  and  a^  its 
ianction.    There  were  a  number  of  arrangements  going  on  with  the  proprie^ 
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tors  with  regard  to  obtaining  the  necessary  property,  which  were  accom- 
panied with  some  little  difficulty.    But  he  could  assure  them  that,  gene- 
rally, the  proprietors  all  along  the  line  were  warmly  in  favour  of  this  under- 
taking (applause).    One  of  the  most  important  features  in  this  undertaking 
was  its  connexion  with  Ireland.    The  line  only  went  to  Stranraer,  but  the 
British  and  Irish  Union  Railway  reached  Port  Patrick  and  Stranraer,  and  it 
was  proposed  that  the  two  lines  should  meet  at  Stranraer ;  but  if  it  should 
turn  out,  as  every  measure  was  exposed  to  a  contingency,  that  the  British 
and  Irish  Union  Company  should  fail  in  getting   their  bill,  then    the 
other  line  was  deprived   of   railway  communication  with   Port  Patrick. 
This  had  occurred  to  the  committee  as  a  very  important  view  of  the  subject, 
and  in  order  t6  provide  against  the  possibility  of  such  an  occurrence,  that 
it  would  be  both  for  their  interest  and  the  interest  of  the  Ayrshire  Company 
to  ^ve  notice  of  making  a  line  to  Port  Patrick  if  the  British  and  msh 
Union  failed  in  getting  their  bill.    This  was  merely  as  a  precautionary  step, 
and  would  not  be  carried  into  effect  if  the  British  and  Irish  Union  obtained 
powers  to  make  their  line  to  Port  Patrick.    But  it  was  necessary  that  the 
Glasgow  and  Ayr  Company  should  extend  their  guarantee  to  this  portion  of 
the  undertaking,  which  would  be  relinquished  in  favour  of  the  British  and 
Irish  Union  in  the  event  of  their  succeeding  in  obtaining  their  bill.     It  waa 
of  the  greatest  consequence  to  be  on  the  best  possible  footing  with  that  com- 
pany, as  most  of  the  traffic  from  their  line  came  along  the  Glasgow  and  Bel- 
fast line,  and  vice  versd.    He  recommended  them  to  empower  the  directors 
to  enter  into  this  arrangement.    It  had  only  occurred  to  him  yesterday,  or 
he  should  have  laid  the  proposition  before  the  directors  first,  to  whom  he 
apologised  ;  but  it  would  be  indispensable  to  obtain  the  sanction  of  the 
shareholders  before  such  an  arrangement  could  be  entered  into.    Much  de- 
pended, in  regard  to  these  lines,  on  what  place  the  Government  determined 
upon  for  the  packet  station  for  Ireland.  There  were  three  competitors  :  Loch- 
ryan  ;  the  existing  station,  which  was  thought  very  favouraUy  of  by  some  ; 
and  the  other  was  a  harbour  to  the  south  of  Port  Logan.    All  this  had  to  be 
brought  before  the  Government,  and  a  decision  given  before  any  of  the  rail- 
way companies  would  undertake  to  form  that  line.    He  then  concluded-  bj 
moving  the  following  resolution : — ^^  That  the  Glasgow  and  Belfast  Union 
Company,  having  found  it  expedient  to  give  notice  for  an  extension  of  their 
line  from  Stranraer  to  Port  Patrick,  to  provide  against  any  contingency  of 
the  British  and  Irish  Union  Company  not  obtaining  their  bill  in  the  ap- 
proaching session  of  Parliament,  that  this  meeting  authorise  the  directors  to 
enlarge  the  guarantee  of  this  company,  by  extending  the  former  per-centage 
to  an  additional  capital  sum,  not  exceeding  100,000^.,  for  the  purpose  of 
constructing  an  extension  to  Port  Patrick,  provided  they  are  satisfied  that 
such  a  measure  is  for  the  interest  of  this  company." 
The  motion  was  adopted  unanimously  ;  as  was  also  the  third  resolution. 
Mr.  Leadbetter  again  rose  and  said,  as  chairman  of  the  Dumfries  and  Car- 
lisle Railway  Companv,  with  regard  to  the  prospects  of  that  undertaking, 
he  was  happy  to  say  that  they  were  in  a  good  condition  to  go  to  Parliament, 
and  were  receiving  a  greater  degree  of  local  support  than  they  did  on  a  for- 
mer occasion.    In  fact,  he  might  say,  there  was  not  a  town  or  village  on  the 
line  but  was  decidedly  in  favour  of  this  railway,  and  opposed  to  any  other 
interfering  with  it.    In  short,  they  were  prepared  to  support  it  in  every  pos- 
sible way  (applause).    He  had  also  much  pleasure  in  being  able  to  state,  that 
the  most  iunuential  noblemen  and  gentlemen  along  the  line  would  give  their 
warm  support  and  infiuence  to  the  line,  and  extend  their  support  to  strenu- 
ously opposing  any  other  line  (applause).    When  he  looked  back  on  the 
events  of  the  last  year,  and  considered  the  character  of  this  undertaking 
passing  down  the  valley  of  Nith,  and  effecting  a  communication  in  the  way 
and  through  the  very  spot  that  nature  had  pointed  out  between  Dumfries 
and  Ayrshire,  he  could  not  doubt  for  a  moment  that  if  one  half  of  the  un- 
dertakings that  were  to  come  before  Parliament  were  to  receive  its  sanction, 
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that  the  Dumfries  and  Carlisle  ought  especially  to  do  so  (applause).  There 
could  be  no  reasonable  ground  of  opposition  to  the  line  to  Dumfries  ;  but 
from  Dumfries  to  Gretna  the  Caledonian  Company,  their  old  opponents,  had 
Uid  down  a  line  exactly  similar  to  this.  Of  course  they  must  oe  met  and 
(^posed  in  Parliament.  He  thought  it  was  more  incumbent  upon  this  com- 
pasy  to  do  so,  because  this  portion  of  the  line  was  the  most  valuable  be- 
tween Qretna  and  Cumnock,  and  for  this  company  to  make  a  line  down  the 
Talley  of  the  Nith,  and  abandon  this  portion  of  it,  he  thought  would  be  a 
dereliction  of  duty  on  their  part  (applause).  He  trusted  that  the  whole  in- 
terest and  support  of  this  company,  which  was  so  identified  with  the  inter- 
est of  the  Dumfries  and  Carlisle  Company's  undertakiiu^,  would  be  zealously 
gWen  to  it.  After  referring  to  the  great  adTantaees  of  railway  communica- 
tion, and  the  facilities  it  afiorded  for  developing  the  resources  of  the  coun- 
tiy,  Mr.  L.  then  proposed  that  powers  should  be  taken  in  the  bill  for  which 
they  were  about  to  appl^  to  change  the  name  of  the  company,  as  it  did  not 
appear  to  him  that — seeing  the  extensive  field  in  which  they  were  engaged 
--(heir  present  cognomen  was  sufficiently  indicative  of  the  extent  of  their 
operations.  He  said  he  should  be  glad  to  hear  the  opinion  of  the  meeting 
upon  the  subject,  but  he  thought  that  some  such  name  as  the  Glasgow  and 
South-Wesiem  Railway  of  Scotland  would  be  fax  more  appropriate  than 
their  present  one. 

The  chairman  quite  concurred  in  the  remarks  of  Mr.  Leadbetter  that  the 
title  was  not  the  most  appropriate  one ;  but  he  suggested  that  it  should  be 
left  for  the  consideration  of  the  directors. 

^Hiis  suggestion  was  agreed  to. 

Rbkfbsw  A2n>  Atb  CoxrKTiss  Railway. 

On  Tuesday,  5th  January,  a  general  meeting  of  the  shareholders  in  this 
lailway  took  place  in  the  Star  Hotel,  George  Square,  for  the  purpose  of  re- 
ceiving the  report  of  the  provisional  conmiittee  of  management.  John 
Bain,  Esq.,  of  Morriston,  was  called  to  the  chair. 

Robert  Lamond,  Esq.,  the  solicitor  to  the  company,  read  the  report  of  the 
committee ;  from  which  it  appeared  that  the  plans  and  sections  had  been 
completed)  and  duly  lodged  with  the  Board  of  Trade,  and  that  all  the  pre- 
psiatory  steps  had  been  adopted. 

The  Secretary  afterwards  read  a  number  of  letters  from  shareholders,  re- 
commending to  defer  proceedings  until  another  session,  in  order  that  the 
hnsinesa  might  be  gone  more  leisurely  about,  and  the  line  resurveyed. 

The  Chairman  said  that  every  thing  necessary  in  forwarding  the  bill  had 
h«e&  performed  ;  but,  as  times  were  peculiar,  it  was  thought  best  to  call 
the  present  meeting  to  hear  the  opinions  of  all  concerned  as  to  whether  the 
sdieme  should  be  abandoned  altogether,  or  whether  it  should  merely  be 
postponed  to  another  opportunity. 

wr.  George  Mills  put  a  number  of  questions  as  to  the  practicability  and 
the  working  of  the  line,  to  which  satisfactory  answers  were  given,  one  of 
which  was  that  the  traffic  was  expected  to  yield  9f  per  cent. 

In  the  course  of  the  proceedings  a  good  deal  of  discussion  as  to  minor 
matters  occurred,  in  which  Mr.  Russell,  Mr.  Rutherelen,  Mr.  Mills,  and  Mr. 
Steel,  the  sheriff  of  Dumbartonshire,  took  part.  All  the  speakers  expressed 
the  utmost  satisfaction  with  the  manner  in  which  the  affairs  of  the  company 
had  been  conducted  bv  the  directors.  "  Not  a  syllable,"  as  one  of  them  em- 
phatically said,  ''  could  be  breathed  affaJnst  the  management  of  the  direc- 
tors or  the  secretary  throughout  the  whole  business."    In  conclusion, 

Mr.  Mills  moved  the  adoption  of  the  report,  which  was  seconded  by  Mr. 
Baird ;  and  the  meeting  unanimously  resolved  that  the  scheme  be  postponed 
for  a  year — that  the  provisional  committee  repair  1^<  1^.  per  share  to  the 
Kripholders  on  Tuesday,  the  13th  of  January,  retaining  the  balance  in  bank, 
to  meet  expenseft^that  the  whole  accounts  he  immediately  got  in  and  paid. 
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and  any  balance  that  remains  paid  Imck  to  the  Bcripholders,  the  payment 
being  marked  on  the  face  of  the  scrip  ;  that  the  subscribers  to  the  deed  be 
relieved  of  all  obligations  and  liabilities  subsequent  to  this  date  ;  and  that 
the  accounts  be  remitted  to  a  committee  of  subscribers  and  holders  of  scrip 
consisting  of  Messrs.  Bain,  Bankier,  Russell,  and  Rutherglen,  and  be  ap- 
proved of  by  them  before  being  paid. 

The  thanks  of  the  meeting  were  then  moved  and  unanimously  tendered 
to  the  directors  for  their  conduct  throughout. 

WoaOESTBS  OaNAIi  NAyiQATIOK, 

Jan.  6th.  A  very  numerous  assemblage  of  the  above  proprietary  took  place 
at  their  offices,  Canal  Wharf,  for  the  purpose  of  transacting  the  half-yearly 
business  of  the  company. 

In  the  month  of  October  last  the  proprietary  established  a  company  for 
the  purpose  of  commencing  a  railway  at  Birmingham,  near  the  Worcester 
and  Birmingham  Canal  Wharf,  and  which  was  to  proceed^  with  deviations, 
along  the  bank  of  the  canal  to  Stoke  Prior  ;  from  which  place  it  was  to  pro- 
ceed along  the  Oxford,  Worcester,  and  Wolverhampton  Railway,  to  Worces- 
ter, and  there  join  the  Worcester,  Hereford,  Boss,  and  Gloucester  Railway, 
and  other  lines  entering  that  city.  The  project  was  spiritedly  taken  up,  and 
a  provisional  committee  was  appointed.  Shares  were  issued  and  allotments 
made,  and  every  thing  was  going  on  favourably,  when  the  panic  set  in.  The 
consequence  was  the  abandonment  of  this  as  well  as  other  valuable  schemes, 
which  would  have  caused  an  immense  outlay  of  capital  amongst  the  inha- 
bitants of  this  district. 

The  report  of  the  committee  to-day,  in  reference  to  the  abandonment  of 
the  prjyect,  was  the  main  feature  in  the  proceedings. 

WilUam  Beale,  Bsq.,  having  taken  the  chair, 

Mr.  Hodgkinson,  the  secretary  of  the  company,  read  the  report,  whidi  de- 
tailed at  length  the  transactions  of  the  company  with  respect  to  the  intended 
line.  The  document  stated  that,  although  the  shares  haid  been  allotted,  the 
surveys  completed,  the  plans  prepared,  and  the  parliamentary  standuig  or- 
ders mlly  complied  with,  the  directors  found  it  necessaiy^  in  consequence  of 
the  panic  in  the  share  market,  to  suspend  all  proceedings,  and  postpone 
their  application  to  Parliament  until  the  session  of  1847.  In  the  interim 
the  committee  recommended  that  the  whole  of  the  deposits  be  forthwith  re- 
turned to  the  shareholders  free  of  any  deduction,  and  tnat  the  entire  expense 
attending  the  past  proceedings  be  paid  out  of  the  funds  of  the  canal  com- 
pany. 

The  report  was  adopted,  and  it  was  unanimously  resolved  that  the  coarse 
recommended  by  the  committee  should  be  acted  upon. 

With  reference  to  the  canal  property,  it  appeared  from  the  returns  that, 
notwithstanding  the  continued  low  rate  of  tonnage,  the  receipts  had  in- 
creased 800^.  in  the  half-year,  with  every  prospect  of  a  continued  improve- 
ment. 

A  dividend  of  1^.  10«.  per  share  was  then  declared,  leaving  a  sufficient 
amount  of  money  in  the  hands  of  the  treasurer  to  defray  all  the  probable 
expenses  attending  the  vigilance  necessary  to  protect  the  interest  of  the  com- 
pany agidnst  any  unfavourable  projects  now  before  Parliament,  after  which 
the  meeting  separated. 

Manohbsteb  and  Bibminghak  Railway.    Spboiaii  Gbuxbal  MsniRa. 

A  very  numerous  meeting  of  the  shareholders  of  this  company  was  held  at 
Manchester,  Jan.  12,  in  the  large  room  at  the  station  in  this  town,  for  the 
special  purpose  of  considering  tne  propriety^  and,  if  so  determined,  of  autho- 
rising the  Manchester  and  Birmingham  Railway  Company  to  subscribe  to- 
watds  or  purehase  shares  in  the  foUowing  railways  or  undertakings,  or  some 
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or  one  of  them — ^tbat  is  to  say,  the  Manchester,  Buxton,  Matlock,  and  Mid- 
Jaiids  Junction  Railway,  the  Shropshire  Union  Bailway  and  Canal  Company, 
and  the  Manchester  and  Hyde  Company  ;  and  also  for  the  purpose  of  ob- 
tiining  or  refusing  the  authority  or  sanction  of  the  said  proprietora  to  the 
direeton  proceeding  to  obtain  an  act  or  acts  of.  Parliament,  in  the  next  or 
some  subsequent  sessions  of  Parliament,  for  powers  to  construct  the  several 
bnnch  railways  in  connexion  with  the  Manchester  and  Birmingham  Bail- 
wsy,  for  which  plans  and  sections  have  already  been  deposited,  pursuant  to 
the  standing  orders ;  and  also  for  obtaining  or  withholding  the  approbation 
or  ssoetion  of  the  said  proprietors  to  the  directors  opposing  any  other  rail- 
Tsys  or  projects  which  may  in  their  judgment  or  otherwise  be  considered 
pKJttdieial  to  this  company,  and  for  effecting  any  anrangements  with  other 
eompanies  for  the  purpose  of  such  opposition,  or  which  may  appear  likely 
topixHnote  the  interests  of  this  company,  and  on  other  special  business. 

Mr.  J.  P.  Wasthead,  chairman  of  the  board  of  directors,  presided. 

The  CSiairman  said  that  some  time  ago  application  had  oeen  made  to  tha 
direciors  from  parties  residing  in  the  neighbourhood  of  Hyde  for  the  oon«> 
stroetbn  of  a  branch  line  from  Langsight  to  that  town,  and  on  inquiry  the 
company  found  that  it  would  cost  150,000^.,  one-half  of  which  would  be  sup*- 
plied  by  the  parties  who  made  tiie  application.  To  this  the  directors  aa- 
leated,  and  of  course  75,000/.  would  nave  to  be  raised  for  that  purpose. 
Tht  directors  also  propose  to  construct  a  branch  to  join  the  Shropshire  Union 
Company,  which  womd  complete  a  direct  communication  with  Wales,  for 
whidi  200,000^.  would  be  required  :  and  also  190,000^.  for  the  Manchester, 
Buxton,  and  Matiock  line.  These  were  the  sums  which  the  directors  sought 
luthority  to  raise.  The  chairman  then  proceeded  to  explain  the  objects  of 
these  undertakings,  after  which 

Hr.  W.  Rawson  and  others  addressed  the  shareholders,  and  resolujions  in 
accordance  with  the  objects  of  the  meeting  were  adopted.  ^ 


Ltkn  akd  Elt  Railwat  Compakt. 

A  meeting  of  the  proprietors  of  this  company  took  place  at  eleven  o^clock, 
December  31st,  at  the  London  Tavern.    Sir  W.  B.  Fotkes  in  the  chair. 

The  Chairman  observed,  that  this  meeting  had  been  called  for  a  special 
pprpose,  or,  rather,  for  two  special  purposes,  one  of  which  was  to  allow  the 
directors  to  raise  ftirther  capital  for  miucing  an  extension  of  this  line  from 
Wisheach  to  Spalding,  and  Wisbeach  to  March ;  the  other  was  to  obtain  the 
auction  of  the  shareholders  to  a  recommendation  from  each  of  the  three 
companies — viz.,  the  Lynn  and  Ely,  the  Ely  and  Huntingdon,  and  the  Lynn 
sod  Bereham,  for  an  amalgamation  of  their  lines. 

"mis  FOB    TEU  AKALOAMATIOV    OF  THB    LTNN  AND    BLT,  ELT  AKD  HUNT- 

nroDOff,  A2n>  ltkn  axd  desxhah  railway  companies,  AasxEn  upoif  bt 

TOE  niBBCTOBfl  OF  THOSE  COMPANIES,  SUBJECT  TO  THB  APPROVAL  OF  TBS 
BESPBCTIVE  PXOPBIBTOBS. 

"The  three  companies  shall  be  amalgamated  as  from  the  Ist  day  of 
January,  1846. 

^'The  extension  capital  about  to  be  raised  by  the  Lynn  and  Ely  and  Ely 
tnd  Huntingdon  Companies  shall  be  apportioned  among  the  shareholders  in 
the  three  companies  at  the  rate,  or  as  near  thereto  as  possible,  of  one  new 
share  for  every  original  share. 

'The  capital  of  the  three  companies,  and  also  the  extension  capital  above 
refened  to,  shall  be  taken  at  par. 

'^''Inasmuch  as  by  the  terms  of  the  act  of  Parliament  incorporating  the 
Ely  and  Huntingdon  Company,  interest  at  the  rate  of  3/.  10».  per  cent,  per 
annum  is  payable  on  all  sums  called  up  on  tixe  shares  in  the  capital  of  that 
comrany ;  but  no  such  provision  is  made  in  the  acts  incorporating  the  Lynn 
and  Ely  and  Lynn  and  Dereham  Comp^oiies  :  interest  at  the  rate  of  3/.  10». 
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per  cent,  per  annum  shall  be  paid  on  all  sums  called  up  on  the  shares  in  all 
the  three  companies,  from  the  date  of  the  payment  of  such  respective  calls 
until  the  three  lines  shall  be  opened  for  working. 

"  Provision  shall  be  made  m  the  acts  authorising  the  extension  lines 
above-mentioned,  for  payment  of  interest  at  3/.  10s,  per  cent,  per  annum  on 
all  sums  called  up  on  the  shares  in  the  capital  raised  for  such  extensions. 

*^  An  act  for  carrying  the  amalgamation  into  effect  shall  be  applied  for  as 
soon  as  the  r^spolations  of  Parliament  will  admit,  at  the  joint  expense  of  the 
three  companies  ;  and  in  such  act  it  shall  (inter  alia)  be  provided  that  the 
three  companies  shall  constitute  one  company,  by  the  name  of  *  ^e  Bast 
Anglian  Railways  Company.* 

*'•  That  such  act  shall  contain  all  such  other  clauses  and  stipulaiionfl  a« 
the  directors  of  the  three  companies  shall  in  their  discretion  think 
proper." 

The  Chairman  said  that  purchases  of  land  had  been  made,  also  iron  and 
sleepers  had  been  bought,  and  carriages  and  en^es  were  bespoken.  The 
line  would  have  beenMgun  some  time  a^o  had  it  not  been  for  the  great 
difficulty  in  procuring  surveyors  and  en^eers ;  there  was  now,  however, 
every  prospect  of  its  being  forwarded  with  aU  speed.  They  had  already 
taken  the  precaution  of  ordering  the  steam-engmes  before  the  line  had 
received  the  assent  of  Parliament,  otherwise  thev  would  have  found  it  im- 
possible to  obtain  them  in  time  after  the  line  had  been  passed,  owing  to  the 
great  press  of  business  upon  the  makers. 

Subsequent  to  this  another  meeting  was  held  in  the  same  room,  at  one 
o'clock,  composed  of  the  proprietors  of  the  Ely  and  Huntingdon  Railway 
Compuiy,  who  met  together  with  the  same  objeot  in  view  as  the  Lynn 
and  Ely. 

The  details  were,  save  one,  similar  to  those  which  occurred  at  the  plu- 
vious meetine.  The  same  resolutions  were  as  unanimously  passed,  and  the 
proposition  ror  the  amalgamation  of  the  three  companies  was  sanctioned 
witn  general  satisfaction. 

A  tnird  meeting  took  place  in  the  same  room,  at  three  o'clock  P.M.,  which 
was  attended  by  the  proprietors  of  the  Lynn  and  Dereham  Company,  who 
passed  the  same  resolutions  as  were  adopted  at  the  two  other  meetings,  and 
empowered  their  directors  to  take  steps  tor  their  being  fully  carried  out. 


Paris  akd  Ltoms  Railway  Coxpant  (Calon's). 

A  general  meeting  of  the  shareholders  of  the  above  company  was  held, 
pursuant  to  public  notice,  at  the  London  Tavern,  31st  of  Decemlier. 

The  Chairman  said,  they  had  been  then  called  together  for  the  purpose  of 
receiving  the  first  and  perhaps  the  final  report  of  the  directors.  The  share- 
holders of  this  company  were  aware  that  an  adjudication  had  been  made  in 
Prance,  in  favour  of  a  united  company,  of  which  the  present  one  formed  a 
part.  They  were  also  aware  that  a  deputation,  consisting  of  some  of  their 
directors,  had  gone  to  Paris,  for  the  purpose  of  watching  me  interests  of  the 
proprietary  in  the  progress  of  any  amalgamation  of  companies  which  might 
be  in  contemplation.  Previously  to  the  departure  of  tnat  deputation,  the 
afiairs  of  the  company  were  rather  depressed.  In  fact,  the  shares  of  the 
Paris  and  Lyons  Railway  did  not  rank  as  other  companies  did,  and  on  the 
Stock  Exchange  did  not  obtain  a  very  high  value.  But  when  the  deputa- 
tion proceeded  to  Paris,  they  took  such  measures  as  soon  altered  the  posture 
of  ankirs ;  and  their  company  quickly  assumed  a  more  advanced  position, 
and  took  a  more  decided  cnaracter  in  the  bureaux  of  Messieurs.  Lantte  and 
Rothschild  (hear).  The  result  of  their  exertions  had  been  the  anudgama- 
tion  of  this  company  with  eleven  other  companies  ;  and  the  following  would 
show  the  proportion  of  constituted  shares  which  would  be  allotted  to  each 
company  respectively  in  consequence  of  this  fusion  of  the  different  bodies. 
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There  were  in  all  400,000  shares  to  be  allotted,  and  these  were  appropriated 

as  follows : — 

To  Rothschild     .•••••  10,000 

Union             ......  42,364 

lafitte 42,364 

Oalon             ......  42,364 

Hottingaer    ......  43,333 

BeceTouTs      •••.••  43,334 

MeMgeries   .            .....  43,333 

lApinsonni^re            •            .            •            .            •  38,835 

Qnolet 27,600 

Yeideau 24,209 

asking  in  all  a  total  of  shares  to  the  number  of  .  400,000 

It  became,  therefore,  necessary  to  apportion  the  42,364  shares  which  were 
allotted  to  their  company,  some  of  tne  subscriptions  to  which  were  to  be 
nised  in  France,  and  others  in  England,  between  the  shareholders  in  the 
difFerent  places.  Of  these,  28,329  had  been  appropriated  to  subscribers  in 
Puris,  11,859  to  London,  and  2185  to  Rouen.  In  the  amalgamated  company 
BOW  the  shareholders  of  the  present  company  would  be  entitled  to  one  uiare 
for  eveiy  ten  which  the^  originally  held  m  the  old.  After  this  arrange- 
ment had  been  fully  earned  into  effect  there  would  still  remain  of  the  ori- 
ginal  shares  of  their  company  662 ;  and  these,  it  was  in  contemplation,  if  the 
ihareholders  present  approTod  of  that  proposition,  to  allot  amongst  their 
eleTen  directors,  as  a  slight  compensation  to  them  for  their  trouble  and 
expenses  while  attending  to  the  interests  of  the  company,  both  here  and  in 
Paris.  They  had  been  at  some  inconyenience  in  their  endeayours  to  serye 
the  shareholders,  and  this  proposed  allotment  was  only  fair  as  a  means 
of  eoyering  the  expenses  they  had  been  under.  But  it  was  for  the  meeting 
to  declare  whether  or  not  such  a  proposition  was  approyed  of. 


Pabis  Ain>  Lyons  Railway. — Qakvsson's  Company. 

A  meeting  of  the  English  shareholders  of  this  company  took  place  at  the 
London  Tayem,  2nd  of  January,  at  one  o'clock,  for  the  purpose  of  hearing 
from  the  Directors  a  statement  of  their  present  position,  consequent  upon 
the  recent  fusion. 

F.  Mowatt,  Esq.,  chairman,  presided. 

The  Chairman  explained  the  circumstances  by  which  the  progress  of  the 
Company  had  been  surrounded.  Their  colleagues  in  France  entertained  the 
question  of  a  fusion  with  other  companies,  and  the  English  Directors 
thought  it  better  not  to  hazard  the  interests  of  the  shareholders  by  refusing 
to  make  arrangements  for  a  fusion.  The  Chairman  then  proceeded  to  ex- 
plain that  the  arrangements  the  English  Directors  had  entered  into  on  be- 
Wf  and  in  the  name  of  the  shareholders,  was  that  for  3,800  shares  in  the 
original  company  they  would  accept  400  shares  in  the  definitive  Company. 
After  the  division,  made  in  accordance  with  this  arrangement,  there  remains 
s  balance  of  782  shares.  That  balance  was  of  course  the  property  of  the 
shareholders  at  large,  and  it  was  for  them  to  dispose  of  them  as  they  might 
tliink  proper ;  but  while  he  acknowledged  this  right  on  the  part  of  the 
sliareholders  to  dispose  of  that  balance  in  their  own  way,  yet  he  would  ven- 
ture to  propose  to  tne  meeting,  for  reasons  which  he  would  not  divulge  unless 
called  upon  to  do  so,  that  they  be  placed  at  the  disposal  of  the  Directors. 
In  consequence  of  the  fusion  that  had  been  entered  into,  the  holders  of 
shaies  would  be  treated  in  the  following  manner: — For  ever^  hundred 
shares  the  holder  would  receive  250  francs  and  ten  shares,  on  which  5/.  each 
had  been  paid  ;  that,  in  fact,  every  ten  shares  in  the  original  company  would 
lepreeent  one  share  in  the  definitive  company.    He  stated  that  at  the  close 

▼oIm  hi.  l 
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of  the  inierriew  trith  their  colleagues  in  France,  they  separated  with  a  dis- 
tinct understanding  that  21,  only  should  be  called  for ;  tnat,  In  confonnitj 
irith  this  understanding,  the  Acte  de  SooiHi  was  drawn-  up,  but  that^  in  his 
hurry  to  leave  Paris,  that  Act  waa  not  completed^  inasmuch  as  there  had  not 
been  sufficient  time  during  his  stay  to  have  it  tormally  signed  by  all  the 
parties  concerned.  In  the  meantime,  therefore,  before  ih^  Acte  de  Society 
could  be  formally  ratified,  their  collea^es  in  France  had  thought  proper  to 
make  a  call  of  seyenty-fiye  francs^  or  3if.,  and  before  the  Directors  in  Enq^land 
could  have  time  to  explain  to  those  in  Paris  the  futility  of  such  a  measure, 
with  a  Tiew  of  preventing  its  being  carried  into  effect,  the  necessary  amount 
of  capital  had  been  paid  up.  When  for  this  Act  the  French  Directors  were 
remonstrated  with,  they  replied  hj  contending  that  it  waB  neoessaiy,  in 
order  to  create  that  moi^  effect  which  was  required  to  give  them  a  proper 
standing  in  the  eyes  of  the  government  and  the  country  ;  and,  therefore, 
the  English  Directors  thought  it  better  to  submit  to  it  without  farther  ob- 
jection. Indeed,  he  was  bound  to  say,  in  support  of  the  views  of  his  French 
colleagues,  that  that  measure  of  calling  for  the  3^.  instead  of  2/.  had  tended 
to  give  them  a  better  position  in  the  eyes  of  the  French  government  than 
they  otherwise  would  nave  had  (hear,  hear).  He  added  that  there  would 
be  4  per  cent,  paid  on  the  capital  from  the  day  of  adjudication  to  Uie  open- 
ing of  the  line,  which  was  expected  to  take  place  in  four  years. 

Leeds  aitd  Gablisle  ^AiiwAt  Cohpakt. 

A  meeting  of  the  proprietors  of  the  above  company  was  held  5th  January 
at  the  London  Tavern.  Mr.  W.  Beresford,  M.P.,  presided.  He  said  the 
Directors  had  convened  the  proprietors  together  for  the  purpose  of  statinc^ 
to  them  their  present  position,  and  of  mi^inr  them  ful^  acquainted  with 
every  matter  relative  to  the  amalgamation  which  had  talcen  place  between 
them  (the  Leeds  and  Carlisle  Company])  and  the  Yorkshire  and  Qla«gow 
Union  Railway  Company — an  amalgamation  which  the  Directors  considered 
most  advantageoxis  to  both  the  proprietaries.  The  following  report  was 
read:— 

''  Tour  committee  of  management  have  much  pleasure  in  laving  before 
you  a  general  statement  of  their  proceedings,  and  of  the  position  of  this 
company ;  under  any  circumstances  your  committee  would  have  deemed  It 
their  duty  to  report  to  you  at  an  early  period,  the  steps  that  have  been 
taken  for  prosecuting  the  object  which  you  charged  them  with  ;  but  in  the 
present  case,  that  duty  becomes  a  gratification,  TOcause  your  committee  ure 
enabled  to  make  such  a  statement  of  the  affairs  of  this  company,  as  ihey 
feel  convinced  will  meet  your  cordial  approval. 

''Notwithstanding  the  inauspicious  moment  at  which  this  company  was 
brought  out,  a  very  great  number  of  shares  were  paid  upon  by  narties  of 
the  highest  respectability,  connected  by  commerce,  or  by  ownership,  with 
the  important  aistricts  which  your  line  was  designed  to  benefit.  In  the 
allotment,  the  committee  were  desirous  of  conciliating  the  local  interest^ 
and  they  considered  applications  from  such  quarters  as  having  a  priority  of 
claim ;  whilst  they  deemed  it  desirable  to  allot  generally  to  such  as  gave 
assurances  that  they  would  hold  at  least  two-thirds  of  the  shares  allotted  to 
them.  Tour  committee  also  conceived  that  their  Scotch  applicants  should 
be  favourably  regarded,  especially  those  of  Edinburgh  and  Glasgow,  inas- 
much as  the  success  of  your  bill  would  be  identical  with  the  interest  of 
thoire  important  cities.  The  total  amount  of  deposits  received  is  102,d49/. 
17«.  6(/.  The  committee  of  management  have  the  pleasure  of  informing 
their  shareholders  that  ninety-one  members  of  the  provisional  committee  of 
this  company  have  paid  the  deposit  on  the  total  number  of  the  shares  al- 
lotted to  them. 

**  The  line  adopted  by  your  committee  commenced  at  a  junction  with  the 
Leeds  and  Thirsk  line^  at  Horsforth  Wood,  four  miles  north  of  Leeds,  and 
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Misiig  Rawden,  Yeadon,  and  Guiselej,  to  Ilkelj,  It  continued  up  Wharfe 
bale  to  Hawes,  and  thence  through  Applebj  to  its  junction  with  the  Lan- 
cister  and  Carlisle  line,  at  Olifton,  nineteen  miles  south  of  Carlisle  ;  thus 
Ibnnin^  the  most  direct  route  from  London  and  Leeds  to  Carlisle,  Glasgow, 
and  Bdmburgh.  The  length  of  this  line  is  eighty-four  miles,  and  presents 
pnetieable  working  gradients  ;  although  to  obtain  these  some  heavy  works 
we  requisite,  especially  at  Stakefells.  These,  howerer,  your  committee  hope 
to  eonsiderably  reduce  and  amend. 

'^  In  all  the  proceedings  of  your  committee  it  has  been  their  policy  to  cul- 
tinte  a  friendly  understanding  with  those  companies  with  which  your  line 
it  oonaeeted.  and  this  spirit  has  been  responded  to  generally  ;  the  Leeds 
and  Thirsk  Railway  Company,  with  which  your  line  is  more  directly  con- 
aected,  haTing  offered  every  facility  both  for  a  junction  and  running  on  tlie 
linf  on  &ir  and  reasonable  terms  ;  whUst  the  Caledonian  lUilway  Directors 
have  expressed  to  your  committee,  that  they  view  any  direct  communication 
(ma  Leeds  and  the  centre  of  Yorkshire,  to  Carlisle,  as  important  to  the  in- 
terests of  that  company. 

"In  prosecuting  your  bill  through  Parliament  you  would  have  had  to 
eontend  as  your  strongest  opponent  with  the  Yorkshire  and  Glasgow  Rail- 
way Company,  whose  interests  were,  in  many  respects,  indentical  with  those 
of  this  company,  and  whose  line,  from  Clifton  to  Ilawes  (about  thirty  miles), 
ran  parallel  to  your  own  ;  thence  it  passed  down  the  Valley  of  the  Yure, 
through  Afikrigg,  Leybum,  and  Bedale,  to  Thirsk,  on  the  Great  North  of 
Sngland  Railway,  and  (bv  a  branch  of  rfeven  miles)  to  Wath  (hear  Ripon), 
fonnmg  a  junction  with  the  Leeds  and  Thirsk  line.  This  line  had  the  ad- 
Tanta^  over  your  own,  in  points'  of  practicability  and  cheapness  of  con- 
itraction,  the  whole  being  laid  down  without  a  tunnel;  oi'  any  expensive 
wotk.  This  company,  as  well  as  the  Leeds  and  Carlisle,  is  supported  by 
strong  local  influence,  and  affords  a  complete  line  of  coinmunication  between 
London,  Leeds,  Carlisle,  and  Scotland,  and  by  far  the  shortest  and  most  di- 
rect route  from  Scotland  to  the  important  port  of  IIuU.  After  mature  con- 
sideiation,  your  committee  considered  it  to  be  for  the  interest  of  this  com- 
MT  to  enter  into  an  amalgamation  with  the  Yorkshire  atid  Glasgow  Union 
naiiway  Company,  as  thereby  heavy  parliamentary  expense  will  he  avoided, 
and  by  this  union  an  important  national  scheme  carried  out. 

**  Tour  committee  were  gratified  to  find  that  such  disposition  was  cordi- 
aDj  responded  to  by  the  Yorkshire  and  Glasgow  Union  Railway  Company, 
wluch  agreed  to  enter  into  an  amalgamation  on  terms  of  perfect  equality. 
Teor  committee  have  the  satisfaction  of  informing  you  that  the  following 
temu  have  been  entered  into  accordingly,  viz. : — 

**  1.  That  an  amalgamation  be  formed  between  the  Leeds  and  Carlisle  and 
the  Yorkshire  and  Ghisgow  Union  Railway  Companies  on  terms  of  perfect 
eqaafi^. 

''2.  That  the  affairs  of  the  amalgamated  company  be  managed  by  a  direc- 
tion chosen  in  equal  numbers  from  the  committees  of  management  of  both 
oompanies. 

**  7L  That  as  one  of  the  two  lines  running  parallel  to  each  other  from  Clif- 
ton to  Hawea-^viz.,  that  of  the  Yorkshire  and  Glasgow  Union  Railway,  was 
foond  to  present  on  comparison  better  gradients,  and  to  be  less  expensive  in 
constmetion,  that  line  be  adopted,  and  the  other  abandoned. 

"  4.  That  the  anudgaination  company  do  proceed  in  the  ensuing  session 
for  a  bill  to  construct  the  main  line  down  the  Valley  of  the  Yure  to  Wath, 
near  Ripon,  on  the  Leeds  and  Thirsk  Railway,  (with  a  short  branch  to 
Think,  on  the  Great  North  of  England  Railway,)  thereby  opening  a  direct 
conunonicaiion  from  Glasgow  and  Carlisle  to  Leeds,  York,  and  IIulL  and 
through  tiiem  to  the  south.  That  the  line  from  near  Hawes  to  Leeds,  by 
the  Valley  of  the  Wharfe.  be  sent  in  as  a  project  only  this  session,  in  order 
to  obtain  possession  of  tne  ground,  should  the  traffic  demand  at  a  future 
time  two  linea  of  communication  between  the  north  and  south  of  England. 

L2 


148  RAILWAY  REGISTER. 

"5,  That  the  stock  of  the  amalgamated  company  be  contributed  in  equal 
proportions,  and  that  each  company  pay  their  own  expenses  up  to  the  day 
of  amalgamation. 

'*  It  has  been  already  proved  to  the  satisfaction  of  your  committee  that 
the  local  traffic  on  the  Yorkshire  and  Qlasgow  line,  independent  of  the 
through  traffic,  will  be  fully  sufficient  to  remunerate  the  outlay  of  capital. 
The  important  item  of  line  alone  will  yield  a  considerable  revenue,  as  the 
line  passes  through  the  finest  fields  of  Imiestone  in  Yorkshire,  and  the  inex- 
haustible supply  which  these  yield  gives  an  ample  security  that  the  demand 
will  be  extensive  and  continuous ;  whilst  the  quantity  of  coal  which  will  be 
necessary  for  burning  the  lime  will  give  a  remunerative  back  carriage,  and 
vastly  increase  the  present  large  consumption  in  the  district. 

*^  It  has  been  a  strong  inducement  to  your  committee  to  sanction  the 
formation  of  that  portion  of  your  line  first  which  traverses  the  lime  district, 
because,  from  the  absence  of  difficult  or  expensive  work,  this  line  would  not 
occupy  much  time  in  construction,  and  because  the  local  traffic  already  al* 
luded  to  would  vield  an  immediate  return,  and  at  the  same  time  a  line 
would  be  secured  which  will  afford  a  much  shorter  route  to  Scotland  than 
any  now  existing  or  projected,  and  the  shortest  possible  route  to  Hull  from 
the  north  and  north-west. 

The  following  is  the  financial  statement  of  this  company  to  Dec.  31, 1845. 
Cr. 

By  deposit j£l02,949  17    6 

Dr. 
To  Engineering,  on  account    •    »    •    •    •    ;£6,000    0    0 

Advertising .       1,008  11    6 

Law  expenses 670    0    0 

Traffic  tables 1,000    0    0 

Rent,  salaries,  tradesmen's  bills,  travel- 
ling, office  expenses,  d^c 989  16    4 

35,000/.  Exchequer]  Bills  (average),  at 

25*.  pm 35,907  16    3 

Bank  security 35,000    0    0 

Balance  in  hands  of  company's  bankers, 
in  London  and  the  country      .    .    .     22,473  13    5 

£102,949  17    G 

The  chaLrman  said  that  the  amount  that  had  been  paid  to  Sir  John 
Rennie,  the  engineer,  was  6,000/.  Upon  the  amalgamation,  indeed, 
before  it  took  place,  Sir  John  Rennie  sent  in  his  bill,  which  amounted 
to  no  less  than  12,800/.  (hoar).  The  board  considered  the  cha]q|re  to  be 
so  unwarranted  that  they  declined  paying  the  whole  amount ;  and  he 
had  at  that  moment  in  his  pocket  a  letter  from  Sir  John  Rennie,  *  iu 
which  a  rec^uest  was  made  to  be  furnished  with  the  name  of  the  com- 
pany's solicitor,  in  order  that  process  might  be  served  for  the  recovery 
of  the  entire  sum — viz.,  12,800/.  The  proprietors  might  depend  upon 
this,  that  the  Directors  would  not  shrink  from  defendmg  any  action  Sir 
John  Rennie  might  bring  against  them,  for  they  were  quite  satisfied  they 
had  a  good  and  conclusive  defence.  The  advertisements  did  not  amount  to 
much  more  than  the  sum  put  down  for  them.  The  law  expenses,  507/^  had 
been  advanced  in  the  country  for  making  up  the  reference  book,  and  the 
amount  included  only  the  money  out  of  pocket.  The  expenses  of  serving 
notices,  now  that  the  amalgamation  had  taken  place,  would  be  shared  by 
the  other  parties.  With  respect  to  the  traffic  tables,  they  would,  perhaps, 
have  to  pay  a  few  hundred  pounds  more.  They  had  secured  a  nrst-rate 
man,  Mr.  H.  Brown,  for  the  completion  of  the  traffic  case,  and  they  had  it 
from  that  gentleman  that  the  through  traffic  upon  the  line  would  be  very 
large.    The  rent,  salaries,  <Src.,  had  been  paid  up  to  the  last  moment ; 


BAILWAT  UBETIN08.  149 

and  ihftt  lasi  week  fire  of  the  Directors,  including  himself,  went  down  to 
Torluhire  and  met  the  Directors  of  the  Yorkshire  and  Glasgow  Union 
Gompanj.  They,  on  that  occasion,  made  a  joint  board,  and  it  was  very 
flatterine  to  him  to  be  able  to  state  that  the  board  had  thought  proper 
to  elect  him  chairman  of  the  amalgamated  company.  He  then  asked  cer- 
Uin  questions,  and  he  ascertained  that  10,000/.  would  cover  the  whole  of 
the  expenses  incurred  by  them  up  to  the  time  of  amalgamation.  They 
were  supported  by  a  large  propriety  in  the  amalgamated  direction  ;  by  Mr. 
Wyrill,  of  Constable  Burton,  a  gentleman  of  large  property ;  by  Mr.  0. 
Powlett  of  Bolton  Hall ;  by  Mr.  Anderson ;  and  by  many  other  respectable 
countiy  gentlemen  of  small  landed  property.  Those  he  hadjust  spoken  of 
were  amongst  the  members  of  that  managing  conmiittee.  Upon  the  provi- 
oonal  committee  of  the  Yorkshire  and  ^asgow  Union  Company  was  Lord 
Beaumont,  through  whose  property  the  line  would  pass,  ana  also  the  pre- 
sent Lord  WhsAncUffe.  The  proposed  railway  would  go  oyer  about  soyen 
miles  of  Lord  Whamcliffe's  land.  They  had  a  most  powerful  local  support, 
tad  he  (the  chairman)  considered  that  the  company  was  in  a  most  prosper- 
oos  state,  and  that  with  the  joint  influence  of  the  commercial  interests  in 
London,  and  the  landed  interests  in  Yorkshire,  they  had  a  strength  which 
must  triumph  oyer  all  opposition. 
The  resolution  was  then  put  and  carried  imanimously. 


HUPDIBSFIBLD    AlTD  MaVCHBSTER    RaILWAT — ^MEETING  07    ShARBHOLDEBS 
AT   HUDDEBSFIELD. 

On  January  the  9th,  a  meeting  of  shareholders  of  this  undertaking  was 
held  in  the  Guildhall,  Huddersfield.  The  object  of  the  meeting  was  to  take 
into  consideration  the  amalgamation  with  the  ShefEeld  and  Manchester 
Company,  and  to  take  what  steps  might  be  thought  necessary  in  reference 
to  it. 

Joseph  Brook,  jun.,  Esq.,  was  called  to  the  chair. 

The  meeting  was  addressed  by  the  Chairman,  Mr.  W.  Moore,  Mr.  Shaw, 
Mr.  Joseph  Stocks  (a  proprietor  of  aboye  one  thousand  shares),  Mr.  Bennett 
(of  Liyerpooh.  Mr.  T.  A.  Heaps,  Mr.  Armitage  (chairman  of  the  Huddersfield 
and  Shemela),  and  Mr.  Freeman.  A  feeling  against  amalgamation  was 
▼eiy  decidedly  manifested.  The  position  in  which  it  would  place  this  com- 
psny  was  reyiewed  with  great  calmness  by  seyeral  of  the  speakers.  A  cir- 
cnlar  recently  issued  by  the  directors  to  the  shareholders  was  made  the 
labject  of  repeated  allusion,  and  though  by  some  of  the  gentlemen  who 
referred  to  that  document,  it  was  admitted  to  contain  some  more  weighty 
considerations  in  fayour  of  the  amalgamation  with  the  Sheffield  Company 
than  had  been  preyiously  laid  before  the  shareholders,  it  was  neyertheless 
at  the  same  time  contended  that  they  were  still  insufficient  to  proye  the 
desirableness  of  such  a  union.  All  who  gaye  expression  to  their  sentiments 
were  unanimous  as  to  the  importance  of  an  alliance  with  the  Leeds  and 
Bewsbury,  which  was  generally  yiewed  to  be  so  desirable  that  the  obstacles 
to  such  an  arrangement  which  it  was  conceiyed  would  be  presented  by 
uniting  the  Huddersfield  and  Manchester  with  a  company  haying  the  enor- 
mous responsibilities  in  which  the  Sheffield  was  inyolyed,  were  made  a 
prominent  argument  against  an  amalgamation  with  the  latter  company  at 
the  present  period.  If  an  amalgamation  could  be  effected  with  the  Leeds 
and  Bewsbury,  it  was  generally  thought  that  they  would  be  in  a  position  to 
obtain,  at  a  future  period,  far  more  adyantageous  terms  from  either  the 
Sheffield  and  Manchester,  or  Leeds  or  Manchester  Companies,  than  they 
could  procure  at  the  present  time.  In  the  course  of  the  proceedings  the 
conduct  of  some  of  the  directors  in  pressing,  as  it  was  conceiyed,  unduly,  the 
amalgamation  with  the  Sheffield  and  Manchester  also  became  the  subject  of 
animadyersion,  and  some  of  the  speakers  did  not  hesitate  to  assert  the  ineffi- 
ciency and  want  of  local  knowledge  of  the  requirements  of  Huddersfield  on 
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the  part  of  some  of  the  directors  ;  and  Mr.  Annitage,  who  complMned  tliai 
he  had  been  driven  out  of  the  directory  by  the  unhandsome  treatment  of 
one  or  two  of  them,  urged  the  necessity  of  the  directory  being  weeded  at  the 
meeting  of  the  com{)any  which  was  to  take  place  in  February. 

On  the  motion  being  put  to  the  meeting  it  was  adopted  without  a  dl»- 
Bcntiont. 

A  committee  was  afterwards  formed  to  carry  out  the  object  of  the  resolu- 
tions, and  for  the  purpose  of  communicating  with  shareholders  at  a  (^stance, 
in  order  to  ensure  their  co-operation. 


HUDDEBSPIBLD  AlO)  EasT  A5D  WeST  CoASTB  RaILWAT — RetUBK  OF  THB 

Deposits. 

A  meeting  of  the  shareholders  in  this  company  was  held  at  the  Guildhall, 
Iluddersfield,  on  Friday,  for  the  purpose  of  receiving  the  rejKirt  of  the  pro- 
visional directors  on  the  position  of  the  company,  and  of  taking  the  opinion 
of  the  shareholders  on  the  future  course  to  oe  pursued.  There  was  a  very 
large  and  influential  attendance  of  the  shareholders. 

Joseph  Starkoy,  Esq.,  the  chairman  of  the  provisional  committee,  presided. 

At  tno  commencement  of  the  proceedings,  Mr.  Jacomb,  solicitor,  read  a 
lengthened  report  pf  the  provisional  directors.  This  document  entered  into 
the  origin  and  progress  of  the  scheme  and  the  various  negociations  into  which 
the  company  had  entered.  It  made  especial  reference  to  the  negociations 
which  had  taken  place  with  the  Huddersheld  and  Manchester  Company  for  an 
amalgamation,  and  to  the  failure  of  those  negociations  in  accompushing  a 
corporate  arrangement  between  the  two  companies.  After  the  preliminary 
announcement,  it  appeared  that  the  shares  applied  for  exceeded  300,000, 
which  amounted  to  40  times  the  number  of  shares  at  the  disposal  of  the  di- 
rectors. The  failure  of  the  negociations  with  the  Huddersheld  and  Man- 
chester Company  had  placed  this  company  in  a  position  of  great  difficulty, 
owing  to  the  non-payment  of  the  deposit  on  a  large  proportion  of  the  shares 
allotted  to  the  Hudaersfield  and  Manchester  proprietors,  even  some  of  the 
directors  of  that  company  not  having  taken  up  their  shares.  The  deposits 
unpaid  amounted  altogether  to  16,28U.  It  was  to  be  regretted  that  the 
Iluddersfield  and  Manchester  proprietors  had  not  taken  up  the  shares  al- 
lotted to  them,  because  the  directors  of  this  company  were  of  opinion  that 
they  might  have  been  disposed  of  in  a  satisfactory  way  to  othef  parties. 
This  circumstance  had  rendered  it  impossible  for  the  provisional  committee 
to  proceed  to  parliament  for  the  whole  of  the  scheme  (including  the  eight 
branches)  without  a  further  capital  of  3000^.  or  4000/.  It  would  therefore 
be  necessary  either  that  the  additional  amount  should  be  subscribed  or  some 
of  the  branches  abandoned.  The  directors  entertained  the  same  good  opi- 
nion of  the  undertaking  they  had  ever  had  of  it,  and  as  a  proof  of  the  gene- 
ral estimation  in  which  it  was  held  by  the  owners  of  the  land  through  which 
it  would  pass,  it  was  stated  that  out  of  410  only  114  had  expressed  their 
dissent  to  its  formation. 

Mr.  Leigh  Brook  stoutly  resisted  the  original  motion. 

On  a  division  the  motion  was  carried  by  a  very  large  majority. 

After  the  show  of  hands  had  been  taken,  a  scrutiny  of  the  number  of 
votes  took  place  amid  the  greatest  excitement  and  confusion  Of  the  num- 
bers of  shares  represented  b)r  those  presented  there  were  upwards  of  100 
majority  in  favour  of  the  original  motion. 

The  remarks  of  several  shareholders  evinced  a  deep  sense  of  t^ie  excellent 
manner  in  which  the  directors  had  conducted  the  aHairs  of  the  company. 


Metropolitan  Railways  Junction  Company. 
The  adjourned  general  meeting  of  the  shareholders  in  this  company  was 
held  Jan.  5th,  at  the  office  of  the  company,  11,  Gement*s  Lane,  Lombard 
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Bbmi,  'lii0or  Ctof^  eh«iniuui  of  the  oommittee  of  management,  presided. 
The  objeet  of  the  meeting  was  to  hear  the  report  of  the  committee 
appoin led  at  the  last  meeting  of  the  company  to  negociate  with  the  commit- 
tee of  the  projected  Northern  and  Southern  Connecting  Railway  Company, 
lelatiye  to  an  amalgamation  of  the  imdertakings. 

Mr.  Chease^  the  secretary,  submitted  a  long  and  minute  detail  of  the  ya* 
rions  proceedings  of  the  sub-committee  appointed  to  negociate  with  the  pro- 
jectors of  the  Northern  and  Southern  Connecting  Company  for  an  amatgav 
nation.  The  ultimatum  proposed  to  their  company  was,  in  effect,  as  follows. 
Fini  that  the  plans  of  the  Northern  and  Southern  Connecting  Companj 
should  be  adopted  ;  secondly,  that  three  shares,  with  a  payment  on  each  ol 
12(.,  shoiUd  be  receiyed  in  exchange  for  one  Northern  and  Southern 
Connecting ;  thirdly,  that  four  directors  from  the  Metropolitan  Junc- 
tion Company  should  be  admitted  into  the  amalgamated  company ;  and 
fourthly,  that  Messrs.  Miller  and  Carr,  solicitors  to  the  Northern  and  South** 
em  Connecting  Cemnany,  should  be  the  only  solicitors  of  the  company. 

^Kie  Chainnan  said  the  directors  could  return  no  answer  to  such  a  propo- 
sition. The  shareholders  would  at  once  see  the  impossibility  of  consenting 
to  any  such  proposal.  He  had  just  had  a  conyersation  with  a  memb»  ox 
the  committee  <n  that  company,  who  said  that  it  was  not  in  such  a  position 
that  he  could  recommend  the  Metropolitan  Junction  Company  to  accede  to 
it 

A  committee,  consisting  of  Mr.  Qeorge  Jones  ;  Mr.  Yacher,  of  Exeter ; 
Mr.  Payne ;  Mr.  Dowling,  of  Edinburgh  ;  and  Mr.  Gilbwtson,  of  Hertford| 
vas  then  nominated^ 

Thrae  g^entlemen,  with  the  addition  of  Mr.  Hoddie,  of  Hatton  Garden, 
were  appointed  to  examine  into  the  accounts  of  the  company,  in  terms  of  the 
Boggestion  of  the  chairman. 

MsBTiira  or  ths  Dublin  and  Sandthount  Railway  Cohpaht. 

A  meeting  of  subscribers  to  the  Dublin  and  Sandymount  Atmospheric 
RaHway  Company  was  held  on  Monday,  Jan.  5th,  at  the  Commercial  Build- 
ings, to  consider  the  threatened  opposition  of  the  Dublin  and  Kingstown 
Riulway  Company  to  the  projected  line,  and  to  adopt  such  measures  in  re- 
feraice  iliereto  as  might  be  deemed  adyisable. 

At  half-past  one  o'clock,  on  the  motion  of  Mr.  Wisdom,  seconded  by  Mr. 
W.  6.  Dubedat,  Bdward  Bourne,  Esq.,  one  of  the  proyisional  committee,  was 
oalM  to  the  chair. 

The  Chairman  obseryed.  that  as  they  were  all  in  possession  of  the  objects 
of  the  meeting,  which  had  been  specisoly  conyened  by  requisition  pursuant 
to  the  proyiflion  of  the  deed  of  settlement,  he  would,  with  the  permission  of 
the  subscribers,  call  on  the  solicitor  to  read  the  reports  which  embodied  the 
conclusions  to  which  the  proyisional  committee  nad  come  respecting  the 
niatter  they  were  assembled  to  discuss  and  consider. 

¥he  Solicitor  to  the  company  read  a  report,  from  which  it  appeared  that 
the  Dublin  and  Kingstown  Company  did  not  intend  to  oppose  this  project. 
The  following  is  the  closing  portion  of  the  report : — 

*^The  committee  haying  considered  the  seyeral  commimications  had  from 
the  secretary  of  the  Kingstown  Company,  that  no  opposition  toihis  company 
has  been  contemplated  by  the  Dubhn  and  Kingstown  board ;  and  consider- 
ine  that  eyery  necessary  step  has  been  taken,  and  tho  usual  expense  incur- 
^  to  bring  this  project  before  parliament,  are  of  opinion  that  the  share- 
holders haye  eyery  reason  to  entertain  well-grounded  expectations  of  a  suc- 
cessful result  awaiting  their  application  for  an  act  sanctioning  the  project 
in  the  approaching  session  of  parliament ;  and  that  it  is  highly  remunera- 
tive to  the  shareholders,  and  eminently  beneficial  to  the  important  and  po- 
pulous district  of  Sandymount  and  its  yiclnity.  Tae  committee,  in  pur- 
suiaoQ  of  the  power  conteired  upon  them  by  tho  deal  of  settlement,  haye 
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deiennined  to  direct  the  necessary  deposit  in  the  Court  of  Chaneeiyy  to  be 
made  preparatory  to  the  introduction  of  their  bill  to  the  legislature. 

(Signed  on  behalf  of  the  committee) 
"  John  L.  Ababiit,  Lord  Mayor^  Ghaiimaii.*' 

Mr.  Lees  asked,  had  all  the  members  of  the  committee  named  by  the  solicit 
tor  approYed  of  that  report  ? 

The  solicitor  replied  that  they  had.  The  report  was  agreed  to,  and 
adopted  after  consideration  at  seyeral  committee  meetings. 

Mr.  Denehey  remarked  that  the  next  thing  to  be  done  was  to  more  the 
adoption  of  the  report,  and  he  had  great  pleasure  in  proposing  a  resolution 
to  tnat  effect.  From  the  commencement  ne  was  impressed  with  the  neces- 
sity existing  for  the  construction  of  a  railway  to  Sandymount,  it  being  one 
of  the  most  populous  outlets  of  the  city.  It  only  requured  a  short  time  to 
convince  any  man  of  the  increasing  source  of  passenger  traffic  which  existed 
in  that  locality.  He  was  grateful  to  the  respectable  solicitor,  Mr.  M'Neyin, 
for  the  active  and  honourable  manner  in  which  he  had  conducted  their  pro- 
ceedings. There  were  few  gentlemen  of  his  profession  who  could  have  done 
so  well  with  it  imder  all  the  circumstances,  and  considering  what  had  oc- 
curred. He  trusted  that  they  were  on  the  eve  of  having  themselves  placed 
before  the  public  in  a  better  position  than  they  had  heretofore  occupied.  For 
his  own  part,  he  would  be  anxious  to  forget  and  forgive  the  occurrences  of 
former  occasions,  and  he  hoped  they  would  all  pull  together  in  future,  and 
that  the  undertaking  would  turn  out  as  prosperous  as  they  had  anticipated 
when  embarking  in  it — ^for  he  supposed  that  no  man  would  invest  his  capital 
in  the  project,  unless  under  the  belief  that  it  was  hondfide,  and  likely  to  turn 
out  very  remunerative.  This,  he  believed,  the  Sandymount  concern  would 
be  found  to  do. 

Mr.  Lees  seconded  the  adoption  of  the  report. 

The  motion  for  the  adoption  of  the  report  was  put  and  carried  unani- 
mously. 

The  South- Wbstibn  held  a  special  general  meeting,  Tuesday,  Jan.  20th, 
for  the  purpose  of  conferring  the  necessary  powers  upon  their  directors,  pre- 
vious to  application  to  Parliament  for  legislative  sanction  to  tneir 
various  branch  and  extension  projects.  The  report  read  upon  the  oc- 
casion gave  the  following  list  of  tkese  lines — ^to  Hampton  Court ;  to  Epsom ; 
to  Chertsey  and  Egham  ;  to  Famham  and  Alton ;  to  Salisbury,  from  Basing- 
stoke, by  Whitchurch  and  Andover  ;  from  Romsey  to  Redbridge  ;  and  from 
Kine  Elms  to  London  Bridge.  It  also  stated  that  arrangements  had  been 
entered  into  with  the  Brighton,  whereby  the  company  will  become  half- 
owners  of  the  Portsmouth  and  Fareham  extension  of  the  Brighton  and  Chi- 
chester. It  also  introduced  to  the  notice  of  the  shareholders  the  grand  scheme 
for  a  railway  communication  between  Basingstoke  and  Land^s  End,  which, 
in  concert  with  the  companies  below,  the  Souui-Westem  proposes  to  execute : 
•—The  branch  from  Basingstoke  to  Salisbunr  (estimated  cost  700,000i.)  will 
be  the  first  section  of  this  scheme.  It  will  be  continued  by  the  proposed 
London,  Salisbury  and  Teovil  (estimated  cost  900,000/.)  to  Yeovil ;  by  the 
line  and  branches  of  the  Exeter,  Teovil  and  Dorchester  (estimated  cost 
1,300,000/.)  to  Exeter ;  and  by  the  Cornwall  and  Devon  Central  (estimated 
cost  3,000,000/.)  to  Falmouth  and  Penzance.  The  capital  for  the  entire  line 
will  be  5,000,000/.,  of  which  one-fourth  is  to  be  transferred  to  the  South- 
western, who  will  thereupon  obtain  a  corresponding  share  in  the  manage- 
ment of  each  of  the  imdertakings.  Should  Parliament  sanction  the  pro- 
jected scheme,  it  is  proposed  that  the  above  companies,  with  the  exception 
of  the  Dorchester,  should  be  amalgamated  ;  that  the  present  debenture  debt 
of  the  South  -Western  (630,000/.)  should  thereupon  become  a  charge  upon 
the  entire  undertaking,  and  that  the  remaining  profits  of  the  whole  concern 
should  then  be  apportioned  for  dividend,  seventeen  twenty-sixths  to  the  ex- 
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istingiiiAre  capital  of  the  South-Western,  and  nine  twenty-sixths'to  the  capital 
expended  on  the  conBtruction  of  the  lines  west  of  Basingstoke  ;  the  capital 
expended  on  the  Yeovil  and  Exeter  portion  being  ^aranteed  out  of  the 
nine  twentynnxths,  a  fixed  dividend  of  5^  per  cent.,  in  the  shape  of  rent,  to 
be  resenred  on  a  lease  in  perpetuit j  of  that  line  to  the  amalgamated  under- 
taking. 

WoBCESTEBy  WaBWICK,  AND  RnQBT   RAILWAY  CoKPANY. 

A  general  meetine  of  the  shareholders  in  the  above  CSompanj  was  held 
Jan.  12,  at  the  London  Tavern,  for  the  purpose  of  receiving  the  Report  of 
the  Directors,  and  considexing  a  proposal  for  amalgamation  with  competing 
lines. 

Mr.  Ward,  M.P.  was  in  the  chair. 

The  Chairman  said  that,  as  the  report  he  should  have  to  lay  before  the 
Proprietors  detailed  the  purpose  for  which  they  had  assembled,  and  as  he 
hoped  that  report  woiUd  prove  satisfactory,  he  thought  it  was  not  necessary 
to  detain  them  by  any  preliminary  observations.  He  should  merely  express 
regret  that  in  consequence  of  the  time  consumed  in  negociations,  which  had 
been  verj^  long  and  difficult  from  the  various  interests  to  be  brought  into 
frnnmunication  with  each  other,  the  Directors  had  not  been  able  to  call  a 
meeting  of  the  proprietors  so  soon  as  they  had  a  month  since  anticipated. 

The  Report  was  as  follows  : — 

^The  acting  committee  of  the  Worcester,  Warwick,  and  Rugbv  Railway 
hare  great  pleasure  in  informing  their  proprietors  that,  after  a  long  nego- 
ciation,  they  have  succeeded  in  effecting  an  amalgamation  with  the  Rugby, 
Warwick,  and  Worcester,  and  the  Warwick  and  Worcester  Oompanies,  upon 
tenns  wb^ch  they  consider  as  equitable  and  advantageous  to  all  j^arties. 

**The  three  companies  are  henceforward  to  form  one.  The  capitals  are  to 
be  consolidated,  the  boards  united ;  and  out  of  the  three  lines  for  which  the 
pariiamentary  notices  have  been  served,  and  the  plans  and  sections  de- 
posited, the  best  is  to  be  selected  by  some  competent  engineer,  which,  when 
brought  into  contact  with  the  lines  already  centering  from  South  Wales  and 
other  important  districts,  can  hardly  fail  to  command  a  traffic  of  the  most 
remunerating  character. 

"  In  their  address  to  the  proprietors,  on  the  4th  of  December,  the  commit- 
tee stated  that  unless  some  such  arrangement  as  this  could  be  effected,  they 
ihoold  immediately  call  a  meeting  of  the  shareholders  and  return  the  de- 
posits, minus  the  expenses  already  incurred.  They  wish  now  to  be  better 
than  their  word,  and  notwithstanding  they  have  full  powers  under  the 
Parliamentary  deed  to  bind  their  propnetarjr,  they  have  regarded  it  as  their 
duty  to  consult  them,  both  as  a  proof^of  tiieir  own  confidence  in  the  arrange- 
ment proposed,  and  their  desire  to  meet  the  wishes  of  those  individuals  who 
may  find  it  inconvenient  to  take  advantage  of  it. 

^  With  this  view  they  mean  to  propose  to  the  meeting  two  resolutions,  the 
iint  of  which  confirms  the  amalgamation,  while  the  second  provides  that 
those  proprietors  who  disapprove  of  it  may  receive  back  30s,  per  share  upon 
rendering  their  scrip,  whicn  scrip  will  be  re-issued  at  the  same  price  to  such 
shareholders  as  regard  the  scheme  as  entitled  to  their  support,  and  calcu- 
ated  not  merely  to  put  an  end  to  useless  litigation,  but  to  ensure  a  safe 
and  lucrative  investment  to  all  who  consent  to  transfer  their  interest  to  the 
amalgamated  line." 

[Cheers.]  This  was  the  whole  of  the  report,  and  the  advantage  of  amalga- 
mation was  so  obvious  that  it  was  perhaps  unnecessary  to  dwell  upon  it. 
With  three  or  four  competing  lines  the  contest  must  have  involved  a  great 
waste  of  capital  in  Parliament,  while  it  was  quite  clear  that  only  one  line  of 
railway  comd  be  sanctioned.  It  was  right  he  should  state  that  Mr.  Gravatt's 
inaccuracies  had  been  foimd  of  the  most  trivial  character ;  the  work  had 
been  well  done,  and  the  plans  and  sections  had  now  been  deposited  so  as  to 
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entitle  them  to  be  one  of  the  compaaies  between  whom  the  engineer  to  be 
selected  should  decide.  With  resDect  to  the  country  through  which  the 
lines  proposed  to  pass,  there  could  be  no  doubt  that  the  traffic  would  amply 
repay  those  who  embarked  their  capital  in  the  construction  of  a  railway  for 
its  accommodation.  He  was  satisfied  that  the  line,  whichoTer  might  bo 
chosen,  would  be  one  of  the  best  paying  railways  in  the  kingdom,  and  that 
it  would  now  be  made  under  the  most  advantageous  circumstances  (cheers). 
He  hoped  the  report  would  prove  that  the  Directora  had  discha^ed  faith- 
fully and  diligently  the  duty  confided  to  them  (cheers).  He  would  now 
read  the  resolutions  they  proposed  to  engraft  upon  the  report^  should  it  be 
adopted.    They  were  as  follows : — 

'*That  the  amalgamation  concluded  between  this  Oompany  and  the 
Rugby,  Warwick,  and  Worcester,  and  the  Warwick  and  m>rcester  Com- 
panies, be  confirmed. 

^  That  such  of  the  proprietors  as  shall  dissent  therefrom  shall  signify  the 
same  by  letter  addressed  to  the  secretary,  within  seven  days  from  this  day, 
and  that  they  shall  then  be  entitled  to  receive,  on  a  day  to  be  advertised  by 
the  committee,  the  sum  of  30».  for  each  share  now  in  their  possession ;  and 
that  the  shares  of  such  dissentients  shall  be  re-issued  at  the  same  price  to 
such  of  the  assentients  amoi^st  the  shareholders  as  shall,  in  like  manner, 
and  within  the  same  period,  signify  their  desire  to  avail  tnemselves  of  ihia 
option.  Such  shares  at  30#.  to  be  divided  rateably  amongst  suoh  applicant 
assentients."— (Cheers.) 

Mr.  Routh  moved  the  adoption  of  the  report 

A  proprietor  inquired  whether  the  expenses  already  incurred  amounted 
to  12a.  per  share  1 

7he  Chairman  said  the  number  of  shares  issued  to  the  public  was  35,000. 
Although  the  greatest  possible  care  was  taken  in  the  selection  of  the  letters 
of  application,  the  shsjes  paid  upon  amounted  to  only  18,610.  The  num- 
ber of  flJiares  reserved  for  local  interests,  landowners,  and  for  the  branch  to 
Redditch,  to  which  the  Worcester  people  attached  importance,  and  were 
most  i^nxious  to  have  constructed,  was  5000  ;  and  the  same  number  was  re- 
served for  the  acting  committee  and  provisional  committee.  Out  of  the 
latter  6000  the  members  of  the  committees  took  2987,  so  that  21,602  was  the 
number  that  had  been  paid  upon.  The  sum  paid  up  was  45,364^.  He  said 
the  whole  of  the  lines  projected  to  supply  the  country  between  Rugby  and 
Worcester  were  disposed  of  by  this  amalgamation. 

The  resolutions  were  put  and  carried  unanimously. 

Bradfobd,  Manohestbs,  and  Livbbpool  Direct  Railway. 

Jan.  12th,  a  meeting  of  the  shareholders  on  this  line,  who  have  paid  up 
their  deposit  monejf  of  2/.  I2s.  6d.  or  the  decreased  deposit  of  10«.  per  shaio, 
was  hela  at  the  ofifces  of  the  companv,  in  Charles  Street,  Bradford. 

Mr.  Edward  Ward,  Bradford,  the  chairman  of  the  executive,  opened  the 
proceedings  by  stating  that,  as  all  present  would  be  aware,  the  position  of 
the  project  was  not  so  good  as  the  executive  could  have  desirea;  for  they 
had  not  money  sufficient,  because  of  the  non-payment  of  the  deposits,  to  go 
to  parliament  with,  though  all  things  requisite  to  taking  that  step  were 
complete.    He  then  read  a  long  report,  which  contained  the  following  :•— 

FINANCIAL  STATEMENT. 

1846.— Br. 
Jan.  12.  To  guarantee  fund  in  bank,  received  from  155  sub- 
scribers (less  seven  who  have  paid  their  deposits 

lessio;.) £1,480     0    0 

To  deposits  received  on  5825  shares,  and  interest, 

less  commission       15,908    0    0 

To  deposits  of  lOtf.  per  share  received  on  510  shares  255    0    0 

£  17,043    0    0 


Get  S4  and  Bee  11.  By  cash  paid  Mr.  Murphy       ....  £  300    0  0 
Hot.  30     •    .    »    •           „          Mes8r8.duJlow>8ons,aad 

Torr 46  10  0 

Hot.  3  and  Doc  9              „          Mr.  Panratt 230    0  0 

Noy.S                                y,           for  Stamps 200    0  0 

„                           „           for  Advertising        .    •    •  48  13  0 

^                           ^           ^Ir.  Mansell 200    0  0 

„                        „          theSoUcitora      ....  200    Q  0 


1,226    2 


Rceeipts  as  abore    .    .    .    .    , 1703  12    3 

Payments 1225    2    0 

&Unce  in  the  bank 15,818  10    3 

Hr.  Mansell,  the  traffie  taker,  has  made  a  claim  of  4082.  58.,  which  your 
committee  consider  exorbitant,  and  request  your  guidance  in  the  matter. 
Tbfe  joint  bill  of  the  solicitors  amounts  to  11462. 2s,  9d. ;  and  your  committee 
lie  glad  to  report  that  although  the  account  is  reasonable,  they  haye,  in  con- 
sequence of  the  present  non-success  of  the  project,  without  hesitation  con- 
K&ted  to  throw  off  3002.,  thus  reducing  it  to  8462.  2*.  9d, 

Tbe  whole  of  the  liabUities  of  the  company  are  33632.,  and  the  following 
are  the  particulars — 

Dr. 
To  deposits  paid  into  the  bank  on  5825  shares  (lesa  702.  Qua- 

raotee  Fund),  and  interest ^15,308  12    8 

To  deposits  of  10«.  j>er  share  on  510  shares 255    0    0 

To  giiaiantee  forfeited  by  42  subscribers  refusing  to  pay  the 

deposits 420    0    0 

To  fliarantee  subscription  of  seTen  gentlemen  at  Hali&z, 

wao  paid  their  deposits  less  102.  each 70    0    0 


Or. 

Mesflrs.  Ross  and  Murphy's  Joint  biU   .    .    .  j£  1100    0  0 

Mr.  Panatt's  bill 369    0  0 

Mr.  Mansell's  ditto 408    0  0 

Solicitors' joint  biU 846    2  9 

Advertising       100  18  1 

Stationer's  account 89    0  9 

Parliamentary  agents «    .  89    0  0 

Stamps 141    (f  0 

Tarem  and  other  miscellaneous  bills    .         .  151  12  0 

Sondries  not  accounted       68    6  5 


^16,053  12    3 


3,363    0    0 

Bdance  to  return  to  scripholders       12,690  12    8 

Batom  on  5825  shares  at  22.  2s.  ed.  per  share 12^378    2    6 

Uft  m  the  bank,  after  returning  22.  2^.  Gd.  per  share      .    .      £  312    9    8 

The  leport  went  on  to  state  that  the  project  was  a  good  one,  but  it  would  be 
viw  (o  postpone  it.  The  committee  proposed  ^  to  make  a  return  at  present 
of  2?.  2g.  6(2.  per  share,  and  to  return  the  residue,  as  well  as  what  may  be  re- 
o^ved  hereafter,  for  disbursing  such  claims  as  they  may  think  reasonable, 
V)d  resisting  those  that  are  exorbitant.  Whatever  balance  may  remain  will 
either  be  re&ined  in  the  bank  till  another  session,  or  it  will  be  divided  rate- 
able among  Uie  scripholders  and  those  who  pay  their  deposits  of  10^.  per 
ibare. 

A  good  deal  of  discussion  took  place,  and  the  names  of  many  members  of 
the  proTisional  committee  who  had  not  paid  their  deposits  were  given  and 


15B  aAILWJLY  BB0I8TBB. 

commented  on.  Finally,  the  following  resolutionB  were  proposed  and  car- 
ried : — 

''  That  the  report  be  adopted  ;  and  that  the  shareholders  who  hare  paid 
up  their  deposits  in  full  shall  receive  back  the  sum  of  2/.  28.  6d" 

"Thtkt  a  month  shall  be  allowed  to  the  defaulters  to  pay  up  their  c[Uota  of 
IO9.  per  share,  and  that  at  the  end  of  that  period  the  defaiUtmg  parties  ahidl 
be  publicly  exposed." 

This  day  fortnight  was  fixed  as  the  day  for  the  return  of  the  portion  of  the 
deposits  indicated  in  the  first  resolution. 

A  Tote  of  confidence  in  the  committee  was  naseed ;  also  a  rote  of  thanks 
to  the  chiuiman.    The  meeting  then  separated. 


Lancasteb  akd  Oablxblb  Railway. 

At  one  o'clock,  Jan.  13th,  the  proprietors  in  the  Lancaster  and  Carlisle  Bail- 
way  held  their  half-yearly  general  meeting,  in  the  Clarendon  Rooms,  for  the 
general  purposes  of  the  undertaking.  Mr.  E.  W.  Hassell,  chairman  of  the 
directors,  presided. 

The  following  reports  were  read  :— 

niBBOTOBS'  KZPOBT. 

^  Again  the  directors  meet  the  proprietors  with  unmingled  pleamire, 
haying  no  untoward  circumstance  to  report. 

''As  regards  the  progress  of  the  works  since  the  last  general  meeting,  it 
has  been  satisfactory  until  within  the  last  few  weeks,  during  which  the 
contractors  allege  that  the  state  of  the  weather  has  preyented  mt  rapid  ad- 
vance which  was  observable  up  to  that  time. 

*^  The  contractors  still  assure  the  company^s  engineer  that,  unless  there 
be  some  unusiuU  prolongation  of  a  wet  season,  the  line  may  be  opened  for 
public  use  by  the  first  of  next  July,  which  has  all  along  been  looked  forward 
to  as  the  day  of  opening,  though,  as  the  proprietors  are  aware,  it  is  now  to 
be  a  double  line,  mstead  of  single,  as  originally  intended.  There  will  also, 
by  that  time,  be  provided  suitable  accommodations  at  the  different  stations 
along  the  line,  except  at  Carlisle,  where  a  large  general  station  will  be  con- 
structed for  the  jomt  use  of  several  companies,  whose  lines  meet  at  that 
city,  as  soon  as  Parliament  has  given  its  sanction  to  a  bill  about  to  be  -sub- 
mitted to  them  for  the  purpose  of  authorising  such  station. 

''Considering  the  length  of  the  Lancaster  and  Carlisle  line, and  the  nature 
of  the  country  traversed  by  it,  in  connection  with  the  fact  that  the  original 
Act  was  passed  only  in  June,  1844,  and  the  amended  Act  for  the  Lancaster 
and  the  Kendal  deviations  only  last  July,  the  directors  think  it  may  be  re- 
garded as  matter  for  reasonable  congratulation  if  the  public  and  the  pro- 
prietors reap  the  advantage  of  the  railway  in  actual  operation  at  so  early  a 
date  as  next  July. 

"  The  proprietors  will  probably  recollect  that  it  was  reported  to  them,  at  a 
former  meeting,  that  a  contract  had  been  entered  into  with  the  Grand 
Junction  Company  for  the  working  of  the  line  for  a  short  period  of  years, 
upon  terms  to  be  fixed  by  Mr.  Locke,  the  engineer  of  both  companies.  He 
has  now  made  his  award,  which  is  satisfactory  to  the  directors ;  and  they 
are  happy  to  feel  that,  as  respects  this  very  important  portion  of  their  duties, 
they  are  now  relieved  from  all  further  anxiety  or  nsk.  They  have  ascer- 
tained that  the  Grand  Junction  Company  have  made  considerable  progress 
in  the  construction  of  the  needful  engines,  carriages,  4rc. 

"  The  issuing  of  the  new  shares  created  at  the  late  special  general  meet- 
ing has  enabled  the  directors  to  meet  the  heavy  periodical  demands  which, 
at  only  very  short  intervals,  will  now  be  made  upon  them.  In  connection 
with  this  subject  of  finance,  the  directors  avail  themselves  of  the  present 
opportunity  of  mentioning  to  the  proprietors,  for  their  guidance,  that  the  re- 
maining calls  on  the  original  shares  will  be  made  as  speedily  as  the  Act  of 
Parliament  authorises. 
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''The  proprietors  will  not  expect  that  in  the  late  extraordinary  rage  for 
speculation,  their  property  should  have  wholly  escaped  attack,  or  the  threat 
of  attack ;  the  directors,  however,  can  assure  them  that  they  are  under  no 
Apprehensions  as  to  the  results  to  this  company  of  any  of  the  pending 
Khemes.  As  to  some  of  them,  friendly  arrangements  have  been  already 
made — and,  as  to  others,  similar  arrangements  are,  the  directors  trust,  yet 
possible — whilst  those  few  as  to  which  this  hope  cannot  reasonably  be  in- 
dulged, are  of  such  a  nature  that  (the  utmost  energies  of  the  directors,  of 
eoane,  being  put  forth  in  defence  of  the  company *8  just  interests)  parfiar- 
mentaiy  sanction  is  not  likely  to  be  given  to  them.  The  policy  of  the  di- 
nctors  has  been,  and  will  continue  to  be,  the  attainment  and  maintenance 
of  friendly  relations  with  all  companies,  whether  formed  or  proposeo^ 
whersTer  and  whenever  that  is  practicable  on  any  fair  terms. 
^A  statement  of  the  accounts  of  the  company,  fiilly  showing  their  finan- 
oil  position,  will  be  laid  before  the  {proprietors.  To  that  document,  and  to 
the  engineer's  report  annexed,  the  Directors  invite  the  attention  of  the  pro^ 
I,  whose  adoption  of  the  accounts,  and  of  a  list  of  the  present  share- 
,  will  form  the  subjects  of  the  only  two  resolutions  which  the  Direct- 
on  find  it  necessary  to  submit  on  the  present  occasion. 

rnnxsn  or  capital  acoount  ro&  thx  halt-tsaa  enduto  dxo.  31, 1845. 

IHdnirsefmenU. 


To  Pjreliminaxy  and  Par- 
liamentary Expenses 
Engineering 
Lsnd.    .    . 
Salaries.    . 
Law.    .    . 
MisoellaneouB 
Police    .    , 
Works    .    , 
Bails  and  Chairs 
Bates  and  Taxes 
Direction  and  Audit 
Interest  and  Commis- 


lion 


Balance 


To  June  aOth, 
1845. 


14,298 

6,781 

43,465 

902 

1,682 

1,472 

435 

235,997 

46,081 

11 

945 


i.    d. 

14  11 

2  6 

16  5 
14    8 

10  8 

11  9 

3  6 
6  6 

13  11 

17  0 
0    0 


Half  Year  ending 
Dec  Slst,  1845. 


B,    d. 


436  12    0 

3,612    0    7 

29,191     6  10 

282    6    0 

1,530  11     3 

840  13 

396    3 

202,564    9 

72,049    3 

31  11 

472  10 


165    7  11 


352,074  11  10    311,562  14    7    663,637    6    6 
147,492  17    9 


Total  Exjpendi- 
tare  to  this  date. 


£      i.    d. 


14,735    6  11 
10,393    3    1 
72,657 
1,185 


3    3 

0    8 


3,213     1  11 
2,313    5     1 


831 

438,561  15 

118,130  17 

43    8 

1,417  10 


155    7  11 


Beceipts. 


^£811,130    4    2 


rCbils.  . 
Loans  • 
Interest 


To  30th  June, 
1845. 


£      9.    d. 
358,640    0    0 

1,157     3    4 


359,797    3    4 


Half  Year  ending 
diet  Deo,  1845. 


£  8,  d, 
279,506  13  4 
171,826    7    6 


451,333    0  10 


Total  Receipts 
to  this  date. 


£  8.  d. 

638,146  13  4 

171,826  7  6 

1,157  3  4 


811,130  4  2 


158  AAtLWAr  BM18T<&. 

'^nrannEift'B  iiSMBt. 

"  From  my  monthly  reports  to  the  committee  of  Irorks,  you  are  aware  that 
throughout  the  greater  part  of  the  half-year  the  state  of  the  line  was  yery 
satisfactory. 

^  The  late  continued  wet  weather  has,  howeret,  somewhat  retarded  the 
heayy  embankments. 

**  m  regard,  therefore,  to  the  wish  of  the  board  to  fix  a  day  for  opening 
the  line,  I  think  it  would  be  premature  to  do  so.  My  object  will  be  to  place 
the  line  in  a  perfect  state  at  the  earliest  possible  moment ;  but  I  am  not 
disposed  to  urge  on  the  opening  at  the  least  risk  to  the  public  after  it  shall 
be  opened.  After  my  inspection  of  the  works  in  Becemoer,  I  -receired  the 
positire  assurances  of  Messrs.  Brassey  and  Stephenson,  that  the  line  shall 
be  completed  by  the  first  of  July,  and  all  their  arrangements  are  made  with 
that  view. 

"  Of  the  epoOfiOO^  cubic  yards  of  earthwork,  nearly  5,000,000  are  com- 
pleted, and  tnc  remaining  quantity  is  divided  into  such  numerous  portions 
that  at  no  one  point  is  there  any  difficulty  with  average  weather.  With  re- 
gard to  the  masonry,  it  is  equally  forward.  Of  the  ordinary  bridges  five- 
sixths  are  nearly  completed,  and  the  following  is  the  state  of  the  larger 
bridges  and  viaducts. 

^*The  Lune  Viaduct — ^three  arches  of  120  feet  span — although  only  com- 
menced after  the  passing  of  the  amended  act  in  July  iast^  is  weU  advanced  $ 
the  abutments  ana  land-arches  (eieht  of  33  feet  span)  are  up  to  the  spring- 
ing, and  the  river-piers  are  in  hand,  notwithdtandibg  the  floods. 

**  The  Docker  Garths  Yiaduct — six  arches  of  50  feet  span,  and  75  feet 
high — ^is  complete  up  to  the  springing,  and  the  arches  are  commenced. 

"  The  Borrow  Beck  Viaduct — ^tkree  arches  of  45  feet  span,  and  60  feet 
high — ^is  completed  except  the  parapets. 

'*  The  Lowtner  Viaduct — six  arches  of  60  feet  span  and  100  feet  htgii,  Is 
finished. 

"  The  Bridge  over  the  Eamont — ^four  arches  of  fifty  feet  span  and  70  feet 
high — ^is  finished,  except  the  spandrils  and  parapets. 

"  Nearly  thirty  miles  of  permanent  way  are  laid. 

**  The  number  of  men  now  employed  is  6997. 

^  The  number  of  horses  now  employed  is  6S1,  and  twa  locomotiyes  are  at 
work  on  the  liue. 

**  Nearly  the  whole  of  the  rails  and  chairs  for  the  permanent  way  are  now 
delivered  on  the  line. 

"  Designs  have  been  furnished  for  the  whole  of  the  stations,  and  several 
are  in  progress. 

"  I  have  this  day  again  inspected  the  engines  and  carriages  eonstmcting 
for  the  service  of  this  company  in  the  establishment  of  the  Grand  Junction 
Railway  at  Crewe.  This  *  materiel'  will,  I  have  no  doubt,  be  ready  in  time, 
and  as  we  have  the  advantage  of  the  experience  of  an  old  established  com- 
pany, it  wlU  be  of  a  very  perfect  description. 

"  I  am,  Sir,  your  obedient  servant, 
(Signed)  "  J.  B.  EABurGTOV. 

«  Liverpool,  Jan.  13, 1846." 

The  Chairman  here  observed  that  the  material  part  of  the  report  upon 
which  the  proprietors  might  build  their  opinion  as  to  the  proceedings  of  the 
directors,  was  the  question  whether  the  line  would  be  opened  in  the  month 
of  July  next.  The  two  circumstances  that  out  of  six  millions  of  cubic  yards 
of  earthwork  to  be  completed,  five  millions  had  been  dealt  with,  and  that 
the  masonry  was  in  a  forward  state,  were  some  proof  of  their  energy.  From 
his  own  knowledge  of  the  state  of  the  works,  he  could  undertake  to  say  that, 
unless  there  was  a  very  wet  spring,  there  was  every  reason  to  believe  the 
line  would  be  opened  by  the  beginning,  or  by  the  middle  of  July ;  and,  if 
that  anticipation  proved  correct,  he  miffht  safely  say  there  was  no  railway 
in  the  kingdom  of  equal  length^-^naindy,  70  mil#»>— which  had  been  eom- 
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pieted  and  opened  in  so  short  a  time.  He  remembered  no  case  of  the  sort, 
MpeciaUy  where  the  works  were  so  eltensire,  and  the  country  so  difficult. 
At  the  next  lialf-yearly  nleeting,  therefore,  he  hoped,  besides  a  report,  to 
present  to  the  proprietors  the  railway  itself. 

Mr.  BenMm  then  moved  that  the  report  of  the  directors  be  receired  and 
•d^ied. 

Mr.  Lewin  MoKeley  seconded  it. 

The  Oudnnan  then  put  the  resolution,  and  it  was  unanimously  carried. 


Scottish  Qaavd  Jukction  Railway. 

A  meeting  of  the  proTislonal  committee  of  this  railway  company  was  held, 
JtmiiiT  8tt,  in  Camck's  Royal  Hotel,  Glasgow. 

The  Marquis  of  Breadalbane,  chairman  of  the  committee,  in  the  chair. 

A  report  was  read  br  the  Interim  Secretary,  of  the  proceedings  of  the 
ntnagmg  committee  smce  the  last  meeting  of  the  provisional  committee, 
md,  on  the  motion  of  J.  A.  Campbell,  Esq.,  of  Inveraw,  seconded  by  Wil- 
liam Barr,  Esq..  of  Brums,  was  approved  of.  It  appeared  from  the  report 
that  the  requisite  plans  had  been  auly  lodged,  and  all  the  requisite  notices 
dnlj  given,  for  enabling  the  provisional  committee  to  proceed  with  their 
scheme  in  the  ensuing  session  of  parliament. 

Mr.  Campbell,  of  Monzie,  rose  to  submit  a  resolution  to  the  consideration 
rf  the  provisional  committee.  The  resolution  is  in  these  terms : — **  That 
under  existing  circumstances,  it  is  expedient  to  proceed  in  parliament  in 
the  ensuing  session  with  merely  that  portion  of  the  scheme  proposed  in  the 
original  prospectus,  which  embraces  the  line  reaching  from  6ban  to  the 
Held  of  Loduomond,  and  that  this  portion  of  the  scheme  be  proceeded  with 
accordinffly.**  Mr.  Campbell  stated  that  he  deemed  it  unnecessary  to  take 
np  the  tmie  of  the  meeting  by  entering  at  any  length  into  some  of  the  cir- 
cpfflstances  which  had  led  the  managing  committee  to  come  to  the  resolu- 
tkm,  that  for  the  present  it  would  be  expedient  to  proceed  merely  with  that 
portion  of  the  scheme  referred  to  in  the  resolution  which  he  had  read,  be- 
cause these  circumstances  were  as  well  known  to  every  gentleman  in  the 
room  as  to  himself.  They  were,  he  believed,  of  a  temporary  nature,  and 
Were  abeadv  passing  away.  While,  therefore,  it  was  proposed  not  to  pro- 
ceed with  the  whole  scheme  at  present,  he  would  explain  some  of  the  rea- 
tons  which  had  led  the  managing  committee  to  come  to  the  conclusion  in 
fvfoni  of  that  portion  of  the  scheme  mentioned  in  the  resolution,  and  on 
the  strength  of  which  he  trusted  the  provisional  committee  would  approve 
of  the  resolution  which  he  had  read.  This  portion  of  the  scheme  through 
Oban,  one  of  the  termini,  communicates  with  a  great  part  of  the  western 
porti(m  of  Argyleshire  and  the  islands  there,  and  also  with  the  western 
coast  of  Inverness-shire,  and  the  islands  of  that  county,  as  far  as  Lewis.  And 
hi  connection  with  the  advantages  that  might  be  expected  to  be  derived 
from  those  quarters,  he  had  to  mention  that  the  managing  committee  have 
already  received  communications  spontaneously  made  on  the  part  of  two 
hodies,  each  contemplating  the  formation  of  a  railway,  which  shall  run 
along  the  great  Qlen  of  Scotland,  and  into  the  line  of  the  Scottish  Grand 
Junction  Railway.  Among  those  who  are  desirous  of  promoting  a  railway  in 
that  direction  there  are  Lord  Lovat,  Lord  Ward,  Sir  Duncan  Cameron,  of 
Faisfcm,  Ardgour,  Ballachulish,  Qlennevis,  Glenaladale,  Letter  Finlay,  and 
foyers.  It  is  expected  that  Lochiel  will  also  support  the  scheme,  but  from 
his  absence  from  the  country  his  sentiments  have  not  yet  been  ascertained  ; 
Mid  there  are  several  other  influential  persons  who  are  known  to  be  favour- 
able to  a  line  in  that  direction,  but  wno,  from  being  engaged  with  other 
schemes,  have  not  as  yet  come  prominently  forward  as  to  this  one.  In  short, 
there  is  good  reason  to  expect  that  a  line  in  that  direction  will  receive  the 
support  of  all  the  proprietors  on  the  line  of  the  Caledonian  Canal;  He 
loi^t  next  observe  that  the  proposed  portion  of  the  Grand  Junction  line 
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will  carry  all  the  traffic  coming  upon  it  from  the  west  and  north 
down  to  Qlendochart  and  the  hesS  of  Lochlomond,  and  will  thus  admit 
of  communication  both  with  Qlasffow  and  the  west,  and  with  Perth, 
Dundee,  and  the  east ;  and  this,  be  it  observed,  by  the  only  line  by  which 
a  continuous  line  of  railway  ever  can  be  formed  from  the  north-western 
parts  of  Scotland.  By  bringing  the  line  to  Qlendochart  and  the  head  of 
Lochlomond^  it  will  be  in  the  power  of  the  Scottish  Grand  Junction  Com- 
pany to  avail  themselves  of  whatever  line  or  lines  that  shall  hereafter  be 
-ormed  leading  from  these  points  to  Glasgow,  it  being  a  main  object  with  this 
company  to  avail  themselves  of  the  best  and  most  direct  line  to  Glasgow. 
It  was  known  to  many  gentlemen  present  that  there  are  at  present  no  fewer 
than  three  different  lines  proposed  for  communicating  with  the  country 
traversed  bv  the  Scottish  Grand  Junction  line  with  Glasgow ;  and  under 
the  proposed  line  to  the  head  of  Lochlomond,  there  is  in  the  meantime,  by 
means  of  Lochlomond,  a  direct  communication  with  Glasgow.  Indeed,  he 
believed  that  with  the  great  number  of  tourists  who  frequent  the  north- 
west of  Scotland,  this  mode  of  communication  may  be  preferred  to  any  other 
by  railway  that  may  be  established.  The  proposed  portion  of  the  line  re- 
ferred to  in  the  resolution  embraced  a  portion  of  the  scheme  proposed  both 
by  the  Scottish  Grand  Jimction  Railway  and  by  the  Scottish  Western  Com- 
pany, and  had  by  the  promoters  of  both  been  considered  as  attendant  with 
many  and  great  advantages.  He  miKht  further  state  that  this  portion  of 
the  Grand  Junction  line  is  approved  of  by  all  the  proprietors  along  its  course, 
with  one  exception,  if  indeed  that  one  could  oe  considered  an  exception. 
He  alluded  to  a  gentleman  who  is  at  present  abroad  on  public  duty  m  the 
service  of  her  Majesty.  In  that  gentleman*s  absence  his  agent  had  very  pro- 
perly declined  giving  assent  on  the  part  of  his  constituent,  but  it  is  not 
doubted  by  any  one  who  knows  that  gentleman  that  he  has  but  to  become 
acquaintea  with  the  important  nature  of  the  scheme  to  secure  for  it  his 
cordial  support.  Another  advantage  arises  from  the  absence  of  any  engi- 
neering dimculties  on  the  line.  A  great  part  of  the  line  is  nearly  level. 
The  Managing  CSommittee  had  received  an  estimate  of  the  cost  of  Arming 
the  line  from  a  gentleman  who  is  now  present,  ready  to  give  any  explana- 
tions if  required.  Ho  would  state  that  expense  aliove  the  estimate,  as  in 
Buch  matters  he  considered  it  to  be  the  safest  course.  The  estimated  ex- 
pense is  considerably  under  7,000/.  a  mile,  but  he  would  state  it  at  that 
rate,  according  to  which  the  whole  cost  for  46  miles  is  322,000/.  The  esti- 
mate has  reference  merely  to  a  single  line  of  railway,  but  with  bridges  for  a 
double  line,  if  the  formation  of  such  a  line  should  ajfterwards  be  deemed  ad- 
visable. Investigations  had  also  been  made  into  the  traffic  of  the  district. 
These  had  not  yet  been  all  completed,  but  so  far  as  they  had  ^one  they  were 
most  satisfactory  and  gratifying.  Without  making  any  addition  on  account 
of  the  expected  facilities  to  be  afiorded  by  the  railway,  the  portion  of  the  ex- 
isting traffic  which,  on  the  railway  being  formed,  may  be  expected  to  come 
upon  it,  will,  after  making  the  usual  deductions  for  the  expense  of  working  the 
line,  yield  a  return  that  is  expected  of  between  7  and  9  per  cent.  The  gentle- 
man who  has  been  engaged  making  the  traffic  investigation  is  now  present^ 
ready  to  give  any  explanation  which  may  be  required,  and  he  might  mention 
that  several  gentlemen  now  present,  resident  in  that  part  of  the  country,  are 
of  opinion  that  the  existing  traffic  has  been  rather  under-stated  than  over- 
stated. That  traffic  is  altogether  exclusive  of  any  to  be  derived  from  Loch- 
lomond. The  passengers  in  the  steam-boats  on  that  loch,  last  year,  amounted 
to  upwards  of  30,0(X).  On  these  grounds  ho  hoped  that  the  provisional 
committee  would  be  of  opinion  that  the  managing  committee  had  acted  with 
prudence  in  proposing  that  for  the  present  all  tmit  should  be  attempted  in 
the  ensuing  session  of  parliament  was  to  obtain  that  portion  of  the  scheme 
mentioned  in  the  resolution,  which  he  now  respectfully  submitted  for  the 
adoption  of  the  committee. 

Mr.  Popham,  of  Ardchattan,  seconded  the  resolution. 

The  resolution  was  unanimously  adopted. 
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Gbsat  Welsh  Cjdttbal  Railway. 
Axneeting  of  shareholders  connected  with  this  undertaking  was  held, 
Jsnnaiy  8thy  at  the  King's  Anns  TaTem,  in  the  Poultiy,  to  adopt  such  mea* 
sores  as  should  be  deemed  expedient  on  behalf  of  the  shareholders,  in  con- 
sequence of  the  abandonment  of  the  scheme,  and  the  announcement  by  the 
Cwunittee  of  Management  that  the  afiairs  were  in  course  of  being  wound  up. 
Mr.  Daniel  Whittle  Harrejr,  on  the  motion  of  Mr.  Stafford,  was  unani- 
moulj  Toted  to  the  chair. 
The  Chairman  called  on  Mr.  Stafford  to  explain  the  object  of  the  meeting. 
Mr.  Stafford  then  read  the  adyertisement.  He  stated  that  he  had  moved 
in  ihe  matter  in  consequence  of  the  solicitations  of  gentlemen  deeply  inter- 
ested in  the  undertaking,  who  objected  to  the  course  pursued  by  the  Com- 
miuee  of  Management  in  winding  up  the  affairs  of  the  concern.  From  the 
itatement  made  by  the  secreta^  of  the  Company,  it  appeared  that  the 
mimber  of  shares  applied  for  amounted  to  400,000 ;  the  actual  number  being 
IflDotted  to  125,000.  The  letters  of  allotment  were  issued  on  the  17th  of 
October,  and  four  days  allowed  for  the  payment  of  the  deposits.  Deposits 
on  ^,000  shares  were  all  that  were  paid  in.  Subsequently  a  letter  was  sent 
to  eseh  person  who  had  obtained  allotments,  requesting  payment  of  4s.  per 
filure  to  coyer  the  expenses.  When  the  shareholders,  therefore,  who  had 
psid  their  deposits,  were  told  that  17«.  6d,  per  share  would  be  retained  for 
expenses,  they  yeiy  naturally  felt  that  it  was  an  unfair  tax  on  them ;  that 
it  wu  monstrously  unjust  to  make  them  suffer  for  those  who  had  refiised  to 
liquidate  their  liabilities.  It  seemed  that  it  was  expected  that  the  plans 
which  the  shareholders  had  paid  for,  were  to  be  carried  over  to  a  new  con- 
eexn.  The  parties  whom  he  represented  cared  not  for  the  loss  ;  but  seeing 
ia  the  prospectus  the  names  of  persons  of  standing  as  a  guarantee  of  the 
icspectabihty  of  the  concern,  they  felt  that  such  a  meeting  was  necessary 
in  Older  to  adopt  such  remedy  as  the  law  laid  open  to  them.  It  woiUd  be  a 
difficult  thing,  single-handed,  to  encounter  persons  who  held  43,000/.  of  the 
disieholdens'  money.  The  object  they  had  now  in  meeting  was  to  consider 
the  best  mode  of  uniting,  to  secure  themselyes  from  so  unjust  a  demand. 
He  had  accordingly  prepared  a  series  of  resolutions  on  the  subject,  which  he 
woeld  now  subnut  to  the  meeting : — 

"1.  That  this  meeting,  haying  resard  to  the  statement  of  the  Great 
Welsh  Central  Bailway  Company,  published  by  their  secretary,  that  appli- 
catioD  had  been  made  by  responsible  persons  for  the  allotment  of  400,000 
shares,  deem  the  proceedings  of  the  committee,  u^n  a  deposit  being  made 
on  20,000  only  of  the  shares  allotted  by  the  committee,  unjust  to  the  parties 
who  paid  the  deposits  upon  those  allotted  them,  and  the  determination  now 
to  disBolye  the  Company  at  the  sole  expense  of  such  depositors  or  shareholders 
is  illegal,  and  should  be  resisted. 

""l  That  this  meeting,  haying  regard  to  the  circular  issued  by  the  Com- 
pany to  the  persons  who  haye  failed  to  pay  the  deposits  required,  to  take 
up  the  shares  allotted  to  them,  whereby  tne  proportionate  expense  is  stated 
to  be  4«.  per  share,  consider  the  deduction  of  17«.  6d.  per  share,  proposed 
lad  actually  made  from  the  deposits  of  shareholders  who  haye  been  willing 
to  submit  thereto,  a  gross  imposition ;  and  that  the  shareholders  who  haye 
not  already  submitted  thereto  be  recommended  not  to  do  so. 

<*3.  That  the  information  afforded  to  the  Proyisional  Committee  of  the 
said  Company  as  to  the  parties  who  haye  failed  to  take  up  the  shares  allotted 
to  them,  and  as  to  the  payment  of  deposits  made  by  tne  members  of  the 
hofisional  Committee  respcctiyely  on  the  shares  rescryed  to  them,  and  as 
to  the  items  of  expense  alleged  to  haye  been  incurred  by  the  Company,  is 
most  unsatisfactory ;  and,  without  full  information  of  such  particulars,  the 
shareholders  cannot,  in  justice  to  themselyes,  accept  the  terms  proposed  for 
winding  up  the  affairs  of  the  Company. 

*'4rThat  a  committee  of  shareholders  be  appointed  to  make  application 
for,  and  if  possible  to  obtain,  a  full  knowledge  of  the  proceedings  of  the 
VOL.  III.  *• 
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said  Gompanj,  to  adnse  with  oounael  on  the  proceedings  which,  either  at 
law  or  equity,  might  be  effectual  to  them,  on  the  part  of  the  shareholders, 
to  obtain  a  full  deposit,  or  with  such  deductions  only  as,  under  the  circum- 
itancee,  might  be  deemed  legal." 

The  next  resolution  he  should  propose  was  the  appointment  of  a  committee 
to  carry  out  the  foregoing,  and  he  suggested  that  a  small  sum  per  share 
should  be  subscribed  to  coyer  the  necessary  expenses. 

Mr.  Parker,  the  solicitor  to  the  Company,  was  ready  to  offer  any  explana- 
tion which  might  be  desired. 

The  Chairman  held  it  was  the  duty  of  eyery  one  to  assist  at  the  unrayel- 
ling  of  these  mysteries,  in  order  that  eyerything  should  be  made  as  public 
as  possible,  to  the  great  end  of  an  alteration  and  improyement  in  the  laws 
relating  to  railway  property.  It  was  now  for  their  consideration  what  was 
to  be  done  in  the  present  position  of  this  Company.  He  held  in  his  hand  a 
statement  of  the  liabilities  of  the  Company  as  it  stood  at  present.  Though 
in  the  original  prospectus  the  capital  was  set  forth  at  2j500,00(V.,  in  125,000 
shares  of  20/.  each,  with  a  deposit  of  21.  2^.,  and  it  was  stated  by  the  Com- 
mittee that  400,000  shares  had  been  applied  for,  it  neyertheless  appeared 
that  the  actual  number  of  shares  paid  on  was  20,000,  which  had  realized 
42,860/.  The  question  naturally  occurred,  whence  arose  this  failure  1  A 
misapprehension  was  common  enough  in  the  world  that  the  promoters  of  a 
railway  scheme  were  to  subscribe  the  money  and  giye  their  time  to  its  mar- 
nagement,  but  that  the  persons  to  whom  allotments  are  made  are  only  to 
take  up  their  shares  if  at  a  premium.  His  opinion  was,  that  if  a  person  got 
an  allotment  of  shares,  and  was  required  to  pay  the  deposits,  it  was  no 
answ^  to  say,  "  I  shall  not  pay  one  farthing,  because  I  cannot  sell  at  a 
premium."  (Hear,  hear.)  To  begin,  however,  with  the  Proyisional  Com- 
mittee of  the  Company :  it  appeared  that,  of  the  members  of  the  conunittee, 
22  had  engaged  to  take  200  shares  each,  several  undertook  to  take  a  lesser 
number,  while  some  altogether  declined  to  take  shares.  This,  it  need  hardly 
be  remarked,  was  not  an  uncommon  state  of  things.  Though  the  allottees 
in  all  honest  concerns  (for  that  must  be  the  condition  understood)  wore 
bound  to  pay  the  deposits,  they  had  undoubtedly  a  right  to  say  that  those 
whose  names  and  position  induced  them  to  become  subscribers,  should,  in 
the  first  instance,  faliil  their  engagements.  The  allottee  would  yery  natu- 
rally say  to  the  Committee,  *'  Before  you  come  on  me,  have  the  honesty  to 
pay  your  own."  (Cheers.)  Of  the  22  who  agreed  to  take  the  200  shiures, 
only  fiye  had  paid  up  their  deposits  ;  others  had  taken  an  incredibly  small 
number,  while  several  had  paid  an  arbitrary  sum  of  30/.  Now,  this  was  a 
yery  easy  and  convenient  mode  of  getting  rid  of  their  liability,  for  if  they 
paid  up  on  the  200  shares,  instead  of  30/.  or  40/.,  they  would  have  to  pay 
from  70/.  to  80^.  As  well  might  the  allottees  come  forward  and  say — **  Here 
are  my  ^ye  shillings."  It  appeared  that  the  Qlasgow  deputation  wished  to 
enter  into  the  new  scheme.  lie  wished  them  eve^  success,  but  certainly 
not  at  the  expense  of  their  brother  shareholders.  He  was  not  now  going  to 
recommend  that  legal  steps  should  be  adopted  against  the  defaulters.  He 
would  respectfully  suggest  that  Mr.  Stafford  should  withdraw  his  resolution 
for  the  present,  and  that  a  committee  be  appointed  to  examine  into  the 
state  and  finances  of  the  Company,  and  report  to  a  meeting  of  the  share- 
holders, to  be  held  at  the  King's  Arms  Tavern,  on  Thursday,  the  22nd  inst, 
at  twelve  o'clock. 

A  committee,  consisting  of  the  Chairman,  Messrs.  Watts,  Smith,  Cocks, 
and  Roberts,  was  appointed. 

Mr.  Parker  here  explained  that  the  name  of  no  gentleman  was  placed  on 
the  Proyisional  Committee  of  the  Company  until  he  came  to  his  (Mr. 
Parker's)  office,  and  signed  an  agreement  to  that  effect,  which  document  was 
duly  filed  in  the  Register  Office. 

The  following  statement  was  laid  on  the  table,  though  not  fonnally  read 
to  the  meeting :— * 
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Deposits  on  20,410  shares £42,861 

From  allottees 261 


Cr. 
fingineering  expenses,  reference   books 

and  other  preliminary  expenses        .     £11,047  1  2 

Solicitor's  expenses           ....  2,291  13  9 

Adrertisements      .        .        .        •        .  3,048  10  6 

Incidental  expenses  .        .        .        •        •  1,355  9  11 

Deposits  proposed  to  be  returned          .  25,002  5  0 

By  balance  in  hand  .              ..       *       .  376  19  9 


£43,122 


£43,122 


MISCELLANEOUS. 

LomooH  ScwAaB  Compaitt. 

Iff  onr  article  on  Metropolitan  Improvements  we  hare  had  occasion  to  adrert 
to  the  important  advantages  to  be  derived  from  the  proposed  company. 

The  London  Sewage  Company  is  formed  for  the  purpose  of  intercepting 
all  the  sewers  of  London,  both  north  and  south  of  the  Tnames,  and  thus  not 
only  preventing  the  pollution  of  the  water  by  the  filth  which  they  carry 
down,  but  also  saving  the  whole  of  the  valuable  manure  with  which  all  Bew- 
are of  large  towns  abound.  We  have  before  us  the  official  report  of  Mr. 
W ieksteed,  the  eminent  hydraulic  engineer,  who,  after  an  elaborate  view  of 
the  subject,  and  the  most  careful  calculations,  comes  to  the  conclusion,  that 
the  entire  works  may  be  constructed  for  1,300,000/.,  and  allowing  200,000/. 
for  law  and  parliamentary  expenses,  shows  the  capital  proposed,  1,500,000/., 
amply  sufficient ;  the  total  annual  expenditure  ne  estimates  at  300,000/., 
ana  reserve  fund,  at  if  per  cent,  on  capital,  75,000/.  The  revenue  from 
206,d90  tons  of  dried  and  packed  manure,  at  3/.  per  ton,  619,770/. ;  showing 
an  annual  profit  of  244.770/.,  or  above  15  per  cent,  on  the  capital.  Mr. 
Wicksteed  proposes  on  the  north  side  of  the  Thames,  a  circular  sewer  to  be 
oonstructed,  8  ft.  in  diameter,  commencing  at  the  Ranelaeh  sewer  at  the  end 
of  Grosvenor  Road,  by  Lower  Grosvenor  Place,  Tothill  Street,  Whitehall, 
StrandL  to  the  end  of  Fleet  Street ;  from  thence  a  sewer,  of  12  ft.  in  diame- 
ter, will  continue  across  Farringdon  Street,  Ludgate  Hill,  Cannon  Street, 
Tower  Hill,  in  as  direct  a  manner  as  possible,  to  the  West  Ham  marshes, 
where  the  company's  works  are  proposed  to  be  erected  in  an  angular  piece 
of  ground,  formed  by  Barking  Creek  and  the  north  bank  of  the  Thames. 
The  bottom  of  the  proposed  sewer  in  its  western  end  will  be  29  ft.  below  the 
bottom  of  the  Rauelagn  sewer,  and  31  ft.  below  Trinity  hi^h  water  mark  at 


certain  ground,  and  water,  as  much  as  possible  ;  and,  by  this  plan,  it  will  be 
esOT^  to  cause  tne  sewage  from  the  houses  between  the  intercepting  sewer 
and  the  river  to  flow  back  into  it,  instead  of  into  the  Thames.  On  the  south 
side,  it  is  proposed  to  construct  an  8  ft.  sewer  at  the  Earl  Sluice  Sewer, 
which  is  capable  of  taking  the  whole  contents  of  the  south  side  ;  and  pass- 
ing through  Lower  Beptford,  under  the  Creek,  to  the  Greenwich  marshes, 
where  the  soutli  works  of  the  company  will  be  erected.  The  bottom  of  this 
sewer  would  be  12  ft.  below  the  bottom  of  the  Earl  Sewer,  and  29  ft.  7  in. 
below  Trinity  high-water  mark,  and  at  a  20  ft.  tide,  9  ft.  7  in.  below  low 
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water :  the  fall  the  same  as  in  the  north  sewer.  On  the  contents  of  the 
sewers  entering  the  first  i^servoir,  the  heavy  materials  and  floating  bodies 
will  be  taken  out  at  once — ^time  will  then  be  left  for  deposit^  and  the  refuse 
water  pumped  up,  by  powerful  engines,  into  the  Thames.  A  series  of  reser- 
voirs will  be  provided — so  that  the  action  will  be  continuous ;  the  solid 
manure  will  be  dried  by  artificial  means,  then  compressed,  and  packed 
ready  for  transportation  to  all  parts  of  the  world.  Lune  in  proper  propor- 
tions will  be  used,  which  will  not  only  prevent  effluvia,  but  improve  the 
quaUtv  of  the  manure.  From  the  best  calculations  made,  on  the  present 
quantity  of  water  flowing  down  the  sewers,  the  quantity  of  solid  matter  ob- 
tainable by  this  company  from  the  north  side  of  the  Thames  will  be  420 
tons  per  day,  and  from  the  south  side  146  tons,  making  the  206,590  tons 
per  annum,  as  before  mentioned.  This  comprehensive  undertaking  is  per- 
fectly feasible,  and  would  secure  to  the  inhabitants  of  London  a  healthv  atmo> 
sphere,  render  the  River  Thames  pellucid,  and  an  ornament  instead  of  an 
offence,  to  more  senses  than  one— brinff  a  large  quantity  of  land  into  culti- 
vation, as  well  as  improve  that  already  under  tillage,  by  securing  a  sufli- 
ciency  of  excellent  and  cheap  manure — and,  at  the  same  time,  return  a 
good  profit  to  the  shareholders. 

Labne,  Belfast,  and  Balltmena  Railway. — The  Directors  of  this  Gompany 
have  effected  an  arrangement  with  the  Belfast  and  Ballymena  Company,  by 
which  an  expensive  rarliamentary  contest  with  that  Gompany  will  be 
avoided,  and  its  cordial  co-operation  secured  for  effectually  carrying  out  the 
best  portion  of  this  Company's  project — ^namely,  the  direct  Hne  from  Oanick- 
fe^us  to  Lame. 

There  was  another  company  in  the  field — ^the  Lame  and  Carrickfergus, — 
but  the  promoters  have  withdrawn  their  project,  so  that  this  Company  which 
proposea  to  go,  not  only  to  Lame^  but  also  to  Ballymena,  is  now  the  only 
one  before  the  public. 

The  portion  of  the  line  between  Lame  and  BaUvmena  might  be  taken  as 
competing  with  the  Belfast  and  Ball^^mena,  and,  therefore,  it  has  been 
abandoned,  so  that  there  is  no  competition  now  ;  both  companies  will  fom  a 
junction  at  Carrickfergus,  and  arrangements  have  been  made  for  the  erec- 
tion of  a  joint  station. 

The  company  are  in  a  position  to  proceed  with  their  application  for  an 
Act  early  in  the  session.  All  Standing  Orders  have  been  complied  with,  and 
the  ten  per  cent,  deposit  is  ready  for  lodgment. 

This  line  is  an  important  one.  Lame  Lough  is  accessible  at  all  times 
of  the  tide,  and  the  Admiralty  have  sent  an  experienced  officer  to  examine 
into  the  relative  merits  of  the  various  harbours  as  ports  of  intercommunica- 
tion on  the  Scottish  and  Irish  coasts ;  and  it  is  not  at  all  unlikely  that  the 
harbour  of  Lame  will  be  reported  favourably  of,  as  the  nearest  and  safest 
port  for  communication  with  Ardrossan,  Glasgow,  &c. 

As  far  as  regards  the  interests  of  the  shareholders,  there  is  little  doubt  the 
traffic  on  the  line  will  afford  a  very  remunerative  dividend. 

The  Swindon  Station  Affaib. — On  Friday,  the  2drd  of  January,  Vice- 
Chancellor  Wigram  delivered  judgment  in  the  long-pending  case  between 
Rigby  and  the  Great  Western  Company.  The  facts  of  the  case  axe  simply 
these  : — the  Great  Western  Company  had  entered  into  an  af;reement  with 
the  plaintiff  to  delay  every  train  for  ten  minutes  at  the  Swmdon  refiresh* 
ment  rooms,  excepting  "  trains  sent  by  express."  The  question  was,  whether 
the  ^^  express  trains,  which  commenced  mnning  in  May  last,  came  within 
the  meaning  of  this  exception.  The  plaintiff  applied  for  an  injunction  to 
prevent  the  defendants  from  permitting  any  trains  to  travel  on  the  line  with- 
out stopping  the  specified  time  at  the  said  "  Refreshment  Rooms.'*  His 
Honour,  after  going  over  the  points  of  the  case,  gave  judgment  for  Uie  plain- 
tiff ; — so  the  public  will  be  delayed  on  every  journey  to  Bristol  for  the  space  of 
ten  minutes,  for  the  purpose  of  inspecting  Mr.  Rigby 's  pork  pies,  and 
sloppy  coffee.    This  is  a  nuisance  which  must  not  be  tolerated. 
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LospovDBRBT  AKP  ExiTiSKiLiiBH  CoMPAKT. — The  Directors  have  given 
noiioe,  that  if  the  holders  of  430  shares,  being  all  that  remain  unregistered, 
do  not  send  in  the  original  scrip  for  registration  before  the  31  st  inst.,  the 
ihaies  will  be  registered  in  the  name  of  the  person  to  whom  they  were  on- 
giaallj  allotted.  The  Directors  have  also  made  a  second  call  of  2/.  10«.  per 
ahan,  payable  on  the  28th  of  Februaiy. 

IiovBoirDBBBT  Aio)  OoLBBAiifB  CoMPAKT. — ^A  Bocond  Call  of  5U.  lOs,  per 
ihiie  has  been  made  payable  on  the  28th  Febraary,  and  the  Directors  have 
also  giren  notice  that  only  seventy  shares  remain  unre^stered,  and  if  not 
formded  for  registration  before  the  Slst  inst.,  they  will  be  registered  in 
Abe  name  of  the  person  to  whom  they  were  originally  allotted.  This  will  be 
tantamount  to  a  forfeiture  of  the  shiures. 
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«p 
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Aberdeen 

Armagh,  Coleralne  &  Portnish 
Birmingham  and  Gloucecter. 
Ditto  k  shares  (issued  71  dis.) 

Ditto  1  shares 

Ditto  and  Oxford  Junction  . 
Brighton,  Lewes,  and  Hastings 

Bristol  and  Exeter 

DittoiXew;) 

Bristol  and  Gloucester 

Caledonian 

Ditto  (FjcUmion) 

Cambridge  and  Lincoln 

Chester  and  Holyhead 

Chichester  and  Brighton 

Chumet  Valley 

Cork  and  Waterford 

Cornwall 

Cov.  Nuneaton,  Birm.  6t  Leic. 

Direct  Northern 

Dublin  and  Belfast  Junction  . 

Dublin  and  Galway 

Dundalk  and  Enniskillen  .... 

Eastern  Counties 

Ditto(yCTr) 

Ditto  (P/?rp<?«.)  5  per  cent.  N0.I. 
Ditto   Ditto.    Ditto.      No.  2. 

Eastern  Union 

Ditto  ( Extension) 

I-Minburgh  and  Glasgow 

Ditto  [(Jiuirter  gfiares) 

Ditto  (Seiv  Quarter  shares)    . . 

Ely  and  Bedford 

Great  S.and  Western  (Ireland) 

Ditto  {Rrtemiun) , 

Great  North  of  England 

Ditto(iVeu;) 

Ditto  (Stw)  

Great  Western 

Ditto  ( Half  shares) 

Ditto  (FX/t/i«) 

Guildford,  Fareham,  &  Ports'*. 

Hull  and  Selby 

Ditto  [Qttarter  shares) 

Ditto  {Hal/shares) 

Lancaster  and  Carlisle 

Leicester  and  Bedford 

l>ondon  and  Birmingham  .... 

Ditto  (TAinto) 

Ditto  {Quarters) 

London  and  Blackwall 

Ditto(Nffu>) 

London  and  Brighton 

Ditto  {Consolidated  Eighths) .. . 

lyondon  and  Croydon 

DittolXeu;)  

Ditto  {Guaranteed)  5  per  cent. 

London  and  Greenwich 

Ditto  iPreJh-ence) 

London  and  South  Western. . 

Ditto  {Consot,  Eighths)  

Ditto  (New) 

Ditto  {New)  

London  and  York 

Londonderry  and  Coleraine  . . 
Lonciondcrry  and  Enniskillen 

Lynn  and  Dereham 3  p.      lip.    llxn. 

Lynn  and  Ely 3  p.     3  p.     3xn. 

Manchester  and  Leeds 62xn.    58  p.    55  p. 

Ditto  {Half  shares) 30xn.    28  p.    25  p. 

Ditto  {Quarter  Okares) 16xn.    15  p.    15  p. 

Ditto  i^ijKeenths) 5  p.      4  p.     4  p. 

Manchester  and  Birmingham,    78         78         79 

Ditto  {Quarter  shares) 8  p.     71p.       71p. 

Ditto  {Nvw  Quarter  tthnres)  . .,      8  p.      71         71p. 
Manchs  Buxton,  dt  Matlock  .      3  p.     2  p.     Sip. 

Midland 152       156       156 

Ditto  (N«r) 19  p.     19         l81p. 

Ditto,  Birmingham  6t  Derby .  122       125       124 

Midland,  Great  West.  (Irish) 

Newcastle  Ar  Darlington  June.    38  p.    36  p.    37  p. 
Ditto  {Netv)  Brandling  35  p.    36  p.    37  p. 
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Naub  of  Railway. 


Newcastle  and  Berwick 

Newry  and  Ennlskillen 

Newark  and  Sheffield 

North  llritUh 

Ditto(Ar0U') 

Northern  and  Eastern 

Ditto  {Scrip]  issued  5  disc. . . . 

Ditto  {Quarter  shares) 

North  Kent 

North  Staffordshire 

North  Wales 

Norwich  and  Brandon 

Ditto  »'^«fa;) 

Oxford  and  Worcester 

Portsmouth  Direct , 

Preston  and  Wyre 

Richmond  &  W^est  End  June. 

Rugby,  W.  and  Tring 

Scottish  Central 

Scottish  Midland 

Shrewsbury,  Wolverhampton, 

Dudley,  and  Birmingham. 
Shrewsb.  dc  Trent  Vail.  Union 

South  Devon 

South  Eastern  and  Dover 

Ditto  (New?)  iKS<>  at  £32,  No.  1. 
Ditto  {Setv)  £33  Gs.  Sd.  No.  2. 

Ditto  {New)  £30,  No.  3 

South  Midlan*! 

South  Wales  

Staines  and  Richmond 

Trent  Valley 

Trent  Valley  and  Holy*  June. 

Waterford  and  Kilkenny 

Welsh  Midland 

Yarmouth  and  Norwich 

Ditto  (New) 

York  and  North  Midland  .... 

Ditto  {Half  shares) 

Ditto,  Scarborough  Branch  . . 

York  and  Selby 

Ditto  {Extermon) 
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FOREIGN  RAILWAYS. 
Bordeaux  and  Toulouse. ..... 

Bordeaux,  Toulouse,  dc  Cettc. 

Boulogne  and  Amiens 

Central  of  Spain 

Dutch  Rhenish 

GL  North,  of  France  (constitd.) 

Great  Paris  and  Lyons 

Jamaica  Junction 

Lou  vain  and  Jem  appe  

Lyons  and  Avignon  . . . , 

Namur  and  Liege 

Orleans  and  Vicrzon 

Orleans  and  Bordeaux    

Over- Yssel 

Paris  and  Lyons  (Laffltte) 

Ditto  (constituted)    

Ditto  (Ganncrons) 

Ditto  (Callons)  

Paris  and  Orleans 

Paris  and  Rouen 

Paris  and  Strasbourg  (Ganns).{ 

Ditto  (Compe  dc  L'cst) 

Rouen  and  Havre 

Royal  North  of  Spain 

Sambre  and  Mcusc 

Strasbourg  and  Basle 

Tours  ami  Nantes  (Mackenzie) 
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ENGLISH. 
Name  of  Company. 


1000 
500 

4000 
100 

8000 
120 
128 
2S6 
114 
100 

9000 
198 
519 

1000 

1000 


188 
KOOO 

198 
94 
198 
619 
856 
9401 

1000 
1000 
1000 

198 
80 

198 

1000 
20000 

9800 
70 

198 
956 
198 
800 
256 
1000 
128 
198 
120 
193 
190 

96 
198 

5(J0O 

9600 

6000 
956 

5000 
128 

4000 
100 

6000 
128 
384 
198 
198 
50 
9S6 

6845 
120 
lOT) 
128 
128 
09 
198 
198 
128 


Agar  Wheal • 

Angletey 

Bedford 

BoUllack 

BlaenavoD 

Brewer 

Caradon  Mlnet  . 

Caradon  United. 

Charlertown 

CoiuoUdated  Mines. 

Comublan  Lead — 

Comfort 

Cook's  Kitchen 

Cam  Brea 

Callington 

Caradon  Consob.... 

CreegBraws 

Dolcoath 

DurhamComityCoal 
Company 

East  Pool 

East  Wheal  CrofLy. 

East  Wheal  Rose. . 

Fowey  Consols.... 

Gonoroena 

Orambler   and    SL 
Aubyn 

Godolphin 

Hanson 

Holmbush 

Hallenbeagle  . .. 

I^rant 

Lanarth    and    Peu- 
struthal 

Lewis 

Mhiing  Company  of 
Ireland 

Mark  Valley 

North  Roskear.... 

North  Rose 

Par  Consols 

Pencorse 

Pen  Park 

South  Towan 

St.  Austell  Consols 

Stray  Park 

South  Wheal  Bassett 

South  Caradon 

Trethellan 

Trewavas 

Trevisky  and  Bar- 
rier  

Trcsavean 

Tokenbury 

Treielgh  Consols .. 

Tamar  Consols .... 

Tin  Croft 

Trenow  Consols. . . 

Tretoil  Consols  ... 

Trewellard 

United  HUis 

United  Mines 

Wicklow  Copper.. 

Wheal  Catherine.. 

Wheal  Franco 

Wheal  Vhgin 

West  Caradon 

Wheal  Vor 

West  Treasury. — 

West  Wheal  JeweL . 

West  Trethellan... . 

Wheal  Harriett .... 

Wheal  Henry 

Wheal  Providence. . 

Wheal  Scton 

West  Bassett 

Wheal  Albert 

Wheal  Adand 

Wheal  Martha 


qI. 


5 
Si 
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50 

i 

9 

1000 
3 


150 


75 


FOREIGN. 
Name  of  Company. 


55 

400 
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100 
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00 


350 
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8 

31 

37i 
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45 
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17, 
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4000 
10000 

3374 
15000 

9000 

10000 
10000 
10000 
16000 

10000 
19000 
8500 
1500 
lOOOO 
1(K)00 
20000 

5351 
6000 

3691 


Alten 

Anglo-Mezican    . 

Ditto  SubscripCkm 

Asturian 

Bolanos 

Ditto  Scrip  .. 
Bolivar  Copper 

Ditto  Scrip  . . 
Brazilian  Imperial 


1879 
3S48 

7000 

1 1000 
43174 


Ditto      _ 

CaU  Branca. 

Cobre  Copper . 

Colombian.... 
Ditto  New  . 

Conoeicao 

Copiapo 

General  Mining  As- 
sociation 

Mexican. 

Moeaubas  and  Co- 
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85 
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10 
35 
90 

io 
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leal    Del    Monte, 

Registered 

Ditto.Unrcffistered 
Ditto,  Red  Deben- 
tures  

Ditto,  Black.. 
Ditto,    Red 

Black 

Royal  Santiago  de 

Cuba....V?:... 
St.  John  Del  Hey 
United  Meakan.. 
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51 


41 
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17 
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PROGRESS  OF  RAILWAY  LEGISLATION. 

RiawAY  ]^;i8latxon  bas  gone  on  a  little  more  favourably  than  it  gave 
promise  of  doing  a  month  ago.  Two  notable  terrors  are  past ; — tbe  terror 
of  the  deposits  with  the  Accountant-General,  and  the  terror  of  the  smo- 
tbering  committee  which  the  Premier  volunteered  to  appoint,  and  which 
we  made  some  remarks  about  in  our  last.  It  appears  that  during  the 
kst  dx  months  deposits  to  the  amount  of  eleven  millions  and  a  half 
biTe  been  very  quietly  made  on  account  of  various  railway  companies 
vith  the  Accountant-Genera],  and  this  without  any  explosion  in  the 
Money  Market,  or  the  aid  of  any  of  that  wonderful  machinery  of  trans- 
fer which  some  profound  thinkers  predicted  would  be  necessary.  This 
is  just  as  we  said  it  would  be  in  our  January  number,  except  that  the 
unoont  actually  deposited  exceeds  our  estimate  by  some  couple  of  mil- 
Hons.  But  the  deposit  alarm  was  nothing  to  that  inspired  by  the  an- 
nouncement of  Sir  Robert  Peel,  on  an  early  day  in  the  session,  of  an 
intention  to  decimate  the  struggling  railway  schemes,  and  the  appoint- 
ment of  a  secret  committee  intrusted  with  the  invidious  task  of  selecting 
tlie  Tictims.  This  was  a  crowning  blow  which  for  the  moment  inspired 
dismay  in  the  stoutest  heart,  and  made  every  unhappy  scripholder  begin 
to  tliink  that  there  must  be  something  inherently  vicious  and  fatal  in  the 
^nature  of  a  railway.  Our  remarks  upon  the  justice  and  the  expe- 
diency of  this  extraordinary  step,  written,  it  is  true,  in  haste  at  the 
dose  of  last  month,  may  be  in  the  recollection  of  our  readers ;  and  glad 
are  we  now,  within  four  little  weeks,  to  congratulate  them  and  ourselves 
opon  the  result  in  which  this  bit  of  experimental  legislation  has  termi- 
nated. 

Great  as  is  the  influence  of  the  "  eminently  practical "  Premier, — safe 
as  he  is  considered  on  all  financial  questions, — and  servilely  as  his  dictum 
bas  on  manv  occasions  been  followed  by  men  of  business  of  all  classes, 
ve  still  could  not  help  thinking  that  there  was  something  in  the  right 
hononrable  gentleman's  scheme  of  interference  with  railway  matters  so 
nnJQst  and  unconstitutional,  so  at  variance  with  all  the  acknowledged 
principles  of  free  commerce  and  enterprise,  that  even  a  committee  of  the 
House  of  Commons,  nominated  by  himself,  might  hesitate  to  sanction  it. 
Accordingly,  after  two  minor  reports,  bearing  distinctly  upon  the  order 
in  which  railway  business  should  be  taken,  and  proposing  amongst 
others  a  very  prudent  plan  for  dividing  the  initiative  in  business  of  this 
kind  between  tbe  two  houses,  instead  of  leaving  it  all  to  the  Commons 
as  heretofore,  the  committee,  on  the  17th  of  February,  came  out  with 
a  report,  in  which  they  completely  disallow  the  step  proposed  by  Sir 
Robert  Peel  for  arbitrarily  limiting  the  number  of  nulway  bills,  and  the 
amount  of  capital  to  be  engaged  in  such  undertakings.  The  committee 
tell  OS,  in  the  first  instance,  that  there  are  562  petitions  for  railway  bills 
before  the  House,  of  which  395  belong  to  England,  120  to  Scotland,  and 
47  to  Ireland  ;  but  that  it  is  probable  that  this  number  may  be  very  con- 
Mtlerably  thinned  when  passing  through  the  ordeal  of  the  standing  orders. 
They  then  go  on  to  say,  that  as  by  a  resolution  of  the  House,  founded 
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Upon  a  previous  report  of  this  committee,  Irish  bills,  and  a  certain  class 
of  English  bills,  will  have  to  commence  in  the  House  of  Lords,  they 
think  by  an  early  application  to  the  busmess  before  them,  *^  it  will  not  be 
impossible  to  constitute  the  requisite  number  of  committees  during  the 
present  session"  to  consider  these  schemes  in  detail.  For  the  rest,  how 
remarkably  in  contrast  are  the  words  of  the  committee  and  the  right 
honourable  baronet  who  appointed  them !  Sir  Robert  Peel  on  the  2nd 
of  January  said:— i 

« I  think  that  it  is  a  grave  question  whethsr  or  not  we  will  permit  or 
encourage  so  great  an  application  of  capital  towards  these  railway  schemes ; 
whether  or  not  that  will  oe  consistent  with  public  advantage,  and  whether 
it  will  really  conduce  to  the  satis&ctory  carrying  on  of  railway  enterprise  7 
As  I  said  before,  I  am  willing  to  admit  that  the  application  of  British 
capital  to  British  railways  in  preference  to  foreign  schemes  is  to  be  en- 
couraged rather  than  otherwise ;  but  is  it  advantageous  to  the  promotion  of 
sound  raOwav  enterprise  that  such  enormous  capital  should  at  once  be 
applied  to  it  i  I  doubt  it  even  for  the  purpose  of  sound  railway  enterprise 
itself.  I  believe  it  to  be  probable,  in  consequence  of  severe  oooipetition,  that 
there  will  be  a  great  and  extraoroinary  demand  for  labour,  ana  a  rise  in  the 
price  of  the  materials  essential  for  the  completion  of  railways  ...  I  doubt, 
if  [six  hundred,  or  ^r^  hundred  railway  schemes,  or  periiaps  treble  the 
amount  that  was  under  consideration  last  year,  were  to  be  pressed  forward 
this  year,  whether  the  power  of  this  House  would  enable  it  to  make  satisfius- 
tory  inquiry  into  the  merits  of  each  scheme.  I  more  doubt  whether  it 
would  be  for  the  public  advantage  to  encourage  so  sudden  and  eztraordinaiy 
a  demand  for  labour,  so  great  an  application  of  capital  to  one  species  of  in- 
dustry, and  its  consequent  diversion  from  others.'* 

To  the  cautious  Premier's  doubts  as  to  the  ability  of  Parliament  to 
get  through  the  five  or  six  hundred  railway  schemes  of  the  present 
session,  we  have  already  given  the  answer  of  Uie  committee.  To  the 
doubts  as  to  the  prudence  of  encoursgine  so  great  an  application  of 
public  money  to  such  purposes,  they  reply  as  follows  in  their  report 
above  alluded  to  :— 

**  Under  these  circumstances  your  committee  have  not  deemed  it  advisable 
to  recommend  to  the  House  to  make  any  selections  from,  or  to  place  any 
limitation  on,  the  number  of  railway  schemes  to  be  sulnnitted  to  the  con- 
sideration of  Parliament  during  the  present  session.'' 

We  rejoice  at  this  decision,  because  it  is  a  sound  one,  and  one  con- 
flistent  with  all  the  accustomed  policy  of  the  country  in  matters  of  com- 
mercial enterprise.  We  should  have  been  sorry  if  it  could  have  been 
proved  to  the  satisfaction  of  any  committee  of  the  House  of  Commons, 
that  all  of  a  sudden  there  had  manifested  itself  something  of  such  weak- 
ness and  rottenness  in  our  monetary  state,  to  render  it  necessary  to 
place  the  country  and  its  private  purse-strings  in  the  keeping  of  a 
minister  of  the  crown.  For  Sir  R.  Peel  was  nleased  to  say,  that,  through 
the  mouth  of  one  of  the  Government  who  snould  be  on  the  committee, 
(Lord  O.  Somerset,)  he  would  announce  how  much  money  he  thought 
we  might  be  permitted  to  spend  in  railways.  What  that  amount  was 
will  probably  never  be  known,  as  the  committee  was  sworn  to  secrecy; 
but,  whatever  the  amount,  the  committee  did  wisely  and  manfully  in 
resisting  the  very  principle  of  the  suggestion.  Do  not  let  it  be  supposed 
that  bv  what  we  say  on  this  point  we  would  be  understood  to  sanction 
a  reckless  and  wholesale  investment,  or  rather  involvement  of  capital, 
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in  undertakings  of  tbis  description.  Some  restriction  is  necessanr  to  be 
administered  by  a  third  and  impartial  hand ;  bat  this  can  be  done  as 
well  in  detail,  upon  consideration  of  the  individual  prospects  and  claims  of 
eaeh  scheme,  as  by  a  predetermined  rule,  excluding  a  party  unheard  and 
oot  of  court. 

The  committee  further,  with  a  view  to  the  more  efficient  conduct  of 
the  business  before  Parliament,  make  some  very  useful  suggestions,-— 
namely, 

'^  As  your  committee,  howeyer,  believe  that  much  of  the  time  of  the  select 
oommittees  on  railway  bills  is  consumed,  with  little  public  benefit,  in  minute 
ud  detailed  enquiries  into  the  amount  of  traffic  and  the  probable  profit  of 
the  projectors,  your  committee  are  of  oj^inion  that  the  standing  orders  on 
these  points  should  be  altered,  and  that  it  should  no  longer  be  obligatory 
[Vat  peimissive  in  the  next  clause]  on  committees  on  railway  bills  to  make 
special  repeorts  on  them." 

Unopposed  bills  in  any  group,  the  committee  recommend  maybe 
Kfeired  at  once  by  the  committee  on  the  group  to  the  Chairman  of  Ways 
and  Means. 

The  committee  on  Standing  Orders  has  also  taken  a  lesson  by  the 
past,  and  come  to  some  resolutions  at  the  outset  of  their  labour  which 
will  tend  materially  to  discourage  vexatious  opposition,  and  to  shorten 
the  proceedings,  and  lessen  the  expense,  of  these  preliminary  investiga- 
tions.  They  announced  to  the  agents  for  private  bills  that  they 
would  discourage  to  the  utmost  in  their  power  all  frivolous  and  vexa- 
tioQs  chaiges ;  and  that  they  would  summon  no  witness,  nor  call  for 
any  evidence,  unless  it  were  declared  to  them  that  it  was  essential  to 
the  trae  merits  of  the  case.  The  consequence  of  this  wise  resolution 
has  been  ahready  manifest.  In  the  short  period  which  has  elapsed 
Bsee  the  opening  of  the  session,  some  sixty  or  seventy  bills  have 
already  passed  Standing  Orders,  and  been  read  a  second  time* 

The  plan  of  referring  certain  bills,  in  the  initiative,  to  the  upper 
House,  will  considerably  lighten  the  labours  of  the  session,  and  in  the 
ease  of  certain  £nglish  bills,  will  prove  an  immense  saving  of  expense. 
The  London  and  York  bill,  for  instance,  by  beginning  in  the  Lords,  will 
come  at  once  into  competition  with  the  Direct  Northern  in  a  new  field, 
vhere  their  relative  merits  have  not  yet  been  discussed.  Should  the 
dedaon  of  the  House  of  Lords  be  in  favour  of  the  York,  it  will  pro- 
hably  be  considered  as  settling  the  question,  the  opinion  of  the 
Connnons  having  been  last  year  recorded  in  its  favour.  On  the  other 
hand,  dionld  the  Direct  Northern  prevail  over  their  adversaries  with 
their  lordshipSi  a  fierce  and  interesting  struggle  in  the  Conmions,  a 
straggle  leading  to  real  results,  and  worth  all  Uie  money  it  may  cost,  will 
aeoeaoffily  ensue. 

Upon  the  whole  we  look  favourably  at  the  state  and  prospects  of 
nilwsys  aa  far  as  relates  to  their  parliamentary  relations ;  and  if  parlia- 
meat  only  endures,  that  is,  if  the  terror  of  a  dissolution  ^the  third  and 
laat  great  terror  now  before  railway  promoters)  be  resolvea  in  the  nega- 
tive, we  have  no  doubt  a  considerable  additional  stimulus  will  be  given 
to  railway  enterprise.  By  the  time  these  pages  are  printed  this  import- 
ant qaestion  wUl  be  virtually  resolved  by  the  vote  on  the  Com  Law 
qnestion.    On  the  other  hand,  should  there  be  a  dissolution,  though 
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this  wooldy  BtHctly  speaking,  hare  the  etfect  of  throwing  out  all  railway 
bills  indiscriminately^  we  think  it  not  improbable  that,  in  a  caRe  where 
80  large  an  amount  of  public  money  and  the  results  of  so  much  indivi- 
dual enetgy  were  concerned,  the  new  parliament  might  see  fit  to  ordain 
that  the  railway  business  of  the  country  should  proceed  uninterruptedly, 
despite  the  technical  interruption  which  a  dissolution  necessarily  ope- 
rates. 


RAILWAYS  IN  INDIA. 

(from   a   correspondent   in   INDIA.) 

In  considering  the  subject  of  railways  in  India,  it  may  be  as  well  to 
diride  the  subject  into  three  heads,  viz.,  the  practicability  of  constmcting 
them,  the  prospect  of  their  pa3ring,  and  the  advantages  which  will  accrue 
not  only  to  India  itself,  but  to  the  mother  country,  if  we  may  so  term 
Oreat  Britain  in  regard  to  India ;  and,  surely,  as  India  is  becoming  a 
new  country,  she  need  not  hesitate  to  be  the  adopted  daughter  of  Bri- 
tannia. 

Now,  as  to  the  practicability  of  constructing  rail^^ays  in  India,  I 
need  not  tell  you,  Mr.  Editor,  how  very  few  difficulties  are  to  be 
encountered  in  a  long  line  of  country;  I  need  not  say  that  these 
few  difficulties,  though  troublesome  in  themselves,  are  any  thing  but 
insurmountable.  Nor,  perhaps,  is  it  much  to  the  English  public  to 
be  told  about  them,  while  those  who  are  interested  will  naturally 
look  forward  to  the  reports  of  the  scientific  men  sent  out  to  survey 
the  country.  Yet,  as  a  subject  of  great  interest,  and  one  which  will 
bring  about  such  amazing  changes,  I  cannot  but  think  that  a  little  in- 
formation, Talbcit  but  vague  and  uncertiun  as  compared  with  survey  re- 
ports,) on  tne  practicability  of  constructing  railways,  will  be  acceptable 
to  your  readers. 

India,  generally  speaking,  is  almost  a  dead  level,  from  the  bays  of 
Bengal  and  Bombay,  to  the  foot  of  the  Himalayas.  On  the  Bengal  side 
are  a  few  low  hills  intersecting  the  country,  from  Mirzapore,  on  the 
Oanges,  towards  Bombay,  which  form  in  the  interior  the  range  of  ghauts 
above  the  valley  of  the  Nerbudda.  A  spur  of  the  same  chain  extends  to 
Rajmahol.  These  are  the  only  obstacles  of  a  hilly  nature  to  be  found 
between  Calcutta  and  the  Himalayas.  On  the  Gkinges  side  the  hilly 
ground  does  not,  properly  speaking,  give  any  table-land  higher  on  one 
side  than  the  other ;  but  on  the  Bombay  side,  where  what  are  called  the 
Ghauts  are  situated,  the  land  towards  the  north  is  a  high  table^land, 
the  south  side  being  the  valley  of  the  Nerbudda.  I  may,  however, 
note  here,  that  were  a  railway  to  run  from  any  point  of  the  Ganges  be- 
tween Mirzapore  and  Rajmahal,'and  proceed  in  a  south-west  or  westerly 
direction,  it  would  meet  the  table-land  forming  the  districts  of  Bundle- 
khund  and  Sangor,  the  Mahratta  states  (except  Nagpore),  &c.  But  it 
is  not  necessary  to  proceed  in  this  direction  at  all,  at  least  for  a  main 
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Coe;  and,  therefore,  as  I  have  already  stated,  there  are  bat  two  spurs  of 
a  cfaain  of  hills  to  set  over,  with  dead  levels  (or  what  in  common  par^ 
knee  maj  be  so  calied)  between  and  on  either  hand. 

The  next  species  of  obstacles  which  are  likely  to  be  troublesome  in 
tbemselres,  though  not  insurmountable,  are  the  very  low  lands  between 
the  Ganges  and  die  Bay  of  Bengal,  and  one  or  two  rivers  higher  up  the 
eooDtry.  The  first,  the  low  lands,  may  cause  no  little  expense.  It  may 
be  necessary  to  pile  a  great  deal  of  it,  and  to  form  s^ong  embankments 
to  stand  the  yearly  periodical  flooding  during  the  rainy  season.  There 
may  be  from  100  to  150  miles  which  would  require  to  be  thus  constructed, 
aad  this  would,  therefore,  in  all  probability,  prove  to  be  the  most  ex- 
peoaTe  portion  of  a  line  between  Calcutta  and  the  Himalayas.  Yet 
the  embankment  need  not  be  of  great  strength  throughout,  but  only 
wbere  it  would  have  to  ivithstand  the  force  of  a  current,  where,  for  in- 
stance, it  might  run  near  or  parallel  to  any  of  the*  outlets  of  the  Gknges, 
vhich  are  ^t,  by  the  negligence  of  the  government  officials  in  charge, 
to  hurst  theur  embankments  and  overflow  the  surrounding  country.  But 
the  railway  company  might  apply  for  and  receive  charge  of  these  river 
embankments,  with  a  sufficient  contract  to  keep  them  in  thorough 
order;  and  if  so,  they  would  thereby  escape  the  necessity  of  rendering 
their  own  embankments  so  strong  as  they  otherwise  mtut  do.  If  the 
Bailway  Company,  having  a  contract,  were  to  neglect  the  river  banks, 
tbey  would  not  only  deserve  to  suffer,  but  doubtless  their  contract  would 
cany  a  penalty.  The  floodings  from  heavy  rain  do  damage  to  crops, 
bat  would  never,  in  any  degree,  affect  the  security  of  a  good  embank- 
ment for  a  road. 

The  second  obstacle  above  noted,  the  one  or  two  rivers  higher  up  the 
eoontry,  is,  in  reality,  one  which  will  be  easily  overcome.  It  looks  for- 
midable; the  appearance  of  the  Soane,  both  when  full  to  overflowing, 
and  while  wandering  like  a  thread  in  the  midst  of  an  extensive  sandy 
waste,  leads  the  mind  to  imagine  difficulties  which,  on  being  grappled 
vitb,  are  more  likely  to  cause  one  to  smile  than  to  look  grave.  This 
same  frightful  Soane  river,  what  is  it?  Why,  in  the  rainy  season, 
ibe  high  range  of  ghauts  already  mentioned,  which  intersects  the  in- 
terior of  Hindostan  towards  Bombay,  sends  from  its  table-lands  a  large 
qoaotity  of  water,  of  which  the  Soane  is  the  principal  outlet  into  the 
Gauges.  Coming  from  high  ground  so  near  at  hand,  and  having  but  a 
^ort  distance  to  run  in  the  vallev  of  the  Oanges,  the  Ganges  itself 
being  moreover  full  to  the  brim  with  its  own  accumulations  from  the 
north-west,  it  naturally  overflows  all  the  low  lands  on  each  side  of  it, 
and  assumes  for  a  few  weeks  the  appearance  of  a  broad  river.  As  the 
Ganges  begins  to  subside,  the  waters  of  the  Soane,  finding  an  outlet  at 
hot,  b^n  to  rush  on,  and  for  a  few  days  a  strong  current  flows.  After 
the  monsoon  the  Soane  becomes  again  a  narrow  river,  wandering  in  a 
sandy  waste.  There  are  one  or  two  more  outlets  from  the  same  hilly 
range,  to  carry  off  the  waters  of  the  highlands;  one  a  brawling  surly 
brook,  named  the  Kurmnassa,  accursed  in  the  sight  of  all  good  Hindoos, 
who  will  not  wet  their  feet  in  its  stream ;  but  there  is  not  one  which,  in 
Sngbmd,  would  give  one  moment's  uneasiness  ivith  regard  to  the  sub- 
doing  of  any  difficulty  it  might  present.  To  bridge  the  Soane  will 
doubtless  be  expensive,  from  the  length  to  which  the  bridging  must  ex- 
tend, so  as  to  give  free  vent  to  the  periodical  inundation ;  the  other 
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riven  being  deeper  and  narrower,  will  cost  comparatively  little ;  and 
then  these  are  the  only  expensiYe  operations  betwixt  the  spur  of  hill  at 
Rajmahal  and  the  spur  of  the  same  chain  above  Mirsapore,  the  rest  of 
ihe  country  being  admirably  adapted  for  a  railway. 

We  have  now  got  our  rails  laid  down  to  Mirzapore,  nearly  (so  to 
speak)  half  way  to  the  Himalayas.  Beyond  Mirzapore  we  have  to  sur- 
mount the  spur  of  the  hills  above  mentioned,  and  continue  on  a  abort 
distance  over  a  fine  level,  till  we  get  to  the  river  Jumna,  opposite  AUa- 
faabad.  I  ynH  not  take  on  myself  to  say  in  what  manner  the  connexion 
is  to  be  made  here.  There  is,  however,  not  the  smallest  difficulty ;  as,  at 
Allahabad,  the  Jumna  is  tolerably  narrow,  being  confined  by  high  banks, 
and,  as  a  consequence,  is  here  very  deep  in  the  rains.  Once  across  the 
Jumna  then  is  a  fine  level  country,  without  almost  the  smallest  obstacle, 
to  Delhi  or  Meerutt,  where  the  northern  termini  of  the  principal  or 
main  line  from  Calcutta  would  naturally  be  fixed.  The  few  nuddies  or 
rivulets  in  the  Doab,  (so  is  the  country  from  Allahabad  between  the 
Jumna  and  Ganges  called,)  are  of  the  most  trifling  nature ;  there  are  no 
swamps  or  hills,  but  a  fine  level  country,  dry  and  hard.  Here  the  ex- 
pense would  be  very  low  indeed,  so  much  so  as  to  counterbalance  the 
neavy  outlay  below,  and  render  a  comprehensive  railway  from  CSalcntta 
to  Meerutt,  one  of  the  cheapest  in  the  world.  So  much  for  the  practi- 
cability of  constructing  railways  in  India. 

I  have  been  somewhat  diffuse,  perhaps,  but  I  trust  not  unnecessarily 
80,  in  discussing  the  difficulties  to  be  overcome  in  constructing  a  main 
line  of  rail  from  Calcutta  to  the  north-west.  The  next  head  of  the 
subject  which  I  am  to  consider,  viz.,  the  prospect  of  railways  paying,  is 
a  much  more  difficult  branch  of  inquiry,  in  the  almost  total  absence  of 
returns  of  interior  traffic.  It  may  be  asked,  why  India,  one  of  the  most 
fertile  and  most  favoured  countries  in  the  world,  should  be  so  backward 
in  every  thing  which  in  Europe  constitutes  a  civilized  nation,  and  yet  be 
at  once  one  of  the  most  famous  trading  countries  in  the  world  ?  Her 
systems  of  trade  and  of  exchange,  as  far  as  her  means  and  capabilities 
go,  are  perfect;  it  is  in  the  mode  of  conveyance  that  we  meet  the  im- 
perfections, wluch  go  so  far  to  obstruct  and  prevent  any  great  strides  in 
improvement.  RaUwavs  will  remove  the  great  obstacle,— distance  and 
the  genius  of  the  people  will  soon  get  rid  of  inferior  ones.  There  was 
but  one  highway  from  the  north-west  to  the  mart  of  communication 
with  the  rest  of  the  world,  the  Ganges,  and  its  tributaries.  When 
steam  navigation  had  become  well  understood  in  England,  it  was  intro- 
duced on  the  Ganges,  and  reduced  the  distance  between  Allahabad  (on 
the  confluence  of  the  Jumna  and  Ganges)  and  Calcutta  to  about  one- 
third  or  one-fourth  of  the  usual  voyage,  both  up  and  down.  It  was  at 
its  commencement  firmly  believed  that  the  natives  would  never  avail 
themselves  of  this  mode  of  conveyance,  as  time  was  no  object  with 
them.  Experience  of  the  regularity,  safety,  and  dispatch  in  the  voyages 
of  the  steamers,  however,  soon  begat  confidence,  and,  aDier  some  hesi- 
tating trials,  the  number  of  steamers  was  found  to  be  too  small  to  ove^ 
take  the  demand  for  freight.  Can  a  better  proof  be  required  of  the 
prospect  of  railways  paying  well  in  India  ? 

I  will  be  told  that  one  or  two,  or  even  three  or  four  steamers  dis- 
patched in  the  course  of  the  month  from  Calcutta  to  Allahabad— learing 
out  those  carrying  government  stores— conveys  no  proof  of  such  an  ex- 
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tant  of  inde  as  would  snffiee  for  a  railway.  I  grant  it  does  not;  bat 
ve  mart  keep  in  mind  that  the  great  bulk  of  goods,  both  up  and  down 
the  ooontry,  still  goes  by  the  old  rude  and  lazy  mode  of  flat-bottomed 
\oato;  we  must  remember  that  fifty  steamers  would  scarcely  supply  the 
tniBc,  and  that  there  are  not  ten  on  the  line ;  we  must  recollect  that 
efoy  additional  steamer  put  on  the  line  has,  so  far  from  exhausting 
the  tiaffic,  only  senred  to  increase  it.  But,  aboye  all,  we  must  not 
foMt  thai  the  agency  of  steam-boats  only  assists  the  great  marts  situ- 
ated on  the  banks  of  the  Ganges  up  to  Allahabad,  leaving  the  interior 
of  the  eountry  and  the  north-west  provinces  just  where  they  were.  It 
is  here  that  the  railway  possesses  the  advantage  over  steam  navigation, 
and  I  shall  now  proceed  to  point  out  the  manner  in  which  a  railway  will 
piT  in  India. 

I  observe,  with  regret,  that  instead  of  one  railway  from  Calcutta  to 
the  north-west,  several  companies  have  been  started,  one  even  running 
pmllel  to  another  already  proposed.  This  will  never  do :  if  it  be  only 
for  a  gambling  speculation,  indeed,  it  does  not  much  matter,  as  far  as 
India  is  oonoemed ;  but,  I  trust  people  will  think  well,  before  they  give 
thdr  money  to  commence  a  ruinous  competition,  when  they  luive  a 
wide  field  of  operation  wherein  to  choose  for  themselves.  The  first  line 
contemplated  was  between  Calcutta  and  Mirzanore.  This  is  a  splendid 
Iwginning,  as  being  calculated  to  take  in  all  the  principal  marts  in 
Boigal  Proper,  and  the  central  provinces.  If  this  Company  deemed  it 
too  gigantic  an  undertaking  to  extend  the  line  to  the  north-west,  there 
waa  then  room  for  another  company  to  make  the  extension,  much  to 
their  own  benefit  as  well  as  to  that  of  their  predecessor.  But  consider^ 
ing  that  the  lower  line  will  be  very  expensive,  and  the  upper  line  a 
mere  trifle  in  comparison,  it  would  be  better  to  have  but  one  line  from 
Gdcntta  lo  Meerutt  or  Delhi,  so  as  to  equalize  the  cost  throughout,  and 
eoable  the  Company  to  affoid  carriage  at  the  lowest  possible  rate-— the 
only  way  in  which  a  railway  can  flourish  in  India.  Let  it  therefore  be 
impraesed  on  the  minds  of  shareholders  that  detached  lines,  which  may 
answer  in  a  country  like  Cbeat  Britain,  will  only  bum  the  fingers  in 
India.  Even  the  one  from  Calcutta  to  Mirzapore  will  disappoint  the 
mognine  expectations  of  its  proprietors  without  extension  upwards.  A 
Company  proposes  to  go  from  Calcutta  to  Rajmahal  on  the  Ganges—to 
what  purpose?  To  save  the  steamers  and  the  country  flat-bottomed 
boots  nom  pursuing  their  voyage  farther?  The  districts  through  which 
it  irill  pass  are  ric£— but  not  rich  enough  to  pay  a  railway,  requiring  to 
he  constmoted  in  the  most  expensive  manner  of  any  in  India*,-— being 
ahmtber  in  the  low  swampy  lands  of  Lower  Bengal.  The  scheme  is  a 
mad  one,  besides  having  a  competitor  in  the  Mirzapore  line ;  and  the 
talk  of  being  a  direct  line  is  all  nonsense — it  is  direct  to  a  certain  point 
of  the  Cbngea,  where  no  mart  exists,  nor  trafiic  of  any  kind  that  could 
benefit  by  such  a  line.  Instead  of  Uius  throwing  away  money,  such  a 
Company  could  take  up  branches  from  the  main  line  to  different  districts 
on  either  hand,  as  necessity  might  require— there  are  some  half  dozen 
bnndh  lines,  which  could  be  chalked  out  at  once  in  Lower  Bengal,  and 

*  I  aee  the  Company,  in  their  advertisement,  allude  to  a  once  projected  canal  to 
prore  the  level  nature  of  the  country.  But  a  canal  has  to  be  cut  and  embanked — 
a  lailway  mnat  be  raised,  and  this  constitutes  a  vast  difference  in  a  country  liable 
tebefloodedl 
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B8  many  in  the  upper  provinces.  The  main  line  should  run  as  direct  as 
possible  to  Mirzapore,  thence  to  Allahabad,  and  from  that  to  Delhi  or 
Meerutt,  as  might  be  preferred.  In  this  way  railroads  will  most  un- 
questionably  pay  well  in  India. 

To  enter  into  any  remarks  as  to  the  extent  of  traffic  which  may  be 
expected  on  lines  of  railway  in  India,  would  be  superfluous — ^there  are 
no  means  of  calculating  it.  The  traffic  undoubtedly  exists ;  but  it  is  in 
its  infancy — that  is  to  say,  the  difficulty,  and  expense,  and  delay  of 
transit,  has  kept  traffic  down  to  the  very  lowest  limit  which  could  sup- 
ply demand,  and  thus  the  general  poverty  of  this  splendid  country  is 
easily  accounted  for.  The  cold  weather,  and  a  good  portion  of  the  hot 
season,  is  the  chief  trial  for  land  carriage ;  and  you  will  then  meet,  be- 
tween large  trading  towns,  camels  and  carts  laden  with  produce — the 
former  going  leisurely  at  the  rate  of  two,  or  it  may  be  two  and  a  half  to 
three  miles  an  hour,  as  they  happen  to  be  more  or  less  laden — while 
the  carts  creep  on  at  about  a  mile  an  hour  or  so— both  making  journeys 
of  from  eight  to  ten  or  twelve  miles  a  day !  What  trade,  Qiink  you, 
could  flourish  under  such  a  system  of  conveyance  ?  Let  us,  then,  have 
one  comprehensive  line  fh)m  Calcutta  to  Meerutt,  and  let  branches 
strike  off  to  all  the  great  trading  towns  on  either  side ;  and,  then,  not 
only  will  the  expense  of  con3truction  be  within  the  bounds  of  modera- 
tion, but  the  prospect  of  paying  a  reasonable  profit  will  be  ensured,  and 
not  left  to  chance  or  the  operation  of  after  circumstances. 

I  feel  somewhat  diffident  in  continuing  this  letter,  from  the  length  to 
which  it  has  already  spun  itself  out.  The  third  head,  into  which  I 
divided  my  subject,  is  one  on  which  I  could  dilate,  even  to  double  the 
space  I  have  already  consumed — one,  too,  on  which  a  philanthropist 
would  delight  to  dwell.  But  I  must  have  compassion  both  on  you,  Mr. 
Editor,  and  your  readers,  and  sum  up  the  advantages  of  railroads  to 
India  and  to  Great  Britain,  as  succinctly  as  I  possibly  can. 

By  the  latest  intelligence  from  England  we  learn  that,  after  all,  the 
harvest,  though  not  altogether  a  failure,  is  a  short  one ;  and,  accompa- 
nied by  the  miserable  fate  of  the  potato  crop,  is  likely  to  entail  scarcity, 
if  not  famine,  not  only  in  Britain  and  Ireland,  but  throughout  Europe. 
It  is  well,  indeed— if  matters  be  not  worse  than  they  promise  to  be — that 
we  have  such  a  warning :  though  far  from  an  enthusiast  in  religion,  I 
cannot  help  seeing  the  finger  of  the  Almighty  in  this  dispensation.  To 
one  nation,  it  might  be  something  in  the  air,  or  in  the  ground,  or  in  the 
mode  of  cultivating,  and  would  be  easily  met  by  supplies  from  other 
more  favoured  countries; — but  a  universal  blight — when  every  nation  in 
Europe  is  rivalling  its  neighbour,  as  to  which  shall  impose  the  most 
stringent  rules  against  trade  and  the  interchange  of  the  produce  of  the 
common  mother  earth — ^in  which,  to  its  shame  be  it  spoken,  England 
was  the  leader,  and  is  as  yet  one  of  the  most  obstinate  adherents---doe8 
not  the  very  universality  of  the  visitation  show  that  restrictions  bring 
their  own  punishment  with  them !  But  I  trust  a  better  line  of  inter- 
national policy  will  result  from  this  dispensation  of  Heaven,  and  that  all 
kinds  of  traffic  will  be  freed  from  the  shackles  and  trammels  which  have 
hitherto  kept  the  trade  of  the  world  from  expanding  to  tbat  degree 
which  would  give  to  every  country  the  greatest  possible  return  for  its 
produce,  whether  of  the  ground  or  of  art. 

What  has  this  to  do  with  railroads  in  India  ?  I  hear  the  reader  ex- 
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dftim.  Much.  Nay,  on  the  argument  I  have  just  stated  rests  no  small 
portion  of  the  advantage  to  accrue  to  India,  as  well  as  to  England,  from 
a  comprehensiYe  system  of  railroads.  I  will  take  but  one  instance  out 
of  many  with  which  I  could  iill  not  a  few  of  your  pages.  Nearly 
tiiroaghout  the  Doab  very  fine  wheat  is  produced,  which,  in  tolerable 
seasons,  is  sold  at  from  thirty  seers  to  a  maund  per  rupee,  and  at  this 
rate  tolerably  well  remunerates  the  cultivator.  The  ground,  with  a 
better  system  of  agriculture,  and  a  lighter  tax  on  the  land,  could  give  a 
greater  return  than  it  now  does — ^but  let  us  leave  this  question  aside. 
Take  an  average  price  of  thirty-five  seers  of  wheat  per  rupee,  this  is, 
within  a  small  fraction,  equal  to  eight  rupees  for  a  quarter,  or  at  par 
siiteen  shillings.  But  how  is  it  to  be  conveyed  from  500  to  800  miles 
to  the  shipping  port  ?  If  sent  immediately  after  the  harvest  is  secured, 
it  only  reaches  Calcutta  by  the  time  the  rainy  season  has  begun  to  set 
in,  and  the  grain  is  spoiled ;  or,  it  must  be  kept  till  the  following  year. 
Bja  railroad,  if  a  demand  for  wheat  were  to  arise,  as  no  doubt  it 
would,  the  grain,  afler  being  got  in,  dried  and  thrashed  out,  would  be  on 
board  the  &p  in  a  week  from  the  time  it  was  filled  into  the  sack ;  and, 
escaping  all  the  variations  of  climate,  be  landed  in  England  in  the  most 
faTonrable  season  of  the  year.  If  the  harvest,  then,  were  abundant, 
the  price  of  this  Indian  wheat  would  still  afford  a  profit  to  the  merchant, 
or  its  destination  could  be  changed  to  any  country  which  laboured  under 
partial  scarcity  or  famine.  For,  if  a  harvest  is  plentiful  in  England, 
▼berc  is  the  use  of  prohibiting  importation.  Who  will  take  coals  to 
Newcastle  to  undersell  the  produce  of  its  mines  ?  Who  would  import 
broadcloth  to  sell  at  Leeds ;  or  buttons  to  hawk  about  in  Birmingham  ? 
The  productions  of  India  which  would  form  a  large  trade  with  Great 
Britain  are  many — those  which  are  already  established,  such  as  sugar, 
iQ%o,  cotton,  (this  latter,  however,  capable  of  immense  improvement 
ud  consequent  extension,)  hides,  saltpetre,  &c.,  would  be  greatly  in- 
creased; while  many  more,  which  are  now  impossible  to  export,  would 
rue  into  importance,  as  articles  of  outward  trade,  not  only  to  Great 
Britain,  but  to  countries  adjacent  to  India.  For  instance,  there  is  but 
Uttle  wool  exported  from  India — so  little,  indeed,  that  it  is  not  quoted 
in  tbe  weekly  price  currents,  yet  there  is  no  country  could  send  oetter 
^ool  in  greater  abundance — but  how  is  it  to  be  conveyed  to  the  ship's 
0^?  Cotton  at  present  is  neglected,  because  it  cannot  be  produced  on 
tbe  bigh-taxed  land,  so  as  to  compete  with  the  untaxed  produce  of 
America.  Yet  can  it  be  doubted  that,  when  a  parcel  of  good  cotton 
can  be  met  with,  and  shipped  in  a  few  days  from  the  time  of  purchase, 
besides  being  conveyed  to  the  ship  in  a  cheap  and  safe  manner — can  it 
be  doabted,  I  say,  that  the  demand  for  cotton,  and  consequent  desire  to 
nipply  that  demand,  will  not  be  greatly  enlarged  ?  It  were  folly  to 
doubt  it    So  with  sugar,  and  many  other  products  of  India. 

But  the  advantages  to  Great  Britain,  to  the  mother  which  thus 
cherishes  the  adopted  child  of  a  far  off  climate,  what  will  not  be  her 
reward !  Extensive  as  are  the  importations  of  her  manufactures  into 
India,  they  cannot  reach  one-half  of  the  marts  where  a  large  sale  would 
take  place.  Wheresoever  they  have  penetrated,  they  have  met  a  ready 
and  sure  sale,  under  all  the  disadvantages  of  the  present  mode  of  transit. 
What,  then,  would  not  be  the  extent  of  trade,  when  the  productions  of 
the  workshops  of  Great  Britain  could  be  conveyed  to  all  parts  of  India 
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in  the  shortest  possible  time  from  their  landing  in  India,  and  at  the 
lowest  possible  cost  of  transmission ! 

I  leave  you,  Mr.  Editor,  and  your  readers,  to  draw  on  yoor  imagina- 
tions to  fill  in  the  pictare-<--depend  on  it,  the  most  glowing  colours  will 
not  be  misplaced— but  there  most  be  free  trade— -no  tbam mbls. 

I  remain,  Sir,  years  obediently, 

Indophilus. 
Bmgsl,  December,  1645. 


EFFECTS  OF  RAILWAYS  IN  INDIA  UPON  WARFARE. 

Reobnt  events  in  the  East  have  contributed  to  give  a  degree  of  import- 
ance to  these  undertakings,  which  their  intrinsic  excellence  as  means  of 
permanent  and  remunerative  investment  might  have  otherwise  ^led  to 
engender.  Had  there  been  a  railway  in  the  valley  of  the  Doab,  says  a 
Delhi  journal  with  reference  to  the  late  irruption  of  the  Seikhs  into  the 
British  territory,  how  would  the  conveyance  of  troops  and  stores  have 
been  facilitated.  We  should  not  then  have  consumed  a  fortaight  in 
concentrating  troops  at  Ferosepore,  hours  would  have  sufficed,  and  end- 
less labour  and  toil  have  been  economized  at  the  outset.  So  much  for 
the  value  and  utility  of  railways  for  militarv  purposes.  But  is  this,  we 
ask,  one-tenth  part  of  the  benefits  that  will  accrue  to  India  from  the 
establishment  of  railways  ?  Certainly  not  There  cannot  be  found  a 
region  of  the  world  more  adapted  for  them  in  every  point  of  view.  Not 
only  will  they  have  the  field  to  themselvesi  inasmuch  as  there  is  an 
actual  absence  of  any  continuous  means  of  communication  between  the 
several  provinces  and  districts  of  India,  but  they  will  create  a  certain 
and  increasing  traffic  wherever  they  traverse.  In  fact,  they  will  revo- 
lutionize both  the  moral  and  physi^  face  of  the  country. 

Perhaps,  after  we  abstract  two  leading  facts  from  the  points  of  oom- 
parison  we  are  about  to  draw,  it  may  be  affirmed  that  railways  in  India 
may  be  placed  in  the  same  category  with  those  originally  established  in 
the  United  States.  In  the  case  of  the  latter  it  was  generally  predicted, 
both  in  that  country  and  Qreat  Britain,  that  railwavs  could  never  suc- 
ceed, both  from  the  sparsity  of  the  population,  and  the  insuffideney  of 
traffic  But  what  has  been  the  result  ?  Why,  that  in  no  country  have 
railways  met  with  better  or  more  complete  success,  (the  majority  pay- 
ing an  annual  dividend  ranging  from  six  to  fifteen  per  cent,)  a  success, 
it  is  true,  not  altogether  arising  from  passenffer  traffic,  though  the  loco- 
motive character  of  the  people  has  doubtless  krgely  contributed,  but  from 
the  spur  which  the  establisliment  of  railways  gave  to  every  branch  of 
IndusbTy  and  the  opening  they  afforded  to  the  development  of  the  actual 
and  hidden  resources  of  the  country. 

In  India,  on  the  other  hand,  the  temporary  absence  of  a  locomotive 
class — we  say  temporary,  because  we  are  convinced  that  any  industrial 
population  must  needs  to  a  certain  extent  be  locomotive,  if  they  have 
only  the  means  for  such  enjoyment — ^is  counterbalanced  by  the  density  of 
the  population,  and  the  fact  that  there  must  of  necessity  bo  a  certain 
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Raffle  to  sDppIy  their  wants  and  bear  off  their  surplus  pro- 
ortation.  Again,  India  has  heneath  and  on  the  surface  of 
Qost  inexhaustible  sources  of  wealthy  resources  exceeding 
I  most  favoured  states  of  the  Union,  the  transport  of  which 
I  divided  by  roads,  rivers,  canals,  &c.,  but  will  be  wholly 
I  on  these  great  hi^ways  of  the  country, 
jpal  Indian  railways  now  before  the  public  are,  for  Bengal, 
[Indian,"  <<  The  Indian  Peninsula"  (in  part),  «« The  Great 
Benga),"  <«  Oreat  North  of  India,"  *<  Calcutta  and  Diamond 
n  of  whose  scrip  is  at  a  premium. 

f adras  Presidency  there  are,  *^  The  Madras  Railway,"  <<  The 
Dore,  and  Arcot,^'  <«  The  Madras  Southern,"  '^  Madras,  8a- 
adtcherry,"  and  the  "  Cuddapah,  Hyderabad,  and  Masulipatam 
the  two  first  of  which  are  at  a  premium,  and  the  whole 
Ixemunerative  schemes,  which  will  complete  the  link  of  rail- 
Lunication  with  every  district  of  the  Gamatic  and  Dekkan 
\  said  to  be  legitimately  open  to  its  introduction.     For  the 
[of  Bombay  there  are,  '*  The  Indian  Peninsula,"  and  "  Tho 
roche,  and  Surat  Railway ,"  two  excellent  lines, 
ent  circumstances,  it  is  believed  by  many  dear-headed  and 
that  the  whole  of  these  lines  will  eventually  pay  a  divi- 
ng that  of  the  most  promising  railways  in  England ;  but 
I  b^  test  of  their  eventual  success  lies  in  the  disposition  ma- 
I  them  by  the  native  population,  which,  as  far  as  it  has 
I  of  the  most  satisfactory  character. 

tion,  however,  as  sound  schemes  should  be  held  up  to  the 

obation,  irrational  and  absurd  schemes  should  be  condemned. 

should,  moreover,  be  especially  warned  from  giving  any 

I  to  schemes  and  visionary  projects,  which  are  calculated 

tid  involve  to  a  certain  extent  in  their  disgrace  the  whole  of 

,  however  sound,  now  proposed  to  be  carried  into  execution 
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(with  a  map.) 

\  to  express  our  thanks  to  the  members  of  the  Provisional  Com- 
bo have  undertaken  this  great  enterprise,  for  the  map  explana- 
\ihe  scheme  which  they  propose  to  carry  out.     It  appears  that 
'  ict  is  well  founded,  and  that  a  respectable  and  influential  body 
ave  been  entrusted  with  its  management,  and  that  a  large  pro- 
\  of  the  shares  has  already  been  subscribed  for.     The  line  will 
\  the  most  wealthy  and  industrious  provinces  of  the  continent  of 
ie  Camatic  and  the  Mysore,  which  abound  in  natural  produc- 
t  manufacturing  industry,  and  in  agricultural  wealth. 
I  two  great  presidencies  of  Madras  and  Bombay  will  be  brought 
a  few  hours'  instead  of  months'  journey  of  each  other  ^  and  in- 
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stead  of  vessels  sailing  round  the  coast  some  hundreds  of  miles,  as  here- 
tofore, with  their  costly  cargoes,  the  latter  can  he  easily  transported  to 
Bomhay  for  shipment,  and  at  infinitely  less  cost — a  matter  of  first-rate 
importance. 

The  district  traversed  hy  the  Direct  Bomhay  and  Madras  Railway  con- 
tains upwards  of  twenty  millions  of  inhabitants;  and  the  wants  and 
industry  of  this  large  body  already  yield  a  considerable  tonnage,  althoagh 
in  a  comparative  state  of  barbarous  communication.     In  the  report  of 
the  Bombay  Chamber  of  Commerce  we  find  that  the  traffic  to  and  from 
that  city  amounts  to  187^343  tons  annually,  consisting  chiefly  of  cottoo 
and  salt.     These  two  items  form  merely  a  fraction  of  the  requirements 
of  the  Indians.     Bombay  is  unapproachable  except  by  a  dangerons  sod 
expensive  sea-board,  and  a  cheap  and  safe  communication  can  alone  ren- 
der available  her  internal  resources.     Cotton  has  now  to  be  transpoited 
500  miles  to  the  coast,  to  reach  Bombay  for  shipment.     A  nul  way  woold 
naturally  obviate  so  circuitous  and  expensive  a  route.     Some  idea  may 
be  formed  of  the  destruction  and  delay  occasioned  by  these  journeys, 
when  we  state  that  the  cotton  is  carried  on  the  backs  of  oxen,  at  the 
rate  of  ten  miles  per  day,  which  enormously  augments  its  shipment  pnce. 
The  present  cost  of  conveyance  from  Nagpore  to  the  port  of  shipment 
is  from  14/.  to  20/.  a  ton,  and  the  charge  by  rail  of  twopence  a  ton  per 
mile  would  amount  to  4/.  3s.  4d. — a  considerable  difference.     The  same 
facts  prevail  in  regard  to  silk,  and  other  commodities  which  are  of  the 
first  importance  to  our  manufacturing  interests. 

This  line  will  also  bring  nearer  to  us  the  fine  island  of  Ceylon,  with 
all  its  rich  productions,  commencing  as  it  will  at  Madras,  and  taking  in 
in  its  course  Arcot,  Bangaloor,  Scrar,  Darwar,  Mundapoor,  Baybooi^, 
Muchandergar,  Conoor,  Sattara,  Pandoo,  Poonendar,  Poonah,  Junnere, 
Badlapoor,  and  through  the  Nunny  Gbut  to  Bombay ;  thus  absorbing 
the  interests  and  traffic  of  upwards  of  thirty  first-rate  cities,  and  from 
400  to  500  towns,  in  the  most  densely  populated  part  of  India,  fadii- 
tating  the  conveyance  of  cotton,  coffee,  tobacco,  opium,  sugar,  silk,  senna, 
gum,  cassia,  dye-woods,  hides,  furs,  lac,  betel-nut,  saltpetre,  spices,  fire- 
wood, charcoal,  coal,  com,  and  various  kinds  of  grain,  indigo,  &c.,  &c, 
and  the  imports  of  treasure,  manufactured  and  other  goods,  salt,  ice,  &c. 

We  must,  however,  defer  to  a  future  occasion  any  remarks  of  oar 
own.  We  have  received  assurance  from  the  promoters  that  they  are 
determined  to  act  with  energy,  and  to  evince  their  anxiety  to  carry  out 
the  plans  they  have  devised. 
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Thb  commissioners  appointed  in  July  last  ^'  to  inquire  whether,  in 
future  private  Acts  of  Parliament  for  the  construction  of  railways,  pro* 
ndon  ought  to  he  made  for  securing  an  uniform  gauge,  and  whether  it 
would  he  expedient  and  practicahle  to  take  measures  to  hring  the  rail- 
ways already  constructed,  or  in  progress  of  construction,  in  Great  Britain, 
into  uniformity  of  gauge,  and  to  Inquire  whether  any  other  mode  could 
be  adopted  of  ohviating  or  mitigating  the  evil  apprehended  as  likely  to 
vise  from  the  hreak  that  will  occur  in  railway  communications  from  the 
want  of  an  uniform  gauge,"  have  at  length  made  their  report,  which  has 
been  presented  to  hoth  Houses  of  Parliament,  hy  conunand  of  her 
Majesty.  This  document  is  one  of  considerahle  length,  and  the  result 
to  which  it  leads  is  to  give  the  following  solutions  to  the  three  important 
questions  suhmitted  to  the  consideration  of  the  commissioners: — 
Ist.  That**  in  all  puhlic  railways  now  under  construction,  or  hereafter  to 
be  constructed,  in  Great  Britain/'  a  uniform  gauge  should  he  adopted. 
2dly.  That  it  would  he  ^'  expedient"  (hut  whether  and  how  ''  practica- 
ble* they  do  not  exactly  state)  that  all  railways  already  constructed,  or 
constructing,  should  he  in  uniformity  of  gauge ;  and,  3dly.  That  there 
wte  no  adequate  means  of  ohviating  the  evil  resulting  from  a  hreak  of 
gauge.  The  Commissioners,  in  addition,  give  it  as  their  opinion,  that  the 
uniform  gauge  to  he  adopted  should  he  that  of  4  feet  8|  inches,  or  what 
is  known  as  the  narrow  gauge. 

Though  we  do  not  wish  to  stand  forward  as  the  partizans  of  either 
gauge,  we  must  confess  that  we  are  disappointed  at  the  result  of  the 
Commission's  labours.  We  cannot  add  that  we  are  much  surprised  at 
it.  Conmiissions  are  useful  things  occasionally  in  collecting  materials 
for  l^islation,  which  they  do  with  an  authority  and  power  which  private 
indiridaals  can  never  possess.  The  facts  they  collect,  therefore,  are 
most  valuable,  and  may  often  be  referred  to  as  the  only  authentic  data 
upon  which  to  form  one's  views  of  any  given  subject.  But  when  we 
oome  to  their  opinions,  the  case  is  often  very  different.  Loaded  with 
facts,  their  judgments  clogged  with  prejudices  imbibed  insensibly  in 
intercourse  with  those  from  whom  their  facts  have  been  derived,  and 
who  are  always  more  or  less  interested  parties-r-with  an  inherent  respect 
for  vested  interests,  and  the  "  let  well  alone  "  principle,  they  too  gene- 
rally side  with  the  stronger  party,  and  discourage  rather  than  promote 
the  march  of  improvement.  How  far  this  was  the.  case  with  the  Irish 
fiailway  Commissioners  we  recently  exposed,  when  examining  their 
fiuttous  report,  the  simple  effect  of  which  document,  if  implicitly  believed 
and  implicitly  followed,  would  have  been  to  have  put  an  extinguisher 
upon  the  mere  notion  of  laying  down  a  mile  of  rails  throughout  the 
length  and  breadth  of  that  country.  Thanks  to  the  enterprise  of  indi- 
viduals, however,  the  disheartening  views  of  these  commissioners  were 
disregarded;  nulways  have  been  erected  in  Ireland  which,  young  as 
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they  are,  and  limited  in  extent,  are  not  only  prodacinff  tbe  moat  bene- 
ficial results  to  the  public,  but  returning  to  the  shareholders  dividends  to 
the  amount  of  two  and  threefold  the  utmost  profit  contemplated  as  pos- 
sible by  the  commissioners.  These  gentlemen  arrived  at  the  conclusions 
they  did  through  various  causes,  all  fata]  to  progress  and  enterprise,  as 
—  a  prejudice  inherent  in  some  people  against  novelty  —  excessive 
caution,  which  would  always  err  on  the  safe  side— •  and,  finally,  a 
respect  for  vested  interests,  that  is,  the  vested  interests  of  individnals, 
disregarding  the  higher  rights  of  the  community  at  lai^  before  which 
all  individual  interests  should  always  give  way.  It  was  upon  this  narrow 
principle  that  they  calmly  told  the  public  that  a  railway  to  the  west  out 
of  Dubliti,  mih  a  terminus  at  Oalway,  viras  quite  unnecessary,  and 
would  be  a  ruinous  failure,— 'Unnecessary,  because  there  already  existed 
two  canals  going  half-way  towards  that  terminus,  and  a  failure,  because 
these  canals  had  always  been  failures.  The  answer  to  these  illogical  posi- 
tions was  triumphantly  given  before  the  Galway  Committee  last  year— • 
and  that,  amongst  others,  by  Sir  T.  Buigoyne,  the  chairman  of  the  veiy 
commission  which  had  so  reported  seven  years  ago. 

So  with  the  Gauge  Commission  of  1845  ;^-a  commission  called  upon 
to  investigate  one  of  the  most  curious  and  important— -abstractedly  one 
of  the  most  interesting — and,  in  its  practical  bearings,  one  of  the  most 
important  questions  which  it  was  possible  to  propound,  touching  the 
commercial  and  social  advancement  of  the  country. — How  little  has  thdr 
report  added  to  the  stock  of  information  beanng  upon  the  scientific 
parts  of  the  subject,  and  how  little  do  its  recommendations  tend  to  the 
encouragement  of  the  ruling  genius  of  the  age,  namely,  that  of  progress. 
The  commissioners  recommend  precisely  what  any  old  woman  would 
have  recommended  six  months  ago  if  she  had  been  asked  the  question. 
They  recommend  uniformity  because  variety  is  inconvenient,  and  they 
will  not  attempt  to  devise  a  remedy  to  remove  or  mitigate  this  incon- 
venience. They  recommend  the  narrow  gauge  in  preference  to  the 
broad,  simply,  and  in  truth  as  we  can  see,  because  there  is  more  of  it 
in  existence,  and  it  will  be  easier  to  make  274  miles  of  broad  gauge 
succumb  to  1901  miles  of  narrow  gauge,  than  to  assimilate  the  1901 
miles  of  narrow  to  the  274  of  broad.  But  how  would  it  have  been  if 
the  figures  had  been  different  ?  Suppose  this  commission  had  sat  ten 
years  ago,  for  instance,  when  the  mites  of  narrow  and  broad  gauge  sanc- 
tioned were  not  so  disproportionate ;  or  suppose,  now,  that  they  were 
equal,  or  nearly  equal,  or  that  the  broad  preponderated  over  the  narrow. 
Suppose  this— for  this,  we  maintain,  is  the  fair  way  to  view  the  ques- 
tion, both  in  the  abstract  as  a  matter  of  mere  engineering  science,  and 
practically  as  a  question  of  economy,  (considering  that  the  amount  of 
railways  yet  to  be  constructed  in  Great  Britain  will  eventually  exceed 
that  already  constructed,  both  narrow  and  broad,) —and  if  the  case  had 
been  so  circumstanced — had  the  vested  interests  of  the  broad  equalled 
or  exceeded  those  of  the  narrow  gauge,  we  ask,  would  the  commis- 
sioners not  have  reported  in  its  fiEiYour,  as  they  have  now  done  in  favour 
of  the  narrow  ?     We  almost  think  they  would. 

The  commissioners  concede — not  very  willingly  nor  heartily  'tis  tine 
— ^that,  whilst  in  all  that  concerns  the  safety  and  accommodation  of  the 
passengers,  ^'  no  decided  preference  is  due  to  either  gauge,"  that,  **  on 


THB  OAVOB  COMICISSXON.  183 

the  broad  gaage  the  motion  is  generally  more  easy  at  Ugh  Telooities ;" 
they  admit  also,  that  in  respect  of  speed  and  power,  as  regards  heaTy 
loads,  '*  the  adyantages  are  with  the  broad  gauge."  On  the  other  hand, 
they  think  a  limit  should  be  put  to  the  speed  at  which  we  should  travel, 
and  that  immense  loads  are  not  to  be  expected  nor  desired.  In  short, 
they  adopt  the  wretched  old  '*  finality"  priuciple,  and  by  their  report 
would  put  a  signal  damper  upon  the  ambitious  spirits  of  naughty,  head- 
slroag  engineers  like  Mr.  Brunei,  who  swears  he  will  travel  to  Bristol  in 
an  hour.  ^'  A  hundred  and  twenty  miles  an  hour  ?  Oh,  how  very  dan- 
gerous!" we  think  we  hear  the  commissioners  exclaim.  But  wc  happen 
to  rcoolleet  the  time  when  the  notion  of  going  twenty  miles  an  hour  was 
gravely  denounced  by  a  sage  writer  in  a  certain  Quarterly  as  an  absurd 
Twon;  and  we  actually  kaow  an  old  lady  who  never  travelled  in  a  rail- 
my  carriage  at  all,  and  never  will — nay,  more,  would  never  look  at 
one,  because  '*  she  knows  its  very  dangerous,  and  that  they  will  all  be 
killed  one  day." 

There  are  points  connected  with  the  question  of  excessive  speed, 
ivhieh,  stated  by  the  commissioners,  and  we  dare  say,  correctly,  seem 
to  us  to  tell  rather  against  the  finality  doctrine,  and  are  deserving  of  cool 
attention.  The  commissioners,  after  stating  the  fact  of  the  greater  speed 
attained  by  the  express  trains  on  the  Great  Western  than  on  the  Lon- 
don and  Birmingham,  admit  this  remarkable  fact,  that  ^'  whilst  the 
Oreat  Western  Company  have  not  altered  in  any  degree  the  plan  of 
their  engines,  the  higher  velocities  of  the  narrow  gauge  lines  have  been 
attained  by  the  introduction  of  a  more  powerful  kind  of  engine  than  was 
employed  at  an  earlier  period;  and  probably  the  new  engines  now  used 
on  the  narrow  gauge  hne  are  as  poioerftu  as  they  can  well  be  made 
wikin  the  limits  of  their  gauge^  whereas  the  broad  gauge  lines  have 
9till  a  means  of  obtaining  an  increase  in  power  of  their  engines^  and  of 
increasing  their  speed,"  In  short,  the  narrow  engines  have  reached 
thdr  Hmit  of  posable  tractive  power,  the  broad  have  not;  and  when  we 
consider  that  the  increased  tractive  power  is  not  attended  with  a  propor- 
tionate increase  of  the  dead  weight  of  engine  and  tender,  or  of  the  ex- 
pense of  working,  the  fact  appears  to  us  to  be  a  very  striking  one  in 
isToiir  of  the  superior  availability  of  the  broad  engine  for  large  and  in- 
creaaing  tmfiic. 

Bat  how  this  extreme  power  of  the  narrow  gauge  has  been  obtained 
is  alfio  explained  in  the  report ;  (and  how  it  has  worked,  some  recent 
serioQs  accidents  on  the  narrow  gauge  lines  have  fearfully  exemplified)  :^* 

^  Amongst  other  changes  for  increasing;  the  power  of  the  enfl;ine  and  the 
ipeed  of  the  trains  of  the  narrow  gauge  Imes,  there  have  been  the  giving  an 
iiwressed  length  to  the  engine,  and  the  placing  the  cylinder  •on  the  outside 
of  the  framing ;  but  it  is  the  opinion  of  some  of  the  witnesses  we  have  ex- 
amined, that  this  position  of  the  cylinder  has  a  tendency  to  produce  a 
greater  wear  and  t^  of  the  journals,  and  a  consequent  rocking  and  irregu- 
lar motion  of  the  engine  on  the  line.  This,  however,  while  the  engine  is  of 
medium  length,  has  been  denied  by  Mr.  Locke,  who  nas  sreat  experience  in 
the  working  of  outside-c^linder  engines.  But  it  is  statea  by  Mr.  Gray  and 
Mr.  Gooch,  that  where  the  length  of  the  engine  is  greatly  increased,  this  in- 
creased length,  by  oausinff  the  extremities  of  the  engine  to  overhang  very 
ooDsiderably  the  fore  and  hind  axles,  has  a  great  tendency  to  increase  the 
inegolar  motion  produced  by  the  outside  cylinder.*' 
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So  far,  every  thing  is  decidedly  in  favour  of  the  broad  gauge.  What 
follows  seems  to  pat  the  two  gauges  somewhat  upon  a  par  in  regard  to 
another  element  in  the  question  of  increased  speed.  The  commissioners, 
in  continuation  of  a  passage  which  we  have  already  quoted,  say, — 
*'  Whereas  the  broad  gauge  lines  have  still  a  means  of  obtaining  an  in- 
crease in  the  power  of  their  engines,  and  of  increasing  their  sp^,  pro- 
vided  the  road  be  in  a  condition  to  euetain  the  greaX  increaeed  force  which 
muit  restdt/rwn  any  increased  weight  of  the  engine  moving  at  eueh  high 
velociHei;"  and  then  they  go  on  to  observe: — 

''  Whether  the  permanent  wav  is  in  such  a  state  at  present  is  very  ques- 
tionable, or  even  whether  it  be  possible  in  all  vicissitudes  of  weather  to 
maintain  it  in  such  a  condition.  We  ou^ht  not  to  lose  sight  of  the  fsct, 
that  since  the  introduction  of  express  trains,  the  accidents  arising  from  en- 
gines running  off  the  line  have  been  much  more  common  than  in  former 
years ;  indeed,  these  accidents  have  been  more  numerous  within  the  last 
seven  months,  than  within  the  preceding  five  years,  and  it  is  questionable 
whether  this  contest  for  speed  ought  to  be  carried  to  any  greater  length. 
We  are,  indeed,  strongly  mclined  to  the  opinion  stated  by  several  engineers 
in  their  evidence,  that  it  is  the  stability  of  the  road,  and  not  the  power  of 
the  engine,  that  will  prescribe  the  limits  of  safe  speed. 
"  On  the  first  introduction  of  passenger  railways,  speeds  of  about  12  miles 
)T  hour  only  were  anticipated ;  the  rails  then  employed  weighed  only  35 
bs.  per  yard,  and  the  engines  about  six  or  seven  tons.  As  soon  as  speeds 
of  20  and  24  miles  per  hour  were  attempted,  it  was  found  necessary  to  hare 
rails  of  50  lbs.  per  yard,  and  engines  weighing  ten  and  twelve  tons.  Since 
that  time  the  rails  have  been  increased  in  weight  progressively  to  65, 75, 
and  85  lbs.  per  yard,  and  the  weight  of  the  engine  on  the  broad  gauge  ex- 
ceeds 22  tons,  and  on  the  narrow  ^auge  it  now  approaches  20  tons ;  indeed 
we  have  seen  a  narrow  gauge  engine  on  six  wheels  weighing  30  tons.  We 
doubt,  however,  whether  a  corresponding  stability  has  been  attained  in  the 
road  itself!" 

These  facts  are  curious,  and  merit  consideration.  They  suggest  to  the 
mind  the  question,  whether,  in  any  respect,  railways  and  railway  trsTcI- 
ling  have  as  yet  attained  maturity  or  any  thing  like  it.  It  seems  a  strange 
thing  to  be  told  that  we  must  not  travel  faster  than  a  certain  rate  upon 
railways,  because  the  road  as  constructed  will  not  bear  the  wear  and  tear. 
The  rejoinder  is  prompt, — Let  them  improve  and  strengthen  their  per- 
manent way.  Ail  the  great  first  charges  of  purchasing  land,  of  engin- 
eering, including  tunnelling,  embanking,  bridging,  and  so  forth,  having 
been  incurred,  the  improvement  of  the  stracture  of  the  permanent  wsj 
might  be  effected,  not  without  considerable  expense  certainly,  but  at  an 
expense  which  the  various  companies,  out  of  their  8  and  10  per  cent, 
dividends,  mig|it  well  afford  to  pay.  And  how  would  we  set  about  im- 
proving such  permanent  way  ?  Amongst  other  matters,  does  it  not  ap- 
pear obvious  that  an  increased  breadth  of  foundation  would  be  an  im- 
portant element  ?  In  effect,  for  stability  of  permanent  way,  we  belieTC 
the  Great  Western,  from  this  circumstance  amongst  others,  is  sdmitted 
to  claim  precedence.  The  trains  run  easier  at  high  velocities,  as  is  «1- 
mitted  by  tlie  commissioners,  from  this  very  circumstance. 

To  sum  up  this  part  of  the  question  in  few  words : — ^the  commis- 
sioners fairly  tell  us  that  the  narrow  gaage  lines  have  already  attained 
their  highest  attainable  rates  of  speed,  ranging  from  30*75  to  43'7 
miles  per  hour ;  whilst  the  broad  gauge,  having  attumed  a  speed  ranging 
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from  34*5  to  4S'2  miles  per  hour^  liaa  yet,  as  far  as  tlie  application  of 
motive  power  goes,  the  means  of  attaining  still  higher  velocities.  The 
qaeslion  then  is, — Shall  the  public  be  limited  to  the  present  narrow 
gange  Telocities,  or  would  it  not  be  desirable  to  have  at  least  the  option, 
on  occasions,  of  increasing  them  ?  For  our  part  w6  reply  unhesitatingly 
in  the  affirmaUve.  What  is  the  inducement  to  half  the  branch  and  con- 
necting lines  daily  coming  before  parliament?  Not  the  obtaining  a 
means  of  railway  transit  to  certain  places — but  diminishing  the  distances 
b?  which  they  are  already  to  be  reached.  The  saving  of  time  is  the  great 
object  of  the  railway  principle,  and  in  long  distances  is  of  vital  importance,  . 
makmg  all  the  difference  between  having  two  posts  or  one  in  the  day,  or 
a  return  post  in  24  or  30  hours.  The  difference  between  a  30  and  40 
mile  speed  between  London  and  Edinburgh,  for  instance,  would  effect 
the  difference  of  three  hours  in  the  journey — of  six  hours  in  the  journey 
there  and  back;  which,  at  the  higher  rate,  would  be  within  a  day's 
II  ork.  But  surely  it  is  unnecessary  at  this  time  to  enlarge  upon  the  im- 
portance of  the  saving  of  time  in  a  country  like  this,  where  time  is 
essentially  money  or  money's  worth.  The  commissioners  speak  of  the 
small  number  of  persons,  comparatively,  who  avail  themselves  of  tho 
express  trains.  But  they  forget  that  in  most  cases  these  arc  men  of  busi- 
ness, apon  whose  mission  depends  the  business  and  fortunes  of  many 
others, — ^they  forget,  also,  the  commissions  of  importance  which  are  ef- 
fected by  means  of  a  simple  parcel  by  these  trains.  But  we  say  again, 
the  question  is  whether  we  are  to  be  restricted  for  ever  to  the  utmost 
present  speed  of  the  narrow  gauge  lines  ?  Upon  the  narrow  gauge 
lines  we  are  told  we  must,  because  their  engines  can  go  at  no  higher 
power.  On  the  broad  we  may  yet  go  much*faster,  and  with  safety,  re- 
gard being  had  to  the  stability  of  the  permanent  way.  With  these 
admissions  before  them,  we  say  that  the  public  have  a  right  to 
demand  that,  upon  our  great  trunk  lines,  the  permanent  way  should  be 
brought  up  to  the  required  point  of  stability,  to  allow  of  speed  beyond 
that  of  the  Great  Western ;  and  that  Great  Western,  and  Birmingham, 
and  Midland,  and  all  alike  should  be  called  upon  to  make  what  outlay 
might  be  necessair  for  the  attainment  of  this  object.  If  we  stop  where 
we  are,  we  shall  in  a  few  years  be  behind  the  world ;  and  with  the 
proud  fact  on  record  of  our  having  been  the  first  in  the  field  of  railway 
enterprize,  shall  have  to  endure  the  mortifying  reflection  of  having  b3en 
left  behind  in  the  march  of  improvement. 

Then  comes  the  question  of  economy,  and  upon  this  point  the  com- 
missioneTB  are  very  elaborate  in  figures,  the  result  of  which  would  tend 
to  show  that  the  broad  gauge  is  very  much  more  expensive  in  working 
than  the  narrow,  in  general  traffic.  It  would  be  impossible  for  us,  with 
the  means  at  our  disposal  which  this  report  affords,  to  enter  very  mi- 
nutely into  calculations  of  this  description.  It  is  perfectly  true  that  the 
traffic  on  the  Loudon  and  Birmingham  line  greatly  exceeds  that  on  the 
Great  Western,  upon  some  of  the  branches  of  which  the  loads  are  ex- 
tremely light. 

*J  In  reference  to  the  branches  already  in  connexion  with  the  Great  Western 
lUilway  "  say  the  gauge  commissioners,  "  wo  mav  observe,  that  tho  greatest 
average  train  on  the  Oxford  branch,  for  two  weeks  in  July  and  October,  was 
only  Sq  tons ;  on  the  Cheltenham  branch,  it  did  not  exceed  46 ;  between 
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Bristol  and  Exeter,  53 ;  and  between  Swindon  and  Bristol  it  was  under  00 
ton»." 

And  upon  tliis  showing  the  commissioners  may,  primd  facU^  appear 
justified  as  far  as  these  branches  are  concerned,  in  holding  tliat,  '^  with 
such  a  limited  trafhc  the  power  of  the  broad  gauge  engine  seems  bejond 
the  requirements  of  these  districts." 

But  then,  on  the  other  hand,  it  should  be  borne  in  mind  that  the 
Great  Western  is  as  yet,  with  all  its  branches,  an  incomplete  scheme.  It 
has  no  terminus  of  importance,  except  that  in  the  metropolis.  Extended 
to  Falmouth,  however,  and  to  Portbury,  the  legitimate  port  of  Bristol,  the 
former  opening  out  to  the  Atlantic  trade,  the  latter  to  intercourse  with  Ire- 
land; extended  moreover  in  the  northern  districts,  tlirough  Birmingham,  we 
might  fairly  anticipate  that  the  traffic  of  the  Great  Western,  with  its 
various  ramifications,  would  be  at  least  equal  to  that  on  the  London  and 
Birmingham.  And  if  this  were  to  prove  the  case,  what  would  be  the 
result  on  the  question  of  economy  as  between  gauge  and  gauge.  The 
revenue  of  the  Birmingham  Railway  from  passenger  traffic  is  64  per 
cent,  greater  per  mile  than  that  of  the  Great  Western.  Increase  the 
Great  Western  traffic  in  this  proportion,  and  the  increase  would  be 
nearly  all  clear  gain,  the  locomotive  charges  not  being  subject  to  increase 
in  any  considerable  proportion.  Granting  this,  what  would  be  the  eifect 
on  the  general  financial  position  ?  The  dividend  would  be  iucreased  by  at 
least,  say  35  to  50  per  cent.  Yet,  without  all  this; — ^with  its  acknow- 
ledged incompleteness  as  regards  important  termini  and  ramifications, 
with  the  natural  consequence  of  reduced  passenger  loads,  it  is  a  remark- 
able fact  that  the  Great  Western  pays  a  dividend  only  one-fifth  less 
than  the  London  and  Birmingham.  Its  passenger  traffic  is  64  per 
cent  less ;  its  locomotive  charges,  (apparently,  for  we  think  when 
thoroughly  investigated  the  fact  will  be  found  to  be  otherwise,)  appa- 
rently ten  or  twelve  per  cent,  higher,  yet  it  stills  pays  a  dividend  of  8 
per  cent.,  the  London  and  Birmingham  paying  10  per  cent.  True,  it 
may  be  said  that  the  London  and  Birmingham  capital  is  greater  in  pro- 
portion to  its  mileage  than  the  Great  Western ;  but  tiudng  even  this 
mto  consideration,  and  giving  the  increase  of  64  per  cent,  on  passenger 
receipts  to  the  latter,  can  it  be  doubted  that  the  result  would  be  remark- 
ably in  favour  of  the  broad  gauge? 

But  take  the  matter  in  calculation  under  ascertained  figures.  The 
Great  Western  traffic  is  64  per  cent.  less  than  the  London  and  Bir- 
mingham. The  locomotive  expeuses  to  be  deducted  from  the  receipts 
are,  say  12  per  cent,  greater  than  on  the  London  and  Birmingham.  It 
must  be  obvious  that  in  increasing  the  traffic  to  that  of  the  London  and 
Birmingham,  the  relative  excess  of  12  per  cent,  in  the  locomotive  charges 
would  not  continue ;  in  all  probability,  seeing  that  at  present  the  com- 
plaint is  the  employment  of  an  excess  of  locomotive  power,  the  increase 
of  traffic  might  be  done  with  a  very  trifling  actual  addition  of  expense 
in  this  particular,  whilst  on  the  Birmingham  line  the  same  rate  would 
still  continue.  At  any  rate,  we  think  we  do  not  go  too  far  in  suggest- 
ing, that  if  the  traffic  on  the  Great  Western  were  64  per  cent,  more 
than  it  is,  the  cost  of  locomotive  power  would  not  bear  a  greater  pro- 
portion to  the  receipts  than  they  do  on  the  Loudon  and  Birmingham. 
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Tliere  are  two  other  branches  of  the  commissioners'  inquiry  which  we 
will  not  enter  npon  at  any  length,  namely,  the  inconvenience  of  the 
break  of  gauge,  and  the  yarious  schemes  proposed  to  mitigate  this  evil. 
We  will  merely  observe  that>  in  regard  to  the  former  point,  the  commis- 
aoners  have  made  the  most  of  it,  and  in  regard  to  the  latter,  have 
treated  the  subject  as  cavalierly  and  disparagin^y  as  possible*  We  are 
not  unmindful  of  the  inconvenience  of  delay  and  changing  carriages  at 
fltttioiis ;  but  experience  has  proved  to  us,  at  Birmingham,  Rugby,  and 
elsewhere,  that  those  annoyances  are  quite  possible  without  a  break 
of  gauge,  where  there  is  not  a  good  feeling  between  the  directors  of  the 
meetbg  lines.  After  all,  the  delay  at  a  station  required  to  change  from 
Qoe  carriage  to  another  need  not  be  more  than  eight  or  ten  minutes,  the 
time  now  allowed  at  the  refreshment  stations;  and  as  to  the  loss  of 
I'^iggige)  &c.,  that  we  consider  a  groundless  alarm.  With  regard  to  the 
risk  of  want  of  carriages  on  a  great  trunk  line,  with  conveying  branches 
of  different  gauges,  that  is  an  inconvenience  which  might  be  provided 
against  simply  by  the  adoption  of  the  electric  telegraph,  which  would 
vam  the  authorities  at  the  station  of  the  demand  quite  in  time  to  pro- 
Tide  for  iL 

Finally,  and  to  conclude.— -Whatever  the  validity  of  the  views  and 
recommendations  of  the  commissioners,  how  are  they  to  be  carried  into 
effect?  Are  we  to  compel  the  Great  Western  to  dter  its  gauge,  at  an 
expense  of  a  million  of  money,  estimated,  to  say  nothing  of  the  loss  and 
inconrenience  during  the  process  of  the  work  ;  or  is  the  public  to  pay 
for  abolishing  the  sole  vestige  of  a  gause,  which  has  not  yet  had  fair 
play,  and  which,  when  fairly  in  operation,  with  adequate  termini,  we 
conader  would  prove  the  most  economical,  as  the  commissioners  admit 
it  is  now  the  speediest,  and  the  easiest  at  speed  ?  In  either  case  the  com- 
psny  will  have  good  ground  to  complain,  that  a  great  enterprize  upon 
vhich  they  embarked  many  years  ago,  with  a  full  knowledge  of  what 
vould  be  required  for  its  perfect  accomplishment,  should  be  sacrificed 
without  a  trial ;  that  it  should  be  cut  off  from  the  natural  resources  to 
which  it  had  looked  forward,  and  be  condemned  untried  to  abrupt  dis- 
appointment and  discomfiture. 

The  eovemment,  it  appears,  have  not  yet  made  up  their  minds  on 
the  subject.  On  Friday,  the  20th  of  February,  in  answer  to  Mr.  Gis- 
l>orDe,  Sir  G.  Clerk  said  that  '^  he  was  not  prepared  to  state  at  present 
whether  her  Majesty's  Government  intended  to  introduce  any  proposi- 
tion founded  upon  the  report  of  the  gauge  commissioners."  And  on 
Tacsday,  the  24th,  the  subject  was  mentioned  in  the  House  of  Lords  by 
Lord  Kmnaird,  when  some  interesting  suggestions  were  thrown  out. 
The  noble  lord  said : — 

"  After  having  read  their  report,  he  was  surprised  to  find  a  statement  bv 
them,  that  it  was  impossible  for  trains  to  run  at  the  high  velocities  which 
had  been  lately  adopted,  with  safety  to  the  public.  lie  hoped  that  the 
legislature  would  not  think  of  limiting  the  speed  by  which  persons  might 
now  travel.  He  regretted  that  the  Commissioners  had  not  considered  the 
possibility  of  adopting  a  medium  gauge  of  six  feet.  They  seemed  to  think 
that  it  would  be  impossible  to  widen  the  narrow  gauge  on  account  of  the 
tunneU ;  but  he  thought  that  this  was  quite  a  mistaken  notion.  His  opinion 
vu,  that  the  whole  two  thousand  miles  of  narrow  gauge  which  were  at 
present  in  existence  in  this  country,  might  be  altered  without  any  consider- 
able inconvenience,  if  it  were  necessary,  or  without  such  a  great  expense  as 
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would  put  that  experiment  out  of  the  question,  and  he  thought  that  this 
was  a  peculiarly  favourable  time  for  effecting  the  alteration.  Upon  one  or 
two  lines,  the  rails  had  been  altered  without  stopping  the  traffic,  and  on  an- 
other, the  gauge  had  already  been  altered.  If  it  were  necessary,  in  order 
to  carry  out  the  alterations  to  which  he  had  alluded,  money  might  be 
advanced  for  the  purpose  by  Gommissionen.  and  the  railways  could  repay 
it  by  a  tax  for  a  certain  number  of  ^ears.  He  would  in  conclusion  ask  when 
the  evidence  on  which  the  Oommissionen  founded  their  report  would  be 
laid  on  the  table  of  the  House,  and  he  was  also  desirous  to  know  when  they 
might  expect  to  be  informed  of  the  determination  of  the  House  on  the 
subject?'^ 

The  Earl  of  Dalhousie,  in  his  reply  said,  that 

''  The  report  of  the  Commission  had  been  laid  on  the  table  of  the  House : 
it  recommended  the  adoption  of  the  4  feet  8|  inch  gauge  as  the  most  expe- 
dient, and  they  recommended  that  there  should  be  an  uniformity  as  far  as 
it  was  possible.  Those  recommendations  were  of  great  importance,  and  they 
re<^uired  to  be  most  deliberately  considered ;  and  the  government  would 
seriously  consider  them,  and  the  evidence  upon  which  they  were  founded. 
The  subject  was  one  of  grave  importance,  and  one  the  decision  of  which 
would  affect  a  great  amount  and  variety  of  interests.  It  was  imnecessaiy 
for  him  to  remark,  that  the  report  of  the  Commissioners  would  have  no 
effect  in  law  until  it  had  received  the  sanction  of  an  Act  of  Parliament,  and 
the  government  felt  that  they  could  not  recommend  such  a  measure  until 
they  had  carefully  investigated  and  considered  the  evidence  on  which  the 
decision  was  founded,  and  placed  that  evidence  before  the  members  of  the 
Legislature,  in  order  to  put  them  in  a  position  for  coming  to  a  correct  con- 
clusion [hear,  hear].  It  was  the  duty  of  the  government  to  investigate  the 
evidence  before  it  brought  forward  anv  measure  on  the  subject,  and  they 
would  also  take  care  that  the  report  should  be  laid  on  ike  table  as  soon  as 
possible.  Under  ordinary  circumstances  it  would  have  been  ready  before 
this  period  ;  but  in  consequence  of  the  great  pressure  of  railway  business 
some  unavoidable  delay  took  place  in  preparing  the  report  of  the  evidence, 
but  it  would  be  laid  on  the  table  at  the  earliest  possible  period,  which  would 
be  in  two  or  three  weeks.  As  soon  as  the  government  had  satisfied  them- 
selves as  to  the  evidence,  they  would  be  ready,  on  their  own  responsibility, 
to  bring  forward  a  measure  on  the  subject  [hear,  hear]." 

The  subject  is  one  of  such  paramount  importance,  both  to  the  public 
and  to  individuals,  that  we  look  anxiously  to  the  determination  of  the 
GoTemment  and  Parliament  in  regard  to  it. 
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fielgan  Railwajr&'^Anglo-Belfpan. — Giand  Junction. — Boesuyt  Branch  to  Coor- 
tra. — Namur  and  Liege. — Report  on  the  Cumptich  Tunnel. — ^Receipts  on  the 
Slate  Lines  of  Belgium. — Great  Northern  of  France.— Central  of  Spain.— Venice 
and  Vicenia. 

Thi  chief  glory  of  the  British  Constitution,  (we  thbk  the  best  going,) 
or  at  any  rate  what  is  cited  as  such  by  our  own  and  foreign  writers,  is 
the  Commons'  House  of  Parliament.  It  has,  indeed,  been  of  some  use 
tmce  it  was  first  instituted,  and  it  slill  remains,  if  we  err  not,  what  may 
be  paradoxically  termed  an  useful  delusion.  Yet  like  all  human  institu- 
tioDS  it  has  its  faults  and  imperfections,  and  the  dreadful  infirmity  of  lo- 
qoacity,  so  constantly  exhibited  within  its  walls,  is  certainly  one  of  them. 
Liberty  of  speech  is,  to  be  sure,  marvellously  dear  to  an  Englishman — 
and  woman — and  the  honest,  conscientious  constituents  always  despise  a 
rcpresentatiTe  who  "  only  rotes,"  whichever  way  it  may  be.  But 
though  we  can  readily  admit  that  freedom  of  debate  is  a  very  proper 
thing,  and  one  of  the  best  means  of  letting  the  country  knoTf  what  com- 
pound of  blessings,  in  the  shape  of  repeals  or  enactments,  the  people 
nay  expect  will  be  concocted  in  the  legislative  crucible,  or  what  mischief 
cither  the  government  or  the  opposition  may  be  hatching,  we  cannot  help 
expressing  our  indignation  at  the  circumstance  that  these  honourable, 
gallant,  and  learned  gentlemen,  or  unlearned  gentlemen,  do  not  contrive 
to  pour  out  their  pent-up  souls  with  greater  brevity.  Will  they  never' 
profit  by  their  classics,  (those  that  have  any,)  and  imitate  the  terse  Roman 
oistoiiaD  ?  We  fear  not ;  for  they  have  such  a  provoking  flow  of  language 
as  well  as  feeling,  that  we  are  driven  deeply  to  regret  there  is  no  standing 
order  obliging  them  to  talk,  like  Grimm's  abbe,  by  Inch  of  candle,  and  no 
more.  If  some  of  the  redundant  exordiums  and  perorations  of  these 
modem  senators  were  curtailed  of  their  fair  proportions  on  this  principle, 
the  country  would,  we  think,  have  a  better  chance  of  benefiting  by  their 
collective  ^-isdom ;  and  business,  the  all-absorbing  object  of  this  sordid 
and  unpleasantly  busy  age,  would  proceed  far  more  to  the  satisfaction  of 
those  who  are  engaged  in  it  than  it  now  does.  Flowers  of  rhetoric,  or 
^•column  speeches  of  dull  reasons  and  recapitulations  of  all  our  reme- 
^leas  miseries,  past,  present,  and  to  come,  are  poor  compensation  for 
the  anxiety  and  suspense  of  the  delay  occasioned  to  private  bills.  But 
no  sQch  revolution  can  be  hoped  for ;  short  parliaments  may  come,  short 
^eeches  never ! — human  vanity  forbids  it. 

Pity  it  is,  too,  that  our  neighbours  across  the  water  have  caught 
the  infection,  and,  instead  of  discussing  their  railway  projects  and 
thdr  commerce,  have  in  this  respect  been  following  our  example ; 
the  Belgian  Chambers  were  actually  occupied  during  fourteen  days 
of  last  month  in  debating  upon  the  ^ame  laws.  Yes!  fourteen 
daj-8  were  they  deliberating  whether  tom-tits  were  to  be  considered 
game  or  not,  or  whether  larks  and  sparrows  should  be  taken  either 
with  springes  or  birdlime  1     The  prime  minister,  too,  once  of  the  rcvo- 
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lutionary  party,  lent  his  assistance  in  support  of  the  tyranny  of  preserves, 
quoting  Tacitus  in  favour  of  the  bill  and  the  partridges,  and  gravely 
informed  the  Chamber  that  he  would  consider  the  subject  sine  ird  el 
studio.  Who  knows  but,  in  his  retirement,  dim  visions  of  a  revival  of  the 
forest  laws  may  float  before  him  ?  Little,  therefore,  transpired  [in  the 
Belgian  Chambers  last  month  relating  to  the  several  lines  of  railway  con- 
ceded to  English  companies,  information  upon  which  we  have  been 
anxiously  expecting. 

From  the  on  dits  we  have  heard,  we  think  it  not  improbable  that  two 
or  three  of  these  companies,  finding  it  difRcult  to  raise  their  capital  in 
these  hardest  of  all  hard  times,  Mrill  endeavour  to  enter  into  arrange- 
ments with  the  government  for  withdrawing  themselves  from  the  engage- 
ments they  have  entered  into.  In  doing  this  the^  will  have  a  difficult 
task  to  perform,  and  we  fear  will  scarcely  succeed  m  getting  out  of  the 
clutches  of  the  Belgian  lion  without  leaving  a  considerable  portion  of,  if 
not  all,  their  caution  money  behind  them.  Amongst  the  panic-etrack 
lines  so  circumstanced,  the  following  are  laid  low,  in  fact  interred  to 
rise  no  more,  even  on  the  atmospheric  principle. 

The  Adinkerke  Pier  and  Ghent  Railway  is  one  of  the  deceased,  also 
that  from  Calais  to  Bruges,  neither  of  which  ever  had  a  chance  of  sue* 
cess,  unless  indeed  in  the  minds  of  the  directors,  of  whose  sincerity  and 
bonestv  we  iiave  not  the  slightest  doubt,  but  of  whose  judgment  we  cer- 
tainly have  some. 

The  Anglo-Belgian,  too,  though  not  defunct,  is  said  to  be  sadly  indis- 
posed, and  has  shown  this  by  going  to  law  with  the  government;  partly, 
we  believe,  upon  the  grounds  that  the  estimates  of  traffic  and  the  cost  of 
the  line,  which  were  made  by  the  government  engineers,  have  been  de- 
clared by  Mr.  Stephenson  to  be  grossly  exaggerated. 

There  are  also,  we  apprehend,  one  or  two  others  in  a  crippled  state, 
principally  because  their  calls  have  not  been  taken  any  notice 
of;  but  we  forbear  to  name  them,  as  our  information,  though  cer- 
tainly partially  true,  may  not  be  wholly  so.  We  have  such  implicit 
confidence  in  those  gentlemen  who  direct  their  management,  that  we 
should  regret  throwing  a  single  piece  of  orange  peel  in  their  already 
somewhat  slippery  path ;  but,  if  we  mistake  not,  they  ^vill  find  the 
government  rather  difficult  to  deal  with  in  these  matters;  the  Bel* 
gians  arc  fond  of  telling  Englishmen  that  they  were  done  in  the  pur- 
chase of  the  British  Queen,  and  there  can  be  little  doubt,  if  the  oppoi^ 
tunity  occurs,  they  will  return  the  compliment 

Wliilc  these  conceded  lines  are  in  jeopardy,  and  uncertabty  prevails 
whether  they  will  or  will  not  ever  be  constructed,  those  that  are  actually 
in  progress  will  scarcely  be  in  high  favour ;  and,  though  it  is  impossible 
to  speak  positively,  there  appears  to  us  very  little  chance  of  the  Belgian 
lines  recoverioff  their  position  in  public  estimation  until  parts  of  them  at 
least  are  actually  opened.  We  believe  that  capital  is  not  wanting  for  good 
and  sound  schemes,  indeed,  who  can  believe  it  is,  after  reading  Charles 
Dupin  on  the  resources  of  England  ?  we  have  plenty,  not  omy  for  the 
construction  of  our  own,  but  also  of  foreign  lines.  The  mania,  however, 
has  been  great ;  for  this  country,  like  all  other  great  countries,  has  its 
periods  of  insanity;  there  are  periods  of  financial  as  well  as  political 
madness,  and  we  conceive  that  four  months  ago  the  nation  was  as  rabid 
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M  any  unfortunate  creature  who  calls  Bedlam  his  home.  But  the  re-ac* 
tion  must  come,  and  with  it  a  healthier  state  of  things. 

In  Belgium  the  initiative  has  heen  already  taken ;  the  Eastern  Bel* 
gian,  a  line  from  Landen  to  Manage,  is  announced  as  likely  to  pass  the 
Chambers  this  session ;  the  line  from  Courtrai  to  Bossuyt  will  certainly  be 
panted  to  the  West  Flanders  Company,  and  the  Chemin  de  Fer  Belgey 
of  tie  1  St  of  last  month,  has  a  leading  article  in  which  it  informs  its 
readers  that  the  Grand  Junction  line  is,  in  diplomatic  parlance,  unfait 
•cetmpii;  and  certainly  though  wo  have,  on  a  previous  occasion,  com- 
pared it  to  a  gridiron,  we  feel  sure  that  we  shall  fry  and  fly  on  it  at  some 
ititQTe  period  with  great  pleasure.  The  tracing  of  this  railway  shows 
three  principal  lines. 

The  first,  from  Tirlemont  to  Gillv,  near  Charleroi,  has  a  branch  from 
Ligny— Blucher's  Ligny— to  Gosselies. 

The  second  is  from  Tirlemont  to  Huy,  on  the  Namur  and  Lidge  line. 

The  third  from  Landen  to  Namur. 

The  line  from  Tirlemont  to  Gilly  will  traverse  thirty-one  communes, 
passing  by  Hongaerdc,  Jodoigne,  Gembloux,  Sombreffe,  and  Ligny,  join- 
mg  Gilly  near  the  village  of  Sartallet;  a  curve  will  unite  this  line  to  the 
state  railway  at  Chatelineau,  and  another  branch  leaving  Ligny  will  de- 
houch  at  Gosselies,  passing  by  Waregnies,  Hoppigny,  Bansart,  and 
Jumet. 

The  line  from  Tirlemont  to  Huy  will  leave  the  preceding  one  at 
Jodoigne,  and  passing  through  twenty-five  communes,  will  debouch  at 
the  suburb  of  Huy  by  the  valley  of  the  Mehaigne. 

Lastly,  the  line  from  Landen  to  Namur  will  traverse  thirty-four  com- 
munes, and  will  join  that  town  at  the  railway  station  of  the  state  line. 
The  country  through  which  these  several  lines  pass  is  rich  both  in  mine- 
Ills  and  agriculture. 

KAHX7B  AVT>  tIBOB. 

In  the  Belgian  Chambers  of  the  27th  January,  Mens.  Lesoinne  brought 
forward  his  motion  relative  to  the  tracing  of  this  line,  and  observed  that 
tfaia  railway  was  considered  of  such  importance  by  Mens.  Rogier,  a 
member  of  the  Chamber,  that  that  gentleman  proposed  tbat  the  line 
should  be  made  and  worked  by  the  government.  It  appears  from  the 
eiplanations  given  by  Mons.  Lesoinne,  that,  in  the  commencement,  the 
plans  which  had  been  submitted  for  this  railway  showed  that  the  line 
from  Namur  to  Chokier  followed  the  lefl  bank  of  the  Mouse,  where  it 
crossed  the  river,  and  thus  accommodated  all  the  factories  and  establish- 
ments on  both  sides  of  the  Mouse  between  Chokier  and  Liege* 

This  plan  waa  approved  by  every  one,  for  it  served  every  interest. 
Nerertfaelcss  some  objections,  isolated,  but  in  a  high  quarter,  were  taken 
to  the  tracing  between  Huy  and  Chokier.  Petitions  from  the  inhabitants 
on  both  sides  of  the  river  were  presented,  those  from  the  right  being 
from  private  individuals  who  had  houses  there,  while  those  from  the 
left  were  forwarded  by  the  manufacturers  and  artizans.  The  Chambers, 
however,  voted  for  the  project,  viz.  for  the  left  bank.  But  it  seems,  at 
least  it  is  so  reported,  that  the  question  is  again  to  be  discussed,  and 
that  the  government  purpose  to  thwart  the  company  to  whom  this  line 
W  been  conceded,  in  case  they  persist  in  making  their  railway  on  the 
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lefb  bank.  The  object,  remarks  Mons.  Lesoinne,  in  bringing  forwari 
this  motion  is,  first,  that  no  matter  what  the  company  may  propose 
doing,  a  commission  should  be  named  which  shall  represent  all  the  in- 
terests concerned ;  *'  for  I  am  desirous  of  calling  attention  to  the  fact, 
that,  on  the  left  bank  of  the  Mouse,  there  are  in  three  lei^ues  a  manu- 
facturing population  of  23,000  inhabitants,  and  I  think  it  my  duty  to 
show  the  proprietors  holding  shares  in  this  line,  who  are  foreigners,  and 
have  brought  their  capital  amongst  us,  the  great  injury  that  it  will  cause 
them  if  the  line  is  brought  upon  the  right  bonk.  Finally,  I  have  made 
my  motion  thai  it  may  be  clearly  understood,  that  if  the  company  per- 
sist, against  its  own  interests,  in  making  the  road  on  the  right  bank,  no 
considerations  should  prevent  the  making  of  another  line  on  the  Ieft» 
either  by  the  government  or  another  company;  nor  could  anything 
prevent  this  line  from  Huy  to  Chokier,  according  to  the  concession, 
having  the  right  of  a  free  passage  on  the  Namur  and  L^ige." 

The  minister,  in  his  reply,  stated  that  up  to  that  time  he  had  only 
received  the  ^^projet  definitif"  between  Liege  and  Seraing,  and  Huy  and 
Namur,  and  that  the  tracing  between  Huy  and  Chokier  had  yet  to  be 
submitted,  and,  therefore,  he  had  not  been  able  to  ascertain  whether  ibe 
line  ought  to  pass  along  the  right  or  the  left  bank  of  the  Mease.  He 
denied  that  the  company  hod  been  intimidated;  the  company  would 
make  its  propositions,  the  neighbourhood  interested  would  make  their 
representations,  and  the  government  would  then  decide  between  them. 

The  most  important  information,  however,  that  we  can  offer  to  onr 
readers  on  the  subject  of  Belgian  railways,  is  an  abridgment  of  the  re- 
port made  by  Mons.  Delfosse,  of  the  commission  of  inquiry  upon  the 
subject  of  the  Gumptich  tunnel,  which,  he  remarked,  had  been  adopted 
unanimously.  The  report,  which  was  read  to  the  Chambers  on  the  29th 
of  January,  is  very  long,  and  the  resolutions  resulting  from  the  evidence 
brought  before  the  commission  are  not  calculated  to  lead  to  a  very  high 
estimate  either  of  the  sagacity  or  purity  of  character  of  Belgian  engineers 
and  contractors.  The  tunnel  in  question,  which  is  on  the  railway  be- 
tween MaUnes  and  Antwerp,  and  is  928  yards  in  length,  was  pnt  np 
to  public  competition  on  the  27th  January,  1836,  in  the  presence  of 
Mons.  de  Bidder,  Government  Engineer  in  Chief  of  the  Second  Class, 
when  three  tenders  were  made ; — the  first  oifered  to  construct  it,  includ- 
ing the  two  entrances,  for  638,250  francs ;  the  second,  626,050  francs, 
and  the  third,  made  by  Mons.  Borguet,  for  511,500  francs.  This  gen- 
tleman's tender  was  accepted.  The  designs  were  executed  by  Messrs. 
Simon  and  De  Bidder,  who,  before  adopting  them,  consisted  Mr. 
Stephenson,  from  whom,  it  is  stated  in  the  report,  they  received  valu- 
able documents.  It  docs  not,  however,  appear  that  they  followed  the 
instructions  of  their  English  colleague ;  on  the  contrary,  it  seems  they 
finished  where  he  desired  them  to  commence,  and  vice  versL  Two  or 
three  years  had  scarcely  elapsed  from  the  completion  of  this  Cnmptich 
tunnel,  than  the  necessity  for  a  second  became  apparent,  and  in  Decem- 
ber, 1841,  a  project  was  accordingly  presented  to  the  Council  of  Fonts 
et  Chaussees — a  modified  project  was  likewise  presented  by  Mons.  Masui, 
with  explanations  showing  the  reasons  why  he  wished  this  second  tun- 
nel to  be  larger  than  the  first ;  the  principal  one  being  that  it  would 
sooner  let  the  smoke  out.  This  project  of  Mons.  Masui's  was  submitted 
to  the  Council  of  Engineers  on  the  3rd  of  January,  1842,  and  on  the 
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18th  of  the  flame  month,  Mbns.  Vifquain,  now  President  of  the  Council, 
BHide  his  report  upon  it. 

It  was  determined  that  this  second  tunnel  should  be  made  parallel  to 
the  first,  and  should  be  worked  out,  as  an  experiment,  to  the  extent  of 
ODO  hondred  yards,  <vhich  proposition  was  adopted  by  the  government ; 
priTite  tenders  were  accepted  for  the  works,  and  on  the  22nd  July, 
1842,  they  were  commenced.  On  the  1st  of  May,  1843,  this  second 
toimel  had  attained  a  length  of  123  yards,  and  the  works  from 
this  period  to  June,  1844,  continued  to  proceed  without  anything 
occurriog  worthy  of  remark.  In  this  month,  however,  rumours  of 
I  most  alarming  nature  began  to  circulate,  and  amongst  them  that 
the  first  tunnel  was  likely  to  fall  in,  and  that  passengers  by  tho 
tiBins  ran  great  risk  of  being  crushed  to  death.  At  length  a  Tirlemont 
paper  took  up  these  rumours,  and  they  reached  the  ears  of  Mens.  De- 
champs,  the  Minister  of  Public  Works,  who  appointed  Messrs.  Cabry 
and  Delafaaye,  (the  former  an  Englishman,)  the  Engineers  in  Chief  of 
the  Locomotive  Department,  to  go  to  the  spot  and  make  a  report  of  its 
condition.  This  was  drawn  up  on  the  6th  of  June,  and  in  it  these 
functionaries  stated,  that  the  fears  which  had  been  entertained  were 
quite  chimerical,  and  that  there  was  not  the  slightest  danger  to  be  appre- 
hended; the  newspaper  of  Tirlemont  was  obliged  to  retract,  science 
being  more  powerful  than  well-founded  rumour,  and  though  provided 
with  a  hundred  tongues  they  were  obliged  to  be  silent  before  two. 
Nevertheless,  on  the  4th  of  September,  symptoms  undeniable  of  bad 
coDfltroction  manifested  themselves  in  the  first  tunnel ;  threo  wells  gave 
way,  and  were  obliged  to  be  closed,  and  other  signs  of  instability  showed 
themselves  in  the  brickwork  a  month  later,  particularly  on  the  16th  of 
December;  and  finally,  on  the  2l8t  of  January,  1845,  the  two  tunnels, 
the  second  of  which  had  cost  400,000  francs,  fell  in  with  a  tremendous 
crash. 

This  disaster  created  considerable  alarm  in  Belgium,  for  it  was  feared 
that  other  works  of  a  similar  nature  might  have  been  as  badly  con- 
Btmcted.  Most  happily  no  lives  were  lost ;  but  had  a  train  been  pass- 
ing, and  the  occurrence  taken  place  in  the  summer,  when  they  are  lonff, 
the  loss  of  human  life  would  have  been  great  indeed.  When  the  tunnels 
fell  in,  a  commission  was  appointed  to  report  upon  the  accident,  but  not 
from  the  Fonts  et  Chaussees,  as  that  bodv,  having  given  their  sanction 
to  the  pkns,  would  have  been  both  judge  and  jury.  Recourse  was 
theiefore  had  to  the  Chambers,  and  the  commission  was  chosen  from  its 
memhers. 

We  have  not  space  to  ^ve  any  extracts  of  the  evidence  brought  be- 
fore this  commission,  but  it  would  appear  by  their  report  that  theso 
gentlemen,  themselves  Belgians,  have  no  very  exalted  opinion  of  the  ac- 
quirements of  their  own  engineers.  They  state  that  their  reports  show 
that  they  were  incompetent ;  that  they  were  often  in  doubt  and  uncer- 
^ty ;  that  the  estimates  of  Mons.  do  Bidder  were  most  erroneous,  inas- 
much as  the  first  tunnel,' which  was  to  have  cost  511,500  francs,  was  not 
executed  for  less  than  734,678 ;  and  also,  that  in  spite  of  Mr.  Stephen- 
sons  advice  to  the  contrary,  the  Pouts  et  Chaussees  permitted  the  trains 
to  run  while  the  second  tunnel  was  in  course  of  construction. 

Tho  charges  brought  against  tho  contractors  are  not  less  serious ;  the 
^me  IS  described  as  bad,  and  the  mortar  badly  made,  not  having 
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ft  sttfBcient  qaantity  of  cement  mixed  with  it.  These  instances  tuffioo 
to  sliovv  not  only  the  defective  nature  of  the  plans,  but  the  ivaoi  of 
principle  in  those  who  undertook  to  execute  them.  The  military  en- 
gineers close  their  report,  drawn  up  under  the  superintendence  of  the 
commission,  by  stating,  that  the  falling  in  of  these  ^wo  tunnels  origin- 
ated in  the  two  following  causes : — 

1.  The  imperfect  and  bad  manner  in  which  the  first  was  construcled, 
whether  in  regard  to  the  principles  of  art,  or  to  the  execution  of  tho  plan, 

2.  The  extremely  impnident  plan  adopted  of  joining  a  second  tunnel 
to  the  first,  a  resolution  which  it  is  impossible  to  justify,  and  which  in  tho 
end  was  the  essential  cause,  if  not  the  proximate  cause  of  the  accident. 

The  commission  conclude  their  report  by  stating,  that  they  have  done 
their  duty  without  favour  or  affection,  and  they  are  of  opinion, 

1  •  That  frauds  have  been  committed  in  executing  the  works  of  the 
first  tunnel,  and  that  these  frauds  are  imputed  by  them  to  engineer-in- 
chief  De  Ridder,  the  contractor  Borguet,  and  engineer  Steevens. 

2.  That  the  Council  of  the  Fonts  et  Chaussees  have  not  shown  in 
their  examination  of  the  project  for  the  second  tunnel  that  degree  of 
attention  and  intelligence  which  was  to  be  expected  from  a  corps  in- 
vested with  such  high  authority. 

3.  That  the  construction  of  the  second  tunnel  so  close  to  the  first  was 
most  imprudent. 

4.  That  this  imprudence  has  been  aggravated  by  the  constmction  of 
arches  for  a  great  distance,  without  any  other  support  than  that  of  a 
soil  unfit  for  such  a  purpose ;  and  by  the  continued  passage  of  the  trains 
during  the  construction. 

^'  This  last  fact,"  observes  the  commission,  **  appears  inexcusable ;  in- 
deed it  is  scarcely  possible  to  conceive  how  the  trains  could  be  allowed  to 
continue  running  through  a  tunnel  in  which  wells  had  fallen  in,  and  tho 
brickwork  given  way,  facts  admitted  by  Monsieur  Masui,  the  engineer^ 
who  admitted  also  that  the  tunnel  was  in  a  very  precarious  state.  ^  that, 
although  the  danger  was  well  known,  and  though  it  was  ascertained  that 
the  brickwork  at  the  foot  had  fallen  in  for  twenty  yards,  no  measures 
were  taken  for  the  public  security.  The  circumstances  were  reported 
to  the  director  of  the  railway  department.  Monsieur  Masui,  and  he 
allowed  things  to  go  on  as  if  nothing  was  the  matter.  One  shudders  to 
think  what  the  consecjuences  might  have  been." 

The  result  of  this  report  was,  that  Messieurs  de  Bidder  and  Borgnet 
were  arrested  and  placed  in  confinement  in  the  prison  of  the  Petit 
Cannes,  on  the  7th  of  February ;  their  papers  were  seized,  and  judicial 
proceedings  instituted  against  them. 

It  is  really  astonishing,  when  the  frightful  results  of  railway  accidents 
are  considered,  that  even  the  grossest  selfishness  and  cupidity  could  in- 
duce any  engineer  or  contractor  to  be  dishonest  in  the  execution  of  a 
tunnel  or  a  viaduct ;  it  might  be  supposed  that  bare  humanity  would 
limit  the  indulgence  of  their  peculation  to  any  other  part  of  the  lines. 
Of  all  works  which  it  is  the  province  of  the  engineer  to  execute,  the 
most  difficult,  the  most  dangerous^  and  above  all,  that  which  requires  the 
greatest  scientific  acquirement  and  experience,  is  the  carrying  of  a 
tunnel  through  an  unfavourable  soil.  On  this  account,  though  we  have 
a  high  sense  of  admiration  for  the  engineering  talents  of  the  Romans, 
we  certainly  consider  them  inferior  to  the  modems  in  this  departaieut  of 
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the  srt,  for  the  tunnels  of  the  ancients  were  all  of  tliem  executed  througb 
groond  which  did  not  require  the  support  of  masonry.  To  bore  a  hole 
straight  through  a  chalk  hill  is  easy  enough,  hut  to  do  the  same  through  a 
wet  and  shifting  soil,  and  take  care  that  it  does  not  come  doi^'n  Cumptich 
faflhion  afterwards,  is  ''  a  horse  of  quite  another  colour."  We  think,  if 
the  Belgian  Council  of  Fonts  et  Chauss^es  had  visited  a  few  of  our 
Cornish  tunnels,  and  heard  the  ocean  rolling  over  their  heads,  and  if 
they  had  gained  a  little  experience  in  the  Box,  Saltwood,  and  Bletchingly 
tunnels,  they  would  nerer  have  sanctioned  the  designs  for  those  at 
Cnmptich,  or  have  persisted  in  their  blunders  after  the  first  was  executed. 
We  heartily  hope  Monsieur  de  Bidder  will  clear  himself,  at  least  from 
the  charges  of  peculation  and  collusion  with  the  contractor ;  if  he  cannot 
do  tkatf  we  think  he  deserves  to  be  bricked  up  in  one  of  his  own 
tunnels— should  any  remain  standing. 

On  thedlst  the  Chamber  received  the  report  of  the  government  en- 
gineers upon  the  tunnel  of  Braine-le-Comte,  which  cost  1,008,000  francs, 
tnd  of  the  stability  of  which  fears  were  entertained.  This  report  is,  on 
the  whole,  favourable,  but  the  Minister  of  Public  Works  proposes  to  open 
s  second  line  by  a  cutting  which  will  not  be  executed  for  less  than 
400,000  francs.  No  wonder  that,  with  such  faux  pas  to  answer  for, 
these  h'nes  only  pay  4l  per  cent. ;  were  they  properly  constructed  and 
well  worked  we  should  be  now,  as  we  always  have  been,  of  opinion  that 
the  Belgian  lines  would  produce  a  large  dividend,  particularly  those  like 
the  railways  in  West  Flanders,  where  there  are  no  works  of  art  to  con- 
•trnct,  and  the  expenses  will  in  consequence  be  comparatively  small. 

The  following  is  a  statement  of  the  receipts,  number  of  passengers, 
and  amount  of  goods  carried  on  the  state  lines  of  Belgium  during  the 
month  of  November,  1845 : — 


PsMengers     •         •         .         . 
I-nggt^e  (kilog)     . 
Qoods  by  passenger  trains 
■  (parcels)         .         . 

— goods'  trains  (kilog) 

Cattle  (heads) 

Carriages       •         •         .         . 

Specie,  paper,  &c.  • 


255,389     produced 

690,011  „ 
3,933,930  ) 

20,374  /        ^ 

54,791,800  „ 

2,863  „ 
215 


Francs. 

433,023 

25,168 

88,830 

309,967 

5,572 

11,778 

61,383 


935,721 

The  receipts  from  passengers  of  the  first  class  amounted  to  103,159 
francs;  from  the  second  class,  146,303;  and  from  the  third  class, 
180,269. 

The  under-mentioned  towns  furnished  each  the  following  sums :  — 


Francs. 

Francs. 

Bnissels    . 

.     159,060 

Namur 

.       40,819 

Antwerp   . 

.     126,184 

Charleroi   • 

.       38,625 

hi^ 

.       87,784 

Louvain     . 

.       33,636 

Ghent       . 

.       60,076 

Braine-le-Comte 

.       33,526 

Herbcrsthal 

.       41,567 

Mens 

.       26,188 

These  returns  show  an  increase  of  12|  per  cent,  upon  those  of  the 
previous  month  in  the  same  year, 
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OBBAT   NOBTH  OF   FRANCB. 

The  delays  wbicb  have  taken  place  in  opening  this  line  for  traffic 
continue,  and,  though  announced  weekly  in  the  French  papers,  it  has 
been  as  often  put  off  to  a  more  convenient  time,  we  almost  fear  till  the 
spring,  which  means  any  time  between  April  and  June.  These  delays 
are,  we  believe,  on  no  account  to  be  attnbuted  to  the  Directors,  but  to 
the  Government,  or  rather  to  the  unfinished  state  of  the  works,  which 
they  cannot  yet  deliver  over  to  the  Company,  and  are  carried  on  Tery 
slowly  indeed. 

The  first  section,  from  Paris  to  Pontoise,  was  to  have  been  opened  at 
tho  close  of  the  month,  and  the  second,  from  Pontoise  to  Amiens,  in 
May  next ;  but  as  there  are  yet  tho  second  line  of  rails  to  be  pat  down^ 
and  stations,  &c.,  erected,  we  do  not  expect  to  see  this  statement 
realized.  When  the  line  is  open  throughout,  (and  the  section  from 
Amiens  to  Lille  will,  it  is  said,  be  given  over  to  Uie  Company  in  June,) 
the  traffic  by  canal  will  very  nearly  cease  in  this  part  of  France.  At  a 
late  visit  paid  to  Valenciennes  by  one  of  the  Directors,  it  was  stated  as 
the  intention  of  the  Company  to  put  the  conveyance  of  goods  depart- 
ment upon  the  very  best  and  most  liberal  footing,  and  six  centimes  a  mile 
>er  ton  was  named  as  the  price  at  which  merchandize  would  be  carried* 
f  this  were  so,  a  ton  of  heavy  goods  would  be  transported  from  Valen- 
ciennes or  Denain  to  Paris  for  sixteen  francs  at  the  outside,  only  one  or 
two  francs  dearer  than  the  freight  by  water  carriage,  and  this  would  be 
a  good  set  off  against  the  delays  attending  that  mode  of  conveyance, 
(more  particularly  in  the  winter,)  the  chicanery  of  the  boatmen,  and  not 
unfrequently,  the  deterioration  diat  many  articles  suffer  from  the  w^nt 
of  proper  care. 

On  the  basis  of  this  price  the  Company  propose  to  bring  the  coals  of 
Valenciennes  and  Mons  to  Paris  by  means  of  six-wheeled  engines, 
coupled,  and  of  14-inch  cylinders,  which  will  make  up  in  power 
what  they  lose  in  speed.  These  being  attached  to  a  great  number  of 
waggons,  will  run  independently  of  the  passenger  trains,  and  at  different 
hours ;  and  as  the  French  railways  have  a  douUe  line  of  rails,  the  system 
will  no  doubt  work  well. 

The  Orleans  and  Tours  Railway,  the  first  section  of  the  line  to 
Bourdeaux,  will  be  opened  in  the  course  of  April  next. 

The  Orleans  to  Vierzon  is  to  be  ready  about  the  month  of  August ;  bat 
the  section  of  the  Paris  and  Lyons  between  Dijon  and  Chalons,  though 
finished  this  year,  will  not  be  opened  till  1847,  so  the  holders  of  this  stock 
will  have  to  wait  a  considerable  time  before  they  see  a  dividend.  It  ap- 
pears the  French  Government  have  no  very  decided  intentions  of  conced- 
ing direct  lines;  and  it  is  rumoured  in  Paris,  that,  in  all  probability,  the  lines 
to  Caen,  Renncs,  Limoges,  and  Clermont  will  be  granted  to  the  Rouen, 
Versailles,  and  Orleans  Companies,  from  which  lines  they  will  form  ex- 
tensions. The  Minister  of  Public  Works  is  preparing  *  the  projects  of 
law  which  will  be  submitted  to  the  Chambers  this  session.  These  pro- 
jects are  in  fact  the  concessions  granted  last  year,  but  left  in  what  is 
termed  Vetat  de  rapport^  viz.,  the  following  lines,  Bourdeaux  to  Cette, 
Mulhouse  to  Dijon,  Paris  to  Rennes,  and  three  new  undertakings.  One 
of  these  is  connected  with  that  to  Caen,  another  forms  an  extension  from 
the  ligne  du  centre  to  Limoges  and  Clermont,  and  the  third  consists  of  a 
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mil  way  from  Vilry-]e*Fran9a]B  to  Gray,  which  last  is  to  suj^erseJe  a 
canal  projected  last  year. 

The  receipts  on  the  Versailles  Railway,  left  bank,  are  mnch  higher 
than  those  on  the  riyal  line;  the  difference  in  favour  of  the  year  1845 
over  that  of  1844  has  been,  on  the  right  bank  81,060,075  francs,  on 
the  left  110,945,087  francs. 

CENTRAL  OF  SPAIN. 

A  railway  station  at  Talavera  de  la  Reyna !  Yes,  indeed — ^from 
Madrid  to  Talavera.  The  sarvey  is  complete — has  received  the  sanction 
of  the  Spanish  Board  of  Public  Works,  and  Englishmen  are  again  to  act 
on  that  renowned  field.  Tempera  mutantur !  Not  a  scene  of  ancient  or 
modem  story  will  remain  undesecrated  by  rail  and  steam ;  but  we  must 
make  the  best  of  our  only  consolation  and  go  to  see  them  and  this  it  ap- 
pears, by  the  bright  prospects  of  the  company,  we  may  hope  soon  to  do. 
This  line  forms  a  junction  with  the  Madrid  and  Arunjucz,  which  is  al- 
ready at  a  premium  in  Spain.  The  two  either  are,  or  will  be,  amalga- 
mated— a  very  advantageous  plan  for  the  home  shareholders.  From 
Anmjaez  the  line  runs  on  a  level  of  forty-one  miles  to  Toledo,  a  town- 
not  only  important  in  all  that  interests  the  hearts  of  railway  speculators, 
mann&cturers,  and  population,  but  in  attractions  to  the  traveller  for 
pleasure. 

We  rambled  over  Spain  with  Roberts  and  Mrs.  Ronier,  and  lately 
mth  Mr.  Wells  in  his  Picturesque  Antiquities  of  Spain,  a  book  not  only 
beautifully  illustrated  with  architectural  subjects  from  his  own  pencil,  but 
rife  with  clever  and  amusing  descriptions  of  the  country  and  its  inhabit* 
ants ;  and  certainly  when  we  recollect  the  bad  travelling,  the  bad  inns, 
the  bad  roads,  in  fact  the  bad  every  thing  connected  with  locomotion  in 
Spain — ^to  say  nothing  of  the  chances  of  an  occasional  rencontre  with  a 
garlicky  cut-throat — we  pray  devoutly  that  our  anticipations  and  informa- 
tion may  prove  correct  as  to  the  success  of  this  undertaking ; — that  we 
may  be  on  as  soon  as  possible  to  the  land  of  beautiful  eyes  and  ankles, 
maatillas,  chocolate,  and  castanets. 

The  resources  of  Estremadura  are  such  as  would  have  secured  large 
returns  to  the  company  had  the  undertaking  terminated  at  that  point ; 
but  n^tiations  are  in  progress  with  the  Company  Obros  Publicos  of 
Portn^,  which  will  be  the  source  of  great  mutual  advantages,  and  be 
the  means  of  completing,  in  the  same  space  of  time,  an  entire  line  of 
commnnication  from  the  banks  of  the  Tagus  to  the  capital  of  Spain. 
The  Junction  is  a  line  of  quite  as  much  importance  as  the  Seville  and 
Merida,  which  we  are  assured  will  be  carried  out  in  the  course  of  next 
spring,  and  will  much  improve  the  shares  of  the  Central  Line— the 
tnmk  of  both  the  north  and  south  of  the  Peninsula.  From  Badajoz  to 
Truxillo  the  surveys  wffi  now  made,  and  the  interval  between  the  Tagus 
and  Gnadiana  is  all  that  remains  to  be  completed ;  upon  this  the  engi- 
neers for  the  company  are  exerting  themselves  to  the  utmost,  with  a 
view  to  the  commencement  of  the  works  on  the  15  th  of  the  ensuing 
month* 

VENICE  AND  VICBNZA. 

The  railroad  between  these  two  cities,  which  passes  over  the  magnifi- 
cent bridge  thrown  across  the  Lagunes,  and  three  other  bridges  over  the 
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Tcanno,  the  Bochiglieri,  and  Retrone,  and  through  two  tunnels  near 
Yicenza,  wos  opened  on  the  4th  of  February.  The  inauguration  and 
departure  of  the  first  train  took  place  at  Venice^  at  ten  in  the  morning 
of  the  4th  inst.;  it  traversed  the  arches  over  the  Lagunes  in  eight 
minutes,  a  distance  which  is  not  accomplished  in  a  gondola  in  lew  time 
than  an  hour.  The  whole  joumej  to  Vicenza  was  performed  in  a  little 
less  than  two  hours. 


THE  DUCHY  OP  NASSAU  RAILWAYS. 

Thb  number  of  new  undertakings  has  been  much  limited  within  the 
last  two  or  three  months,  nor  have  we  had  to  record  instances  of  fresh 
enterprise ;  one  or  two  Indian  and  Continental  lines  have  been  brought 
forward.  Amongst  those  most  likely  to  be  of  real  advantage,  either  to  the 
public  or  to  shareholders,  are  those  to  which  we  would  wish  to  drew 
attention.  Those  who  have  drank  in  health  from  the  Bninnen, 
Uiose  who  have  wandered  in  the  beautiful  valley  of  the  Lahn,  will  he 
pleased  to  learn  what  facilities  are  about  to  be  offered  to  those  who  are 
in  quest  of  health,  of  pleasure,  whilst  the  man  of  business  may  con- 
gratulate himself  upon  the  probability  of  carrying  out  a  well-digested 
scheme  which  will  place  the  North  of  Germany  in  immediate  connexion 
^vith  the  whole  of  Europe.  Of  the  recommendations  which  the  under- 
taking holds  forth,  we  shall  give  a  brief  survey. 

Statistical  and  Obooraphical  olancb  at  thb  Ducht  of  Nassau 
Railways,  orantbo  as  justifibd  by  a  Convbntion,  satkd  9th 

OP   DBCBlfBBBy  1845. 

Geographical  Situation— Commerce  and  Industry  .-..Production  of  the  Duchy  of 

Nassau. 

The  Duchy  of  Nassau  is  situated  almost  in  the  centre  of  Germany ;  it  is 
bounded  by  the  Rhine  on  the  western  side,  and  on  the  south  by  the  Main ; 
The  riyer  Sig  flows  in  a  parallel  line  on  the  northern  limits,  and  the  river 
Lahn  divides  it  into  equal  parts  from  the  eastward  to  the  westward. 

This  adyantaffeouB  position  causes  the  whole  commerce  of  Germany  to 
transit  through  the  internal  roads  or  by  the  rivers  surrounding  this  Duchy. 

By  the  same  reason  it  becomes  the  central  point  where  all  the  German 
railways  will  have  to  be  connected. 

Mines  of  iron,  lead,  copper,  lime,  stone,  slate,  marble,  and  even  silver  are  in 
full  operation  in  die  Duchy. 

They  find  in  the  western  district,  almost  on  the  surface  of  the  soil,  im- 
mense quantities  of  natural  charcoal,  likely  produced  by  the  volcanic  erup- 
tions, whose  appearance  are  evident  in  the  whole  coufitry. 

There  are  also  warm  and  cold  mineral  springs,  the  most  renowned  in 
Europe.  The  principal  ones  are  Wiesbaden,  Wielbach,  Scholwboch, 
Schlonffenbad.  Ems,  f'achingon,  Geilnau,  Boden  and  Solters.  The  last 
yields  by  itself  every  year  four  millions  of  bottles  of  mineral  water  for 
exportation. 

The  course  of  the  projected  railway  and  lines  with  which  it  is  connected : — 

The  projected  railways  form  an  almost  perfect  cross  at  Limburg  as  a 
centre ;  it  is  also  the  main  point  for  the  commerce^  industry,  and  produc- 
tions of  the  country. 
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The  fint  section  of  that  crosses  straight  from  Wiesbaden,  where  two  lines 
h&Te  been  surveyed,  one  passing  through  Langenschwolbach,  the  others 
Uiiough  Comber^. 

The  last  one  although  a  little  longer  is  preferred. — 1st,  on  account  of  an 
easier  ground. — ^d,  on  account  of  its  industrious  population  ;  we  will  for 
the  present  only  speak  of  this  one. 

From  Wiesbaden  it  retracts  backwards  on  Erbenheim  and  Nardenstadt*. 
And  from  the  latter  place  it  runs  directly  to  the  north,  to  reach  the  com- 
manding point  of  Niderhausen,  where  it  enters  into  the  valley  leading 
through  Idstein,  Comberg,  Erbach,  Selters  to  Limburg. 

The  line  is  of  about  59  English  miles,  and  runs  through  a  population  of 
61,324  inhabitants. 

At  the  starting  at  Wiesbaden  it  is  connected  with  the  Taunus  line,  which 
Utter  eonesponds, 

1st.  At  Mentz,  with  the  railway  on  the  left  bank  of  the  Rhine,  with  those 
of  the  east  of  France,  which  are  to  join  this  last. 

2nd.  At  Francfort,  with  the  line  passing  Darmstadt  and  Heidelberg, 
which  foUows  the  right  bank  of  the  Rhine  through  the  country  of  Baden 
until  it  reaches  Switzerland. 

3rd.  At  Francfort,  with  the  line  which,  vidi  Achaffenbourg  and  Nurem* 
Wg,  will  extend  to  the  interior  of  Saxony,  Bavaria  and  Austria. 

4th.  At  Francfort,  with  the  Hanau  railway. 

5th.  At  Francfort,  with  the  line  intended  to  cross  the  great  Duchy  of 
Hesse  Darmstadt  to  the  northward. 

6tlL  The  last  with  all  the  internal  lines  of  the  kingdom  of,  Wurtemburg. 

The  second  branch,  forming  the  left  section  of  the  cross,  follows  to  the 
westward  of  the  vallev  of  Lahn  from  Limburg,  passing  through  Diez, 
Nassau,  Ems,  Nederlandstein,  until  it  reaches  Coblentz. 

This  branch,  of  about  30  English  miles,  runs  through  a  population  of 
83,132  inhabitants. 

Reaching  Coblentz,  it  connects  these  with  the  projected  line  of  the 
Moselle  Valley,  vi&  Treves  and  Metz,  to  form  the  most  direct  line  from 
Paris  to  the  Lower  Rhine,  Coblentz,  and  afterwards  to  Berlin,  and  all  the 
nilways  of  northern  Germany. 

This  line  united  to  that  of  Wiesbaden  will  be  the  shortest  road  from 
Uentz  and  Francfort  to  Coblentz.  It  will  be  completed  by  the  only  grant 
of  the  Duke  of  Nassau,  for  supposing,  against  probability,  the  Prussian 
Government  should  refuse  the  junction  to  the  Fort  of  Erenbreistcin,  they 
vould  have  their  station  at  Lauhstein,  at  the  mouth  of  the  lAhn,  where- 
from  the  transit  might  be  made  by  steam-boats  with  more  facility,  and 
quicker  than  by  crossing  the  floating  bridge  of  the  Rhine  with  omnibuses 
and  other  vehicles. 

Nevertheless,  Niederlandstein  would  always  have  an  important  station  for 
the  goods,  for  its  port  (one  of  the  best  of  the  Rhine)  is  already  a  general 
dep6t  for  the  navigation  of  the  river. 

We  will  first  enumerate  the  probability  of  success  claimed  by  these  two 
united  lines  intended  to  connect  Wiesbaden  to  Coblentz. 

The  river  Lahn  is  of  difficult  navigation  on  account  of  sand-banks,  only 
overcome  by  several  wood-works,  which  are  of  no  use  durins  nine  montlis 
in  the  year ;  consequently  the  railway  must  have  the  pre&rence  for  the 
exportations  and  importations  carried  by  this  river. 

The  Rhine  also  presents  the  greatest  difficulties  in  its  navigation  from 
Coblentz  to  Mentz.  Therefore  the  port  of  Niederlandstein  will  supply  the 
railway  with  a  business  tenfold  superior  to  that  carried  on  from  Francfort 
to  Mentz,  where  from  the  water,  communication  by  the  Main  is  so  easy. 

With  regard  to  passengers,  we  can  be  guided  by  the  Taunus  Railway, 
considering  the  population  of  the  districts  crossed  by  the  new  line.    This 

*  Recent  surveys  made  by  competent  engineers  proved  that  a  direct  line  may  be 
taken  from  Wiesbaden. 
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population  will  no  doubt  give  a  number  of  passengers  superior 
travelling  by  the  Taunus  line. 

Tau5U8  Railway  Taavsit. 
Passengers. 


In  January 

30,156 

„  February 

34,676 

„  March 

36,672 

::^?  : 

60,667 
60,276 

„  June 

78,631 

„  July      . 

105,978 

„  August  . 

108,990 

„  September 

101,234 

„  October  . 

50,236 

„  November 

41,218 

fy  December 

36,059 

Merchandize. 

40,088^  cwt  in  transii 

10,949    do.    Extra  ' 

333    do.    Over  B 

4,888    do.    PostPao 

726,869  Silver  Florins. 

1,317  Coaches. 

6,069  Head  of  Cattle. 

12,482  Packages. 

2,625  Dogs. 

121  Venison,  Deer, 

Total  744,690 

Abstract  of  the  average  German  Tariff  Prices  or  Fares  for  26  -*- 
miles,  taken  from  official  documents. 

Tbatellebs. 

£     9.      €L 

4  4  7* 
0  3  0^ 
0    2    l| 

Goods  and  Cattlb  on  Wbiqht. 
100  lbs.  German  weight,  equal  to  1001b.  English   3«.  4|</. 


i 


Ist  Class 
2nd  do. 
3rd   do. 


CARBIAaBS. 


£  9.  d. 
0  16  H 
0  11  104 
0  10     IJ 


Coaches  and  Chariots,  each 

Coloses,  each 

Cabs,  Tilbury,  Dennets,  <fec.  each 

Dogs. 
Each  Dog IJ. 

As  stipulated  above,  we  can  rely  on  having  a  number  of  passenj 
to  that  of  the  Taunus  Railway.    But  it  is  not  to  be  compi 

advantages  obtained  by  us  on  the  transit  of  goods ;  they  are  too 

from  Bieberich  and  Mentz  to  Francfort  by  water  to  be  sent  by  thi 
Kailwav,  running  parallel  with  the  Main  river.  It  is  quite  other, 
the  railways  pr<^*ected  in  the  Duchy  of  Nassau.  To  be  convinced 
can  increase  teniold  the  quantity  of  good&  it  will  suffice  to  cast  a  fl 
the  official  following  list  of  the  transit  from  Limbourg  to  Niden 
during  the  last  six  months  of  the  present  year. 


Cwt. 

2,717  of  worked  iron 

4,694  Lead 
409  Tin 
128,506  Rough  iron 

2,556  Melted  iron 
610,721  Iron  ore 

9,186  Limestones  and  lime 

4,388  Marble  and  building  stones 


Cwt. 

663,076  Brought  over 
1,784  Bak^  stones 
90  Whist  tables 
6,070  Porcelain  and  jars 
11,287  Mineral  haters 
3,252  Wines 
483  Brandy 
149  Vinegar  and  eider 


663,076  686,191 

"  The  same  distance  from  Brussels  to  Antwerp  Is  only  paid  2L  Is,  I 
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Cwt.    . 

C8r>,lf>l  Brought  forward 
2,o()2  Burning  wood 
1,025  Timber 

22,152  Planks 

44,340  0oal3 

27,757  Charcoal 

11,737  Gvpsum  and  plaster 

70,169  Flour 

2  Copper 
2,467  Salt 

867,402 


Cwt. 
867,402  Brought  forward. 
27  Bones 
7,526  Colonial  goods 
1,745  Manufactured  do. 
1,360  Dye  colours 

698  Leather  and  tan 
1,358  OU 
120  Saltpetre^  powder  and  sul- 
phur 


880,236  Total 


After  this  enumeration,  and  considering  that  the  country  of  Nassau, 
(where  all  travellers  repair  by  crowds  every  year,  to  visit  the  mineral 
springy)  will  be  sufficiently  established,  the  income  of  the  Wiesbaden 
antl  (^blentz  line  only  must  be  at  least  equal  with  regard  to  passengers,  and 
far  superior  with  regard  to  the  transit  of  goods,  to  the  Taunus  line,  which 
gave  last  year  a  dividend  of  6  per  cent,  to  the  subscribers,  and  expected  to 
be  7i  per  cent,  this  year. 

The  advantages  of  this  railway  will  be  duly  appreciated  after  considering 
the  formation  of  the  two  other  branches :  the  iirst  leading  from  Limbourg 
to  Cologne,  where  it  will  be  connected  with  the  Belgium  and  Rhenan  lines, 
those  of  Dusseldorff,  Elberfeld,  Holland,  Hanover  and  Brunswick  ;  tho 
second  branch  from  Inmburg  by  the  side  of  the  Lahn  to  join  at  Qiesson  tho 
grand  railway  from  Francfort  to  Berlin,  as  well  as  the  lines  of  the  interior 
of  Saxony  and  Silesia. 

All  the  above  statistical  datas,  tariffs,  distances,  and  expenses,  are  taken 
from  official  documents. 

Second  Section,  from  Limbouro  to  Cologne. 

This  very  important  section  will  start  from  the  banks  of  the  Lahn  to 
Limbourg,  to  proceed,  first,  in  a  straight  line  northward  towards  Iladamar 
and  Hachenbourg,  bending  then  to  the  westward  to  join  the  river  Sig,  near 
Hamme^,  to  follow  aften\'ards  the  valley  of  that  river  to  Siegbourg,  from 
whence  it  will  proceed  almost  directly  through  a  vast  plain  to  Doitz,  oppo- 
site the  Cologne  Bridge. 

In  this  last  town  it  will  communicate, 

Ist  With  the  great  line  leading  to  the  North  Sea,  crossing  the  provinces 
of  the  Rhine  and  Belgium. 

Sod.  With  the  railway  crossing  Dusseldorff,  to  reach  Ilolland  alongside  of 
the  Rhine. 

3rd.  With  the  one  intended  to  commimicate  through  Dusseldorff  with 
Bremen,  Hamburg,  and  Luberg,  via  Munster  and  Ostrabruck. 

UK  With  the  road  of  Elberfeld. 

5th,  and  finally.  With  the  great  railway  which,  from  Dusseldorff,  crossing 
P^erbom  and  Minden,  communicates  with  the  lines  of  Hanover,  Bruns- 
wick, Prussia,  and  the  North  of  Germany. 

It  will  be  easy  after  these  explanations,  and  considering  the  situation  of 
the  railway  from  Limbourg  to  Cologne,  to  understand  that  this  line  must 
hecome  the  sole  road  through  which  all  the  expeditions  from  Germany,  the 
North  Sea,  the  Baltic,  Belgium,  Holland,  and  Northern  Germany  must  pass. 

This  road  is  about  100  miles  in  length,  and  runs  through  a  population  of 
Ul,570  inhabitants. 

It  will  be  to  the  advantage  of  the  country  of  Nassau,  where  exist  iron, 

*  The  concession  of  the  duchy  of  Nassau  ends  before  reaching  the  tillage  of 
Hamme. 
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steel,  lead,  zinc,  and  chiefly  charcoal  mines.  The  latter,  known  by  the  name 
of  brown  charcoal,  lying  in  abundance  on  the  surface  of  the  soil,  and  v^ 
valuable  for  the  use  of  steam  engines  as  well  as  for  smelting  metals. 

Also  in  this  country  are  the  greatest  number  of  cattle  feeders.  The  cattle 
are  sent  to  Holland,  and  even  as  far  as  the  province  of  Alsace.  The  ma^ 
kets  of  Elberfeld,  Dusscldorflf,  Cologne,  Bonn,  Coblentz,  Mentz,  Wiesbaden 
and  Francfort  are  supplied  from  nowhere  else. 

Leaving  the  country  of  Nassau,  the  railway  enters  the  Valley  of  Sig, 
whose  banks  are  more  important  than  those  of  the  Sambre  and  Meuse ;  with 
manufactories,  foundries,  and  various  machines  which  are  much  esteemed 
in  Germany.  It  possesses  besides,  very  rich  iron,  copper,  and  lead  mines ; 
at  least,  the  industry  of  the  valley  is  carried  to  such  a  point  that  there  is 
no  doubt  that  a  railway  will  soon  be  constructed  to  branch  with  ours,  on 
the  river  Sig  '. 

Considering  the  number  of  passeneers  repairing  to  the  springs  by  this 
road,  those  supplied  by  the  industrious  population  on  the  banks  of  the 
Sig,  we  do  not  wonder  that  the  most  moderate  calculations  may  have  esti- 
mated the  numl)er  of  passengers  by  this  road  to  about  one  million  ;  that  is 
to  say,  an  increase  of  2r)(),(KX)  over  that  from  Weisbaden  to  Coblentz. 

The  quantity  of  goods  carried  last  year  from  Limbourg  to  Cologne : — 

Cwt. 
169,084  Colonial  goods 
110,000  Cattle  and  grain 

60,000  Worked  iron 
105,000  Iron  ore 
100,000  Manganese  and  smaltz 
146,020  Vegetable  charcoal 
139,003  Coals 
184,940  Cotton  and  prints 

42,000  Fruits  and  vegetables 
150,000  Bark 
1,042,690  Rough  iron,  steel,  copper, 
and  lead 
302,000  Gypsum  and  broken  bones 

20,000  Marble 

10,000  Clay 
791,164  Grain  and  seed 

85,200  Hides,  leather,  and  tan 


Cwt. 
3,458,201  Brought  forward. 
95,(KX)  Mineral  waters 
42,000  Wool,  flax,  tow,  and  thread 
1,000  Worked  steel 
1,300  Basalta 
2,300  Timber 
2,000  Flour 

600  Cast  iron  goods 
2,000  Hay,  straw,  potatoes,  wine, 

beer 
4,000  Salt 
10,000  Charcoal 
4,000  Tin  and  wire 

200  Gunpowder 
1,000  Lime 
2,000  Coke 
800  Limestones 


3,458,201  I  3,626,401  Total. 

The  above  datas  are  extracted  from  official  documents  in  the  oountiy  of 
Nassau.  We  now  produce  information  obtained  from  manufacturen  and 
iron  founders  from  the  Prussian  districts  crossed  by  the  projected  i^way 
from  Nassau  to  Cologne. 

20,000  cwt.  of  Alum,  from  the  Siglwurg  Mine. 
100,000      „      Cast  iron,  from  Messrs.  J.  T.  Langen. 

10,000       „      Aliun,  from  Mr.  Sager. 
100,000       „      Tiles  and  bricks,  from  Mr.  A.  Mulmann. 
10,000       „      Alum  and  vitriol,  from  the  Brothers  Rhodis. 
20,000       „      Alum,  from  Mr.  GoUschalk's  mine  of  Elberfeld. 
1(K),(K)0       „      Cast  iron,  from  Mr.  Hiesman  of  Sigbourg. 
1(M),()00       „      From  20  lime  ovens  in  the  same  district. 
12,5(X)       „      Yam,  from  the  Brothers  Tong. 
2,000       „      Tin,  from  Mr.  C.  Stein,  near  Sigbourg, 

474,500 

•  In  the  provision  of  our  grant  this  line  has  just  been  granted  by  the  PrusaiaD 
Government. 
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Thibd  Section,  prom  Limbouro  to  Oiessoh. 

The  road  from  Limbourg  to  Giesson  goes  eastward  by  the  side  of  the 
river  Lahn,  crossing  Weilbourg  and  Wetzlar.  At-  the  terminus  it  is  con- 
nected with  the  railway  leading  from  Francfort  to  Ilcsse  Cassel,  where  it 
forms  a  junction  with  all  Northern  Germany,  Saxony,  and  Silesia  railways. 
It  runs  about  40J  English  miles,  through  a  population  of  86,000  inhabitants. 

This  Talley,  and  principally  the  country  situated  to  the  north,  in  the 
direction  of  Herbom  and  Billenbourg,  is  as  flourishing  as  the  valley  of  the 
Sig.  There  is  a  large  quantity  of  foundries,  steel  manufactures,  and  many 
sorts  of -mines. 

So  considerable  is  the  commerce  of  this  province,  that  they  are  now  mak- 
ing a  canal  from  Dillenbourg  to  the  valley  of  Lahn,  promoting,  consequently, 
the  interest  of  the  railway.  At  a  later  period  it  will  be  easy  to  have  a 
profitable  extension  in  that  direction,  where  the  government  of  Nassau 
already  possesses  the  necessary  surveys. 

Considering  that  this  line  must  connect  the  great  junction  from  Berlin  to 
Paris,  from  Prussia  to  the  French  provinces  on  the  Rhine  and  in  central 
Germany,  it  will  be  acknowledged  tnat  the  calculation  of  the  increase  of 
])assengers  by  the  three  other  sections  are  not  exaggerated.  After  having 
exactly  investigated  statistical  data,  we  can  expect  from  the  "  ensemble  "  a 
yeariy  transit  of  from  800,000  to  900,000  passengers. 

Official  documents  prove,  that  the  line  from  Limbourg  to  Giesson  carried 
146,620  cwt.  of  goods,  as  follows,  during  the  last  quarter  :— 

70,400  cwt.  of  Rough  iron  and  steel    117,820    cwt.    Brought  forward. 

eOO  „  Washed  iron  4,600      „      Flour 

3,020  „  Worked  steel 

6,000  „  Iron  ore 

17,(X)0  „  Lead  and  copper 

6,500  „  Tan 

3,000  „  Timbeir 

3,300  „  Vegetable  charcoal 

10,000  „  Grains 


117,820 


4,000  „  Colonial  goods 

10,000  „  Charcoal 

4,000  „  Hardware 

1,200  „  Lime 

2,800  „  Coal 

1,200  „  Cattle 

1,000  „  Leather 


146,620 
Conclusion. 

After  having  closely  examined  what  precedes  in  relation  to  the  Nassau 
Railways,  the  concession  of  which  was  granted  on  the  9th  of  December 
inst,  it  will  be  sufficiently  proved  that  Limburg  is  the  central  point  where 
all  the  branches  are  to  join  together. 

From  that  point,  almost  the  centre  of  the  duchy,  start  four  main  lines 
independent  of  the  ones  from  the  others ;  but  helping  each  other,  and 
admirably  connected. 

The  first  runs  to  the  southward,  and  meets  at  Wiesbaden  the  Taunus 
Road. 

The  second  runs  to  the  westward,  and  meets  the  projected  line  of  the 
Moselle  Valley,  and  communicates  besides  with  the  Rhine  and  the  jMoselle. 

These  two  first  sections  form  by  themselves  the  Wiesbaden  and  Coblcntz 
Railway. 

The  third  line  runs  to  the  northward  on  Cologne,  where  it  is  connected 
with  the  Belgian,  Rhenan  Road,  and  with  the  line  of  Dusseldorff.  This  third 
section,  with  the  first,  form  the  Cologne  and  Wiesbaden  Railway. 

The  fourth  line  runs  to  the  eastward  towards  Giesson,  where  it  meets 
with  the  Francfort  and  Cassel  Railway,  and  forms,  with  the  second  section, 
the  Giesson  and  Coblentz  line. 

It  would  be  superfluous  to  prove  all  the  advantages  of  so  complete  a 
BYBtem,  which  is  necessary  to  combine  all  the  great  lines  of  Germany, 
(lasting  a  glance  on  the  map  will  demonstrate  the  importance  of  what  we 
advance. 

p  2 
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Should  we  be  desirous  to  enumerate  the  probabilities  originaUng  from  the 
official  documents  recited  in  this  ^  expoa^i   we  could  easily  attain  such  that 
no  other  undertaking  could  offer  such  advantages. 
Miles. 

59  The  line  from  Wiesbaden  to  Coblentz,  forming  a  com- 
plete line,  even  taking  it  as  far  as  Longstein,  runs  59 
English  miles,  which,  on  an  average  of  £10,600  per  mile, 

would  cost  • i825,400 

520  That  from  Limburg  to  Giesson,  aloneside  of  the  Lahn, 
up  to  the  frontiers  of  Prussia,  20  English  miles,  at  £lOfiOO 

per  mile 212,000 

40        The  line  from  Limbourg  to  Cologne  runs  40  English 

miles,  at  £10,600  per  mile 424,000 

119  English  miles,  amounting  together  to £1,261,400 

That  is  the  grant  now  conceded  in  the  duchy  of  Nassau. 
86^      There  is  besides  to  run,  86^  English  miles  on  the  Prussian 
territory,  to  complete  the  Cologne  and  Giesson  line,  which, 
at  £10,600  per  mile,  as  above,  would  cost  .        .        .       914,250 

205i  English  miles.  Total        .£2,175,650 

General  Mellon  will  accept  the  mission  of  treating  with  the  Prussian 
Government  in  order  to  obtain  the  concession  of  the  lines  necessary  to  com- 
plete those  already  granted  by  the  ministry  of  Nassau ;  on  account  of  his 
high  connections  in  Prussia,  he  is  certain  to  succeed,  should  the  Company 
deem  it  expedient  to  provide  for  the  necessary  expenses. 


DESCRIPTIVE  NOTICE  OF  THE  MINES  AND  AM  ALGA 
MATION  PROCESS  OF  MEXICO. 

(^Continued  from  page  185.) 

In  every  mining  establishment  there  are  many  other  persons  employcJ 
besides  those  who  actually  break  away  the  ore  underground  ;  and  so,  in 
Mexico,  we  find  that  the  proportion  of  the  Buscones  or  Barreteros  is 
very  small  compared  with  the  whole  number  of  those  who  gain  their 
livelihood  by  working  for,  as  well  as  in,  the  mines.  I  must  here  have 
reference  particularly  to  Real  del  Monte,  because  I  have  a  more  inti- 
mate acquaintance  with  it  than  with  the  other  districts ;  and  at  Real  del 
Monte  the  proportion  of  the  Barreteros,  or  those  who  receive  an  eighth 
of  the  ore,  is  rarely,  if  ever,  more  than  a  seventh,  or  under  200  per- 
sons, the  remainder  of  those  employed  consisting  o£  Destajerat^  or 
minera  who  work  on  contract ;  Ademadores^  or  timbermen ;  Peones^  or 
labourers,  besides  a  host  of  watchmen,  malacate  men,  ore  dressers, 
smiths  and  their  assistants,  carpenters  and  assistants,  enginemen,  ma- 
sons, stablemen,  cart  and  waggon  drivers  and  others  ;  altogether  nam- 

The  10,600/.  average  of  cost  per  mile  includes  the  ground  prepared  to  receive 
A  double  rail,  but  the  road  to  have  only  a  single  one,  with  the  necessary  materials,  for 
the  present. 
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bering  in  one  week,  when  the  Rava  or  wages  aooount  was  presented, 
upwards  of  1,400  persons.  And  it  is  very  much  the  same  in  other  dis- 
tricts, excepting  that  circxmistances  may  tend  to  produce  a  difference  in 
the  relative  proportions  of  the  various  classes. 

The  wages  paid  vary  from  three  reals  to  a  dollar  per  day,  rarely  ex*« 
ceeding  the  latter,  and  only  heing  less  than  the  former  rate  in  the  cases 
of  boys,  who  are  mostly  employed  in  the  ore  dressing,  and  are  paid  from 
oDe  real  to  three  reals  per  day. 

The  supply  of  stores  is  an  important  point  in  the  economy  of  Mexican 
mining  on  a  large  scale ;  for  unless  the  purchases  are  made  of  many  of 
the  articles  at  the  proper  season,  considerable  loss  will  inevitably  follow 
to  the  concern.  Prices  vary  considerably  in  the  different  districts,  be* 
caase  much  depends  upon  their  proximity  to  or  distance  from  the  source 
of  supply— carriage  forming,  as  I  before  noticed,  a  large  item  in  the 
amount  of  cost.  It  would  tend  very  much  to  the  encouragement  of 
mining,  if  some  of  the  restrictions  and  heavy  duties  at  present  imposed 
upon  the  importation  of  mining  materials  and  stores  from  foreign  coun- 
tries were  removed.  Such  restrictions  only  serve  to  cripple  the  efforts 
of  the  miner,  and  consequently  indirectly  tend  to  lessen  the  revenues 
that  would  otherwise  flow  into  the  coffers  of  the  Government  from  a 
more  extended  working  of  the  mines.  The  same  remark  may  apply  to 
the  productions  of  Mexico  herself,  as  we  find  the  manufacture  of  gun- 
powder and  its  supply  to  the  mines  to  be  a  Government  monopoly ;  and 
for  this  essential  article  the  price  in  Mexico,  as  charged  to  the  miner,  is 
fonr  reals  per  lb.,  or  two  shillings  for  that  which  is  obtained  in  England 
for  sixpence,  of  equal  if  not  superior  quality. 

Having  thus  gone  through  some  of  the  most  important  particulars 
relating  to  the  mining  operations,  I  now  proceed  to  describe  the  method 
of  extracting  the  silver  from  the  ore,  at  the  establishments  maintained 
for  that  purpose,  called  Haciendas  de  Benefido^  or  Haciendas  de  Plata, 
of  which  there  are  many  of  great  extent  in  the  country.  The  Haci- 
endas Nneva  in  Fresnillo,  of  Sauceda  in  Zacatccas,  of  Barrera  in  Guan- 
axnato,  and  of  Regla  at  Real  del  Monte,  are  the  principal  estabHshments 
of  this  kind  at  present  in  use.  That  in  Fresnillo  is  the  largest  used  for 
amalgamation  only,  the  outer  walls  being  492  varas  in  length,  by  412 
varas  in  \iidth.  it  was  erected  at  a  cost  of  300,000  dollars,  and  is  very 
complete  in  all  its  arrangements. 

The  Hacienda  de  Regla  combines  very  extensive  smelting  works  with 
those  for  amalgamation.  It  possesses  ample  water-power  for  the 
arrastres  and  other  machines.  The  old  walls  are  of  amazing  solidity 
and  strength,  and  the  situation  is  most  romantic,  being  in  a  ravine,  the 
sides  of  which  are  composed  of  columnar  basaltic  rocks  to  a  height  of  150 
feet.  These  circumstances  contribute  to  make  it,  without  exception, 
tlie  most  interestine,  and  perhaps  the  finest,  hacienda  in  Mexico. 
^  The  ore  being  placed  in  heaps  in  the  yard  is  broken  by  hammers  into 
pieces  of  moderate  size,  and  carefully  picked ;  the  richer  parts  being  set 
aside  for  smelting,  and  the  poorer  for  amalgamation. 

In  the  smelting  process  .the  ore,  after  being  crushed,  is  mixed  with 
slag  or  remains  from  former  smeltings,  litharge  or  oxide  of  lead,  and  a 
little  iron  ore  and  lime.  These  are  put  into  the  furnace  with  charcoal, 
sod  the  silver  is  brought  down  with  the  lead,  the  two  metals  being  after- 
^nsiA  separated   in   refining  furnaces.     The  German  high  furnace  is 
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umially  employed,  and  the  superintendeDee  is  fVequend/  althoiigli  not 
always  entrusted  to  Germans. 

It  is  estimated  that  aboat  an  eighth  part  of  the  silver  prodnced  in 
Mexico  is  obtained  by  smelting ;  but  as  only  the  richest  ores  are  sub- 
jected to  this  process,  on  account  of  the  expense,  which  is  from  15/. 
to  20/.  per  ton,  except  in  a  district  like  Zimapan,  where  lead  ore  is 
abundant,  the  proportion  which  the  quantity  of  ore  smelted  bears  when 
compared  with  that  reduced  by  amalgamation  must  be  Tory  small 
indeed. 

The  process  of  amalgamation,  to  which  attention  is  now  more  particu- 
larly directed,  depends  upon  the  great  affinity  of  quicksilver  for  silver. 
In  order,  however,  to  make  this  known  property  available,  certain 
operations  are  requisite,  to  reduce  the  silver  contained  in  the  ore  to 
such  a  state  that  the  quicksilver  will  readily  combine  with  it. 

After  the  breaking  and  dressing  by  hand  the  ore  is  crushed,  either 
by  crushing  rollers  or  more  generally  by  stamps,  called  in  Mexico,  Mo- 
linos,  The  stamps  are  similar  in  principle  to  those  used  in  tlie  tia 
mines  of  Cornwall,  but  not  so  powerful,  and  are  worked  either  by 
water-power  or  by  mules.  As  the  ore  is  crushed,  it  falls  through  small 
holes  of  about  the  size  of  peas,  perforated  in  strong  hides  stretched  in  a 
slope  on  either  side  of  the  machine  placed  over  a  pit  which  receives  the 
fine  ore,  from  whence  it  is  conveyed  to  the  Arraitr€9  or  grinding 
mills. 

The  Arrastre  or  Tahona,  as  it  is  called  in  the  northern  districts,  is 
exceedingly  simple,  but  for  so  rude  a  machine  is  very  effective.  Baron 
Humboldt,  in  alluding  to  it,  says  that  he  never  saw  ore  so  finely  pul- 
verized as  he  saw  it  in  Mexico.  In  Guanaxuato,  where  there  is  macb 
gold  in  the  ore,  this  is  particularly  observable. 

The  arrastre  consists  in  the  first  place  of  a  strong  wooden  post  mov- 
ing on  a  spindle  in  a  beam  above  it,  and  resting  on  an  iron  pivot  be- 
neath turning  in  an  iron  socket  on  the  top  of  a  small  post  of  hard  wood 
which  rises  about  a  foot  above  the  ground  in  the  centre  of  the  arrastre. 
The  shaft  is  crossed  at  right  angles  by  two  strong  spars,  which  fonn 
four  arm?,  each  about  five  feet  long,  one  excepted,  which  is  about  nine 
feet,  to  admit  of  two  mules  being  attached  to  it,  by  which  ievemge  the 
machine  is  worked.  Sometimes  there  is  an  additional  arm  to  which 
the  mules  arc  attached. 

The  grinding  is  performed  by  four  large  stones  of  porphyry  or  basalt, 
loosely  attached  by  thongs  of  leather  or  string  to  the  four  arms.  These 
are  dragged  round  over  the  ore,  which  is  put  in  with  water,  until  it  is 
ground  to  an  exceedingly  fine  slime  or  mud,  called  the  lama  ;  and  tlie 
finer  this  is  done  the  more  successful  the  operation  is  likely  to  be,  be- 
cause the  silver  is  not  massive  and  metallic  in  the  ore,  but  is  intimately 
disseminated  throughout  the  matrix  in  combination  with  sulphur,  and  in 
very  minute  particles. 

One  of  these  machines  will  grind  six  quintals  or  600  pounds  weight 
of  ore  in  twenty-four  hours.  In  Zacatecas  and  Frcsnillo,  where  they 
do  not  grind  so  finely,  ten  quintals  are  reduced  in  the  twenty-four 
hours. 

Opinions  seem  to  difier  as  to  the  necessity  of  grinding  the  ore  very 
finely,  and  in  Zacatecas  capecialiy  it  is  not  thought  requisite  because 
the  ores  do  not  contain  gold ;  but  it  appears  very  probable  that  some  of 
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the  beaty  loes  of  silver  in  that  district  may  be  attributed  to  this  inatten- 
tioD  to  the  grinding,  because  where  the  particles  of  the  metallic  sul- 
phoret  are  so  minutely  dispersed  through  the  stone,  unless  this  stone  is 
ground  into  an  impalpable  powder,  so  as  to  allow  of  a  perfect  chemical 
scdoD  upon  the  exposed  surfaces,  there  cannot  be  complete  decomposi- 
tioiu  and  hence  we  have  residuums  called  marmajas  and  polvillos,  which 
bave  U>  nndei;go  the  operation  a  second  time.  I  could  mention  the 
names  of  several  practical  men  who  attach  great  importance  to  fine 
grinding,  but  shall  confine  myself  to  quoting  a  few  remarks  by  Mr. 
Woodficdd,  the  administrador  of  the  Hacienda  de  Regla,  who  has  had 
much  experience  in  the  amalgamation  process.  Alluding  to  the  grind- 
ing at  Bc^la,  which  he  considers  still  imperfect,  he  says,  '^  To  improve  the 
grinding,  I  consider  that  it  will  be  necessary  to  make  a  change  in  the  qua- 
lity of  the  stones  used  in  the  arrastres*  At  present  they  are  of  agate  and 
btinlt*;  the  former  are  used  for  the  bottom  of  the  arrastres,  and  the  latter 
for  the  grinding  stones.  After  being  a  short  time  in  use  these  stones 
have  a  very  smooth  surface,  and  slide  over  the  metal  without  any  grind- 
ing action*  In  Guanaxuato,  where  the  best  and  finest  grinding  is  ob- 
tained in  the  arrastres,  the  lining  or  foundation  and  the  grinding  stones 
are  of  a  porphyry  whieh  contains  a  coarse  grain,  and  forms  a  rough  sur- 
face to  the  last.'' 

Mr.  Woodfield  here  corrects  an  error  in  Mr.  Ward's  book  on  Mexico, 
and  copied  by  Dr.  Ure,  the  error  being  in  the  statement  that  the  grind- 
ing atones  as  well  as  the  sides  and  bottom  of  the  mill  itself  are  com- 
posed of  granite ;  the  fact  being  that  they  are  composed  of  porphyry,  as 
there  is  no  granite  in  the  immediate  vicinity  of  Quanajuato,  and  Humboldt 
only  speaka  of  granite  near  Acapulco.  Jamieson,  in  his  Manual  of 
Mineralogy,  says,  '^  In  Mexico,  owing  to  the  deep  and  high  cover  of  por- 
phyry, it  is  found  only  low  down,  as  at  Acapulco." 

Mr.  Woodfield,  however,  goes  on  to  say,  "In  the  year  1S28  I  was 
visiting  the  mineral  district  of  Comanga,  about  eighteen  leagues  north-west 
of  Guanaxuato,  in  company  with  the  late  Dr.  Jose  Maria  Bustamante,  a 
scientific  man  mentioned  in  Humboldt's  work;  and  we  there  found 
Bome  very  fine  granite,  which  has,  however,  never  been  distui'bed  for 
any  purpose.  In  the  Cafiadas,  a  short  distance  to  the  north  of  Valen- 
dano,  sienite  is  found  in  great  abundance ;  but  although  nearer  than  the 
quarries  from  which  the  ])orphyry  is  taken,  sienite  is  never  used,  on  ac- 
count of  its  having  the  same  defect  as  basalt,  namely,  a  deficiency  of 
gnonlar  surface  compared  with  porphyry." 

Recently  a  new  machine  has  been  introduced  at  Real  del  Monte 
which  bids  fair  to  supersede  the  old  Mexican  arrastres,  or  at  least  to 
change  the  opinion  before  entertained  of  the  efiiciency  of  the  latter. 
This  machine  is  similar  in  principle  to  some  of  the  grinding  mills  of  this 
country,  and  to  the  trapiche  of  Peru.  It  consists  of  two  large  circular 
edge  stones  faced  with  iron,  and  moving  over  iron  bottoms,  the  ore 
heing  crushed  and  ground  with  water  between  the  two  metal  surfaces. 
The  machine  is  turned  by  twelve  mules  in  the  twenty-four  hours,  four 
mules  working  at  a  time,  and  the  quantity  ground  to  a  fine  slime  is  sixty 

*  The  use  of  basalt  is  peculiar  to  Regla,  from  the  circumstance  of  the  sides  of  tho 
nviae  m  which  the  hacienda  is  situated  being  composed  of  basaltic  columnj,  easily 
d«tached,  and  consequently  the  stooes  cost  a  mere  triflv. 
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quintals,  or  about  ten  times  the  quantity  ground  by  a  common  arrastre ; 
and  there  is  reason  to  believe  that  the  quantity  might  be  doubled  by  the 
use  of  water  or  steam-power,  as  the  number  of  revolutions  would  be  in- 
creased. 

Instead  of  facing  the  stone  with  iron  the  grinder  might  bo  made  en- 
tirely of  iron  ;  but  it  is  objected  to  this  that,  being  cast  iron,  it  would  be 
useless  when  worn,  whereas  the  facings  may  be  replaced  at  compara- 
tively little  cost. 

The  ore  being  brought  into  a  finely  divided  state,  is  allowed  to  mn 
out  of  the  arrastrc  into  shallow  tanks  or  reservoirs,  where  it  remains  ex- 
posed to  the  sun  until  a  large  portion  of  the  water  has  evaporated,  when 
it  has  the  appearance  of  thick  mud ;  and  in  this  state  the  process  is 
proceeded  with. 

The  "  lama,"  as  it  is  called,  or  slime,  is  now  laid  out  on  the  patio^  or 
amalgamation  floor,  (which  is  in  some  places  boarded,  and  iu  others 
paved  with  flat  stones,)  in  large  masses  called  tortaSy  forty  to  fifty  feet  in 
diameter,  and  about  a  foot  thick,  consisting  frequently  of  sixty  to  seventy 
tons  of  ore;  and  so  extensive  are  the  floors  that  a  large  number  of  these 
tortas  are  seen  in  progress  at  the  same  time.  Thus,  at  the  Hacienda 
de  Regla,  the  patio,  which  is  boarded  and  carefully  caulked,  to  render  it 
water-tight,  is  capable  of  containing  ten  of  these  tortas,  of  about  sixty  tons 
each  and  fifty  feet  in  diameter.  The  Hacienda  de  Barrera,  in  Guanax- 
uato,  will  hold  eighteen  tortas  of  seventy  to  seventy-five  tons  each.  The 
Hacienda  Sauceda  at  Zacatecas  will  contain  twenty-four  tortas  of  sixty 
tons  each ;  and  the  patio  floor  of  the  Hacienda  Nueva,  at  Fresnillo,  is 
still  larger,  being  180  varas  in  length  by  as  many  in  width,  and  capable 
of  containing  sixty-four  tortas  of  seventy  tons  each !  Of  such  magni- 
tude are  the  works  requisite  for  the  reduction  of  the  ores  of  silver  by 
the  Mexican  process  of  amalgamation. 

Having  laid  out  the  masses  of  ore  in  the  patio,  the  operations  neces- 
sary to  produce  the  chemical  changes  commence.  The  first  ingredient 
introduced  is  salt,  which  is  put  into  the  torta  in  the  proportion  of  fifty 
lbs.  to  every  ton  of  ore,  (but  varying  in  different  districts,)  and  a  num- 
ber of  mules  are  made  to  tread  it,  so  that  it  may  become  dissolved 
in  the  water,  and  intimately  blended  with  the  mass.  On  the  following 
day  another  ingredient  is  introduced,  called  in  Mexico  magistral.  It  is 
common  copper  ore,  or  sulphuret  of  copper  and  iron  pulverized  and 
calcined,  which  converts  it  into  a  sulphate.  About  twenty-five  lbs.  of 
this  magistral  are  added  for  every  ton  of  ore  in  the  torta^  and  the  mules 
are  again  put  in  and  tread  the  mass  for  several  hours.  Chemical  action 
now  commences :  the  salt,  magistral  and  metallic  sulphuretsare  decom- 
posed, and  new  combinations  arc  in  progress*.  Quicksilver  is  then 
introduced,  being  spread  over  the  torta  in  very  small  particles,  which  is 
effected  by  passing  it  through  a  coarse  cloth.  The  quantity  required  is 
six  times  the  estimated  weight  of  the  silver  contained  in  the  ore,  or 
three  lbs.  for  every  marc  of  eight  oz. 

The  quicksilver  being  spread  over  the  surface  the  mules  are  once 
more  put  in,  and  tread  the  whole  until  it  is  well  mixed.  This  treading 
is  called  the  "  repaso"  and  is  repeated  every  other  day,  or  less  often, 

*  Mr.  Bowring  says,  **  The  only  chemical  action  is  the  formation  of  bichloride  of 
copper  and  sulphate  of  soda. " 
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aeconlmg  to  the  judgment  of  the  Azogttero  or  snperintcndent,  until  tlie 
operation  is  completed. 

Bat  it  is  in  the  progress  of  the  operation  that  the  skill  of  the  Azogvero 
is  most  required,  hecause  he  must  attend  to  certain  signs  or  appearances 
which  present  themselves  to  him,  and  upon  which  depends  the  success 
of  his  work,  whether  as  it  regards  the  produce  of  silver  or  the  economy 
of  quicksilver  and  other  materials  and  dme.  For  this  purpose  he  has  a 
small  quantity  of  the  torta  put  on  one  side,  upon  which  he  operates 
before  adding  materials  to  the  torta  itself:  this  is  called  ^guia^  or  guide. 
In  order  to  ascertain  how  the  chemical  action  in  the  torta  proceeds, 
he  collects  a  small  quantity  of  the  slime  and  washes  it  in  a  small 
bowl,  and  by  the  signs  presented  hy  the  quicksilver  and  amalgam  he, 
from  his  practical  knowledge  of  the  subject,  is  able  to  judge  as  to  the 
state  of  the  torta:  whether  it  requires  more  magistral  or  quicksilver;  or 
whether  it  has  had  too  much  magistral,  in  which  case  it  is  hot,  and 
a  litdc  limo  must  he  put  in  to  decompose  the  excess  of  bichloride  of 
copper*.  This  simple  plan  is  termed  the  ^Uentadura"  hy  which  in  fact 
the  Azoguero  is  guided  throughout  the  amalgamation  process. 

When  at  length  he  finds  that  quicksilver  is  no  longer  absorbed,  the 
operation  is  considered  complete,  and  the  torta  rendida^  or  ready  to 
be  washed,  and  sometimes  lime  is  added  to  stop  further  action.  A  large 
quantity  of  quicksilver  is  then  thrown  in,  and  is  called  "  d  bano^  or  bath, 
which  combining  with  the  amalgam,  causes  it  to  separate  the  more 
readily  from  the  slime  in  the  washing.  The  time  required  to  complete 
the  process  varies  from  ten  to  thirty  days;  but  in  some  places  is 
often  considerably  more,  according  to  climate  and  the  nature  of 
the  ore. 

The  amalgam  has  now  to  be  separated  from  the  mass,  which  is  done 
at  Real  del  Monte  hy  washing  it  iu  a  large  square  vat,  in  which  several 
men  keep  constantly  stirring  it  with  their  feet,  while  at  the  same  time 
a  stream  of  water  is  made  to  pass  through.  By  this  means  the  lighter 
particles  of  the  mud  flow  out  into  canals  furnished  with  basins,  called 
apuroSj  to  catch  all  stray  amalgam  and  quicksilver,  and  the  great  body 
of  the  amalgam  remains  at  the  bottom  of  the  vat. 

In  Guanaxuato  the  process  of  washing  is  more  perfect.  They  have 
three  circular  vats  called  tinaSy  in  which  the  ore  is  stirred  by  means  of 
long  wooden  teeth  fixed  in  cross  bars  attached  to  a  vertical  shaft,  the 
whole  turned  by  a  simple  machine,  worked  by  mules.  The  slime  has 
to  pass  through  the  third  vat  before  being  carried  entirely  away,  so  that 
a  very  small  portion  indeed  of  the  amalgam  escapes.  The  process 
of  washing  is  somewhat  similar  in  Zocatccas,  but  there  they  use  but  one 
tina  or  vat. 

The  whole  of  the  liquid  amalgam  being  collected  is  put  into  a  stout 
canvass  bag  called  a  mangay  through  which  the  uncombined  quicksilver  is 
strained,  leaving  the  hard  and  dry  amalgam  within.  This  dry  amalgam 
is  then  pressed  into  a  wedge-shaped  mould,  and  formed  into  what  are 
called  boUaSy  or  marquetas.  These  hollas  are  piled  up  in  a  circle  on  an 
iron  or  copper  stand,  having  a  round  hole  in  the  centre,  and  placed  over 
an  iron  basin  kept  cool  by  a  stream  of  cold  water  flowing  round  it;  or 
in  some  places  over  a  pipe  or  canal  leading  to  a  tank  of  water.     A  large 

■  Dowrlog. 
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bell-shaped  copper  Tessei,  called  a  edpeUinOy  is  then  lowered  over  the 
whole,  and  carefully  luted.  A  charcoal  fire  confined  around  by  fire 
bricks  is  then  lighted,  and  kept  burning  all  night,  and  by  its  heat  the 
quicksilver  is  volatilized,  and  separating  from  the  silver  finds  its  way  into 
the  vessel  below,  where  it  is  condensed,  leaving  the  silver  in  a  pure 
state.  The  silver  is  afterwards  cast  into  bars  and  sent  to  the  mint  for 
coinage. 

{To  he  continued,) 


PARLIAMENTARY  PROCEEDINGS. 

LOBDa 

Feb.  2. — Fees  on  Bills. — ^Lord  Kinnaird  moved  "for  a  return  of  the 
amount  of  fees  incurred  by  the  introduction  of  railway  bills  into  this  House 
during  the  last  session  of  Parliament,  and  by  petition  against  such  bills,  and 
how  applied."  The  necessity  for  this  motion  was  proved  by  the  enoxmous 
expenses  attendant  on  the  passing  of  railway  bilhs.  The  noble  lord  cited 
one  case  in  which  the  whole  estimated  cost  was  200,000^.  All  the  propiie- 
tors  on  the  line  assented,  and  the  neighbourhood  anticipated  great  bsnO&ts; 
but  tbe  cost  of  meeting  the  opposition  of  another  amounted  to  no  less  a  sum 
than  15,0()0^. ;  and  in  another  case  in  which  a  private  gentleman  opposed  a 
railway,  all  the  attorneys*  accounts  amounted  to  800/.,  of  which  the  fees  of 
Parliament  took  up  3006.    The  motion  was  agreed  to. 

Feb.  6. — Railway  Deposits — Report  op  the  Select  Goioiittbe. — ^Lord 
Dalhousie  said,  I  have  been  requested  by  the  committee  to  report  the  follow- 
ing resolution : — ''  That  it  is  the  opinion  of  this  committee  thkt  such  portion 
of  the  Standing  Order  No.  224  as  requires  the  promoters  of  a  railway  bill  to 
deposit  one-tenth  of  the  capital  subscribed,  should  be  suspended,  with 
respect  to  sucb  railway  bills  as  shall  commence  in  the  House  of  Lords  during 
the  present  session.  That  no  such  railway  bill  should  be  read  a  first  time 
until  a  further  sum  of  one-twentieth  of  the  amount  subscribed  be  deposited, 
and  not  read  a  third  time  until  an  additional  one-twentieth  be  deposited, 
and  that  no  railway  bills  be  received  after  Monday,  the  23rd  of  Februaiy.'' 

Feb.  6. — Railway  Bills. — ^The  Karl  of  Dalhousie  drew  the  attention  of 
their  lordships  to  the  railway  resolutions  laid  on  the  table  last  night.  The 
committee  recommended  the  commencement  of  certain  bills  this  session  ia 
their  lordships^  House ;  and  it  was  proposed  that  all  Irish  bills  should  be 
there  originated.  The  noble  Earl  went  into  a  histoiy  of  the  Standing  Orders 
of  both  Houses  in  relation  to  the  per-centage  required  to  be  paid  up  on  the 
deposits.  The  House  of  Lords  required  a  payment  of  10  per  cent. ;  the 
House  of  Commons  a  payment  of  5  per  cent.  The  committee  recommended 
that  for  a  payment  of  5  per  cent,  the  bill  might  be  admitted,  provided  the 
deposit  had  been  made  on  the  6th  of  February,  but  that  they  snould  not  be 
admitted  to  a  third  reading  until  an  additional  5  per  cent,  should  be  paid ; 
this  would  place  them  nearly  in  the  same  position  which  they  would  have 
occupied  if  they  had  been  onginslly  introduced  into  the  House  of  Commons. 
Measures  passed  last  session  m  the  Commons,  and  which  had  been  dropped 
in  the  House  of  Lords,  should  pass  the  Commons  profornid,  and  come  before 
the  Lords  immediately,  and  that  competing  projects  should  be  permitted  to 
originate  in  the  Lords.  The  noble  lord  concluded  by  moving  a  resolutioa 
founded  on  the  Report  of  the  Committee^— Lord  Monteagle  considered  that 
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the  piopoMd  alteration  would  benefit  the  Iiiah  labourer,  by  bringing  the 
Tulwaj  works  in  that  country  into  earlier  operation.  He  would  flugffest 
the  propriety  of  admitting  proof  of  compliance  with  the  Standing  Chrders 
slnraltaneouily  before  both  Houses.  He  thought  that  the  deposits  might 
be  made  in  public  securities  as  well  as  in  money. — ^The  Earl  of  Stradbroke 
urged  the  necessity  of  giying  precedence  to  bills  connected  with  the  south 
of  Ireland. — ^The  resolutions  were  agreed  to. 

FsB.  10. — Railway  IivvESTiiEifTs. — ^Lord  Brougham  gave  notice  that  he 
would  move  for  a  return  of  all  the  monies  that  had  been  paid  to  the  Ao- 
cotmtant-GenenJ  on  account  of  railways  to  be  brought  before  Parliament 
this  session. 

Feb.  12. — Select  Gommittee^s  Second  Report. — ^The  Earl  of  Dalhousie 
stated  that  the  committee  had  prorided  against  all  unnecessary  delay  in  the 
progress  of  Irish  bills,  and  had  taken  measures  to  preyent  any  discrepancy 
as  to  Standing  Orders  which  might  be  expected  to  arise  from  the  originating 
of  railway  biUs  in  the  House  of  Lords.  Thev  had  recommended  the  system 
of  last  session,  namely,  grouping  together  the  bills  within  a  particular  dis- 
trict, either  as  competing  hues,  or  as  baring  a  general  relation  to  each 
other ;  and  in  fact,  they  had  recommended  erery  arrangement  with  a  view 
to  the  prevention  of  unnecessary  delay. 

Bboad  and  NARaow  Qauoes. — ^In  answer  to  Lord  Kinnaird,  the  Earl  of 
Dalhousie  said,  he  had  received  the  Report  on  tho  Gauges  to-day,  and  he 
would  take  care  to  lay  it  on  the  table  without  delay. 

Feb.  13. — ^Lord  Dalhousie  moved  the  adoption  of  the  resolutions  of  the 
second  Report  of  the  Lords'  committee,  which  were  agreed  to. 
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"  Resolved, — ^That  it  is  the  opinion  of  this  committee  that  the  Standing 
Orders  of  this  House  with  regard  to  railway  bills  should,  as  respects  railway 
bills  commenced  in  this  House  during  the  present  session,  be  altered  in  the 
following  particulars : — 

^  That  Standing  Order  No.  219  be  altered  in  the  following  particulars, 
viz  :--That  on  the  bill  being  reported  to  the  House  from  the  committee  on 
the  bill,  or  at  any  time  previously,  on  the  petition  of  the  parties  to  such 
bill,  or  any  of  them,  the  bill  shall  be  referred  to  the  Standing  Order  com- 
mittee, which  shall  inquire  whether  the  Standing  Orders,  the  compliance 
with  which  is  directed  to  be  proved  before  or  reported  by  the  Standing 
Order  committee  previously  to  the  third  reading  of  the  bill,  have  been  com- 
plied with,  and  the  committee  shall  report  on  the  matters  referred  to  them 
by  the  Standing  Orders.  That  five  clear  days*  notice  be  given  of  such 
meeting  of  the  committee,  and  that  it  be  proved  to  the  satisfaction  of  the 
committee  that  the  Standing  Orders  had  been  complied  with  ^ye  clear  days 
before  such  meeting  of  the  committee.  That  the  Standing  Order  committee 
sball  not  meet  to  consider  the  compliance  with  such  of  the  Standing  Orders 
as  are  directed  to  be  brought  before  them,  until  after  the  expiration  of  seven 
clear  davs  from  the  presentation  of  the  petition,  if  the  bill  relate  to  England, 
nor  until  after  the  expiration  of  ten  clear  days,  if  the  bill  relate  to  Scotland 
or  Ireland.  That  every  petition  complaining  of  a  non-compliance  with  such 
of  the  Standing  Orders  as  are  directed  to  be  proved  before  the  Standing  Order 
committee  subsequently  to  the  first  reading  of  the  bill,  shall  be  presented 
three  clear  days  before  the  meeting  of  the  committee  to  consider  such 
Standing  Orders. 

"  That  Standing  Order  No.  220  be  altered  in  the  following  particulars, 
viz.:— That  the  service  of  every  application  required  to  be  made  to  the 
owners  or  reputed  owners,  lessees  or  reputed  lessees  and  occupiers,  by  the 
fourth  paragraph  of  the  said  Standing  Order,  may,  unless  a  petition  oom- 
ptaining  of  the  want  of  due  service  of  such  application  shall  have  been  re- 
£eRed  to  the  Standing  Order  committeei  be  proved  by  tho  evidence  of  the 
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agent  or  solicitor  for  the  bill,  stating  that  he  gare  directions  for  the  serrice 
of  such  application  in  the  manner  and  within  the  time  required  by  the 
Standing  Orders,  and  that  he  believes  that  such  application  was  so  serred ; 
but  in  case  the  Standing  Orders  committee  shall  not  be  satisfied  with  the  m- 
denco  of  the  agent  or  solicitor,  the  service  of  such  application  shall  be 
proved  in  the  usual  manner.  That  no  bill  commencing  m  this  House,  and 
empowering  any  company  already  constituted  by  Act  of  Parliament  to  exe- 
cute any  work  other  than  that  for  which  it  was  originally  established,  shall 
be  read  a  third  time,  unless  the  committee  on  Standing  Orders  shall  have 
specially  reported  that  the  requisitions  contained  in  paragraph  No.  5  of  such 
order  have  been  complied  witn. 

"  That  Standing  Order  No.  224  be  altered  to  the  following  particulars, 
viz. : — That  as  respects  all  railway  bills  which  shall  commence  m  this  House 
during  the  present  session  of  Parliament,  it  shall  be  proved  to  the  satis&c- 
tion  of  the  Standing  Order  committee,  that  a  sum  equal  to  one-twentieth 
part  of  the  amount  subscribed  has  been  deposited  in  the  manner  required  by 
the  said  Standing  Order,  on  or  before  the  6th  day  of  February,  inst. ;  and  it 
shall  likewise  be  proved  to  the  satisfaction  of  the  said  committee,  before  the 
third  reading  of  such  bill,  that  a  further  sum  equal  to  one-twentieth  part  of 
the  amount  8ubscril)ed  has  l^een  deposited  in  like  manner. 

"  That  Standing  Order  No.  225  oe  altered  in  the  following  particulan, 
viz. : — ^That  it  shall  be  sufficient  if  the  proof  required  to  be  given  by  the 
last-mentioned  Standing  Order  be  adduced  before  the  Standing  Order  com- 
mittee, at  any  time  previous  to  the  third  reading  of  the  bill.  That  all  the 
Standing  Orders  applicable  to  railway  bills,  except  such  of  them  or  such 
|)art  of  them  as  are  altered  by  or  are  inconsistent  with  the  aforesaid  Stand- 
ing Order,  shall  apply  to  the  railway  bills  commenced  in  this  House  during 
the  present  session  of  Parliament,  and  to  the  proceedings  in  such  bills." 

Feb.  17. — Railway  Gauoss. — ^The  Earl  of  Balhousie  laid  upon  the  table 
the  Report  of  the  Commissioners  on  the  respective  merits  of  tne  broad  and 
narrow  gauges  on  railways. 

COMMONS. 

Feb.  2. — ^Thb  Oauoes. — ^Mr.  Gisbome  wished  to  know  when  the  reports 
upon  the  relative  merits  of  the  two  gauges  might  be  expected  ]  and  Sir  G. 
Grey  replied,  as  soon  as  possible. 

Feb.  4. — Irisu  Gbeat  W£STERir.-«>Mr.  B.  Baldwin  moved  that  it  be  an 
instruction  to  the  committee  on  this  bill  to  entertain  the  petitions  of  the 
Midland  Great  Western  Bill  of  Ireland,  and  James  Malley  and  others,  not- 
withstanding that  the  same  may  not  have  been  presented  three  clear  days 
before  the  meeting  of  the  committee.  This  instruction  was  necessaiy  in 
consequence  of  the  adjournment  on  Friday.  A  person  had  written  him  that 
the  petitions  would  be  in  the  hands  of  the  parhamentary  agent,  Mr.  Smith, 
on  tnat  day ;  and  that  gentleman  came  to  him  on  Monday,  and  said  he  had 
not  brought  him  (Mr.  Baldwin)  the  petitions,  because  he  knew  the  House 
did  not  sit.  Under  these  circumstances  he  hoped  the  petitions  would  l^e 
received. — Mr.  O'Connell  called  for  the  opinion  of  the  Speaker,  who  said 
that  the  rule  was  clear  that  the  presentation  of  petitions  snould  not  be  pre- 
judiced bv  the  adjournment  of  the  House,  provided  the  member  to  whom 
the  petition  was  intrusted,  or  any  other  member,  pledged  his  word  that  the 
petition  was  ready  to  be  presented  on  the  day  on  which  the  House  did  not 
sit.  This  rule,  however,  did  not,  of  course,  include  parliamentary  agents. 
The  motion  was  negatived  without  a  division. 

Feb.  6. — Rbpobt  of  Select  Committee  on  Railways. — Lord  G.  Somerset 
brought  up  the  first  Report  (which  will  be  found  amongst  our  Official 
Papers). 

Manchester  and  Southampton  Petition. — Mr.  Gisbome  had  given  notice 
of  a  committee  to  inquire  whether  an  addition  had  been  made  to  the  pcti- 
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tion  after  its  presentation  to  the  House.    It  was  satisfactorily  explained, 
that  ft  sheet  had  been  dropped  in  forwarding  the  petition. 

Fra.  6. — Railway  Bills. — Lord  G.  Somerset  called  the  attention  of  the 
House  to  the  resolutions  of  the  Select  Committee.    The  first  was,  that  a 
portion  of  the  bills  should  commence  in  the  House  of  Lords  ;  and  that  in  the 
caw  of  all  bills  thus  commencing  in  the  House  of  Lords,  this  House  should 
not  insist  on  their  usual  privilege  with  regard  to  the  clauses  fixing  and 
regulating  the  toll  rates  in  such  bills.    The  committee  also  considered  it 
necessary,  in  order  to  give  increased  means  of  employment  to  the  people  of 
Ireland,  that  facilities  should  be  given  for  the  early  introduction  of  Irish 
bills.    Now,  in  order  to  facilitate  the  passing  of  those  measures,  this  pro- 
ceeding was  reconmiended,  and  therefore  he  trusted  the  House  would  not 
hesitate  to  adopt  the  report. — 'Mr.  F.  French :  The  resolutions  would  affect 
two  classes  of  bills,  yiz.,  all  Irish  bills,  and  all  such  other  bills  as  were  in 
the  position  of  that  of  the  London  and  York.    The  noble  lord  had  recom- 
mended that  all  bills  thus  circumstanced  should  go  at  once  before  the  House 
of  Lords ;  but  this,  he  contended,  would  be  a  most  inconvenient  course  for 
the  Irish  bills.    He  could  show  pretty  clearly  that  there  was  no  substantial 
benefit  whatever  conferred  on  the  Irish  bills  by  this  arrangement.     He 
found  that  if  the  committee  report  that  the  Standing  Orders  have  not  been 
complied  with,  the  bill  is  referred  to  the  Standing  Orders  Committee.    Now, 
this  was  most  unjust.    He  contended  that  they  snould  not  be  allowed  to  do 
so,  as  they  thus  put  the  opposing  parties  to  renewed  expense,  just  as  if  they 
had  not  made  out  their  case.    There  was  a  difference  of  practice  in  the 
Commons  and  the  Lords :  in  the  former,  in  Irish  bills,  it  was  only  necessary 
to  prove  the  service  of  the  proper  notices  by  an  affidaAdt,  sworn  before  a 
judge  or  an  assistant  barrister.    In  the  House  of  Lords,  however,  it  was 
necessaiy  to  bring  over  every  person  who  had  served  these  notices,  jin  order 
to  prove  them.    If  the  practice  of  the  House  of  Commons  were  adopted,  a 
material  saving  would  be  made. — ^Mr.  Bemal  was  not  prepared  to  prefer 
Irish  schemes  until  he  saw  the  justice  of  such  a  preference  ;  for  when  they 
considered  the  number  of  English  schemes  at  present,  and  the  mystery  as 
to  their  ultimate  success,  such  a  step  was  contrary  to  justice.     The  Report 
would  assuredly  disappoint  the  puolic,  and  neither  Ireland  nor  ScotLand 
would  consider  this  preference  as  a  boon.    He  also  thought  that  the  noble 
lord  on  the  committee  might  be  prepared  with  some  scheme  to  lessen  the 
enormous  expense  attendant  on  these  railway  schemes,  and  suggest  some 
better  way  of  disposing  of  them. — The  O'Connor  Don  considered  it  would  be 
esteemed  the  greatest  service  to  Ireland  to  employ  the  Irish  labourers  in 
their  own  country. — ^Mr.  Aglionby  opposed  the  adoption  of  the  Report.— 
Sir  G.  Clerk  did  not  consider  that  any  possible  inconvenience  coula  arise 
from  the  adoption  of  the  course  suggested  by  the  Select  Committee.   Owing 
to  the  peculiar  position  of  Ireland,  tne  Government  were  anxious  that  every 
facility  should  oe  given  to  the  passing  of  all  Irish  railway  bills,  with  a  view 
to  giving  the  labouring  population  of  that  country  employment  when  it 
would  be  most  wanted,  namely,  in  the  months  of  June  and  July  next. — Mr. 
Ross  said  it  would  be  well  that  all  bills  not  having  to  encounter  competition 
should  be  at  once  sent  to  the  House  of  Lords. — Mr.  Green  said  that  those 
bills  which  complied  with  the  Standing  Orders  (it  was  recommended)  should 
be  sent  at  once  to  the  House  of  Lords,  and  that  would  greatly  facilitate  the 
business. — ^Mr.  W.  CoUett  considered  that  the  Government  ought  to  take 
some  means  for  expediting  the  bills  which  had  once  been  reported  to  have 
fulfiUed  the  Standing  Orders. — The  Speaker  having  then  reaa  some  extracts 
from  the  Report,  Mr.  E.  B.  Dennison  said  that  it  would  be  a  very  hard  case 
should  they  rescin'd  the  order  of  the  7th  of  July  last.    It  provided  that  bills 
which  had  passed  the  ordeal  of  this  House  should  be  entitled  to  go  into  the 
House  of  Lords  just  as  they  stood — meaning  those  bills  which  had  passed 
the  Standing  Orders  Committee.    Now,  that  was  the  case  of  the  Portsmouth 
group  and  the  London  and  York,     Would  it  not  be  very  hard  indeed  if 
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theie  oompaiuM,  after  having  gone  to  such  eoomous  expense,  should  be 

{>recluded  now,  and  have  to   commence  de  novo  i    The  motion  was  at 
ength  i^pneed  to. 

Fjbb.  9.— Thk  Atbshibe  avd  Galloway  Subscriptiok  Dbbd. — Mr.  Hodg- 
son wished  to  put  a  question  to  the  Attorney-General.  The  House  was 
aware  that  the  Bubscription  contract  of  every  company  required  three  par- 
ties, two  of  whom  were  the  shareholders  and  the  trustees.  In  the  contract 
deed  of  this  companv  the  trustees  were  also  shareholders.  The  committee 
had  reported  that  the  Standing  Orders  had  not  been  complied  with,  u 
they  were  of  opinion  that  the  Bubscription  contract  was  rendered  invalid  by 
the  fact  of  the  trustees  being  also  shareholders.  He,  therefore,  asked  if  this 
circumstance  necessarilv  invalidated  the  subscription  contract. — ^The  Attor- 
ney-General said  that  the  Standing  Orders  only  required  that  the  parties  to 
the  subscription  contract  should  bind  themselves,  their  heirs,  executors,  t^^^ 
to  the  payment  of  the  sums  mentioned  in  the  deed.  In  the  present  case  one 
of  tho  parties  to  the  deed,  the  trustees,  were  also  shareholders ;  so  that,  in 
fact,  they  constituted  one  party — they  were  both  .covenantors  and  cove- 
nantees. Upon  this  the  committee  reported  that  the  contract  was  invalid 
so  far  as  related  to  the  trustees.  He  thought  they  were  mistaken.  The 
question  was,  whether  the  Standing  Orders  were  complied  with,  by  binding 
tne  parties  to  the  deed  to  the  payment  of  the  subscription  money  ;  that  was 
done  by  the  trustees,  although  thej  were  also  the  shareholders.  It  was 
true  that  the  trustees  could  not  bnng  an  action  at  law,  because  a  party 
could  not  sue  himself ;  but  in  equity  the  parties  were  bound  by  the  deed, 
and  must  pay.  This,  besides,  was  a  Scotch  railway,  and  as  there  was  no 
distinction  between  law  and  equity  in  the  Scotch  courts,  if  the  deed  were  to 
be  enforced  there  it  did  not  signify.  He  thought  that  the  subscription  con- 
tract was  a  good  one  in  England,  and  especially  so  in  Scotland. — Sir  J.  Tarde 
BuUer  would  not  pretend  to  combat  the  law  as  laid  down  by  the  Attorney- 
General  The  best  course  seemed  to  him  to  be,  not  to  allow  this  bill  to  take 
the  usual  course,  but  to  let  the  sub-conmuttee  take  the  point  into  considera- 
tion.— Mr.  Greene  moved  ^  That  the  matter  be  referred  back  to  the  0(»n* 
mittee  to  make  a  fresh  Report,"  and  the  motion  was  carried. 

Fbb.  12. — Select  Committee's  Secokd  Report. — ^Lord  G.  Somerset  moved 
the  further  consideration  of  tiiis  Report  (see  Official  Papers).— On  the  ques- 
tion that  the  Report  be  agreed  to.  Mr.  T.  Duncombe  called  the  attention  of 
the  House  to  a  proposition  whicn  would  curtail  the  duties  of  the  commit- 
tees. The  greater  portion  of  the  time  of  the  committees  was  occupied  in 
proving  '^  trajjUr  This  was  a  great  waste  of  time,  for  every  one  knew  how 
traffic-tables  were  got  up.  The  proposers  always  produced  a  large  amount 
of  traffic  up  to  a  certain  point — ^then  there  was  rebutting  evidence,  and  as 
neither  party  was  upon  oath,  the  committee  had  to  listen  to  the  most  ex- 
travagant statements.  If  a  railway  was  necessary  between  two  towns,  he 
should  not  require  any  traffic-tables.  The  last  resolution  in  the  Report 
stated,  that  '^  every  committee  should  fix  the  tolls  and  determine  the  maxi- 
mum rates  of  charges  for  conveyance ;  but  if  the  committee  should  not 
deem  it  expedient  to  detennine  such  maximum  rates,  a  special  R^Mrt, 
explanatory  of  the  grounds  of  their  omitting  to  do  so,  should  be  macw  to 
the  House,  which  special  Report  should  accompany  the  Report  of  the  bill.** 
Why  not  add  a  similar  resolution  to  enable  the  committees  to  decide  on  the 
question  of  traffic,  with  the  proviso  that  if  they  did  not  think  it  expedient 
to  hear  evidence,  they  might  refuse  to  do  so,  and  report  to  the  House  their 
reasons  for  such  reAisals  \  The  hon.  gentleman  then  moved  that  a  resolu* 
tion  to  this  effect  should  be  added. — Lord  G.  Somerset  begged  to  state,  that 
every  case  was  under  the  consideration  of  the  conunittee,  and  they  would 
shortly  report  upon  it.  He  hoped,  therefore,  the  hon.  gentleman  would 
withdraw  his  amendment.  Committees  ought  to  have  a  discretion  in  calling 
sufficient  evidence  to  prove  traffic. — Mr.  B.  Denison,  as  chairman  of  two  or 
throe  committees,  agreed  with  the  hon.  mmnber  for  Finsbury,  that  the 
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manlier  of  dealing  with  traffic  was  most  unsatigfaetoTy,  and  it  was  necessary 
thtt  the  House  should  consider  this. — Mr.  T.  Buncombe,  ascertaining  that 
the  question  was  under  consideration,  would  withdraw  his  amendments— 
Mr.  F.  M.  Stewart  said,  that  with  regard  to  the  selection  of  members  for  the 
committees,  some  had  had  only  six  weeks  of  this  duty,  and  others  had  not 
ttfted  its  sweets  at  alL  He  thought  it  was  fair  that  those  who  had  serred 
Ust  session  should  be  ex*empt  now,  until  those  who  had  not  served  had  done 
8o.~Mr.  Gisbome  disagreed  with  his  hon.  friend  on  this  point.  The  mem^ 
bers  who  had  served  last  year  had  got  over  their  incompetency,  and  the  rail- 
way bills  ought  to  have,  the  benefit  of  their  experience  this  year. — ^The 
unendment  was  then  withdrawn,  and  the  Report  received. — Lord  G.  Somerset 
(hen  moved  that  the  following  members  should  be  appointed  on  the  com- 
mittee of  classification : — ^Lord  Courtenay,  Mr.  Fox  Mame,  Mr.  Wilson  Patten, 
Sir  William  Somerville  and  Mr.  Pakington. 

Fib.  13. — ^Pktitiohs  for  Private  Bills. — ^Mr  Strutt  brought  under  the 
nodee  of  the  House  the  fact  that  several  petitions  for  private  bills  had  been 
received  by  the  House  in  consequence  of  some  irregularity  which  they  con- 
tained having  been  overlooked.  There  were  several  instances  where  the  Stand- 
ing Order,  111  A,  had  not  been  complied  with. — Mr.  Greene  gave  a  notice  of 
motion  to  the  effect,  ''That  in  all  cases  of  private  bills  no  petitions  should  be 
received  unless  they  had  been  prepared  and  properly  signed  bv  the  parties 
themselves." — ^Mr.  Entwistle  said,  that  complaints  had  frequently  been  made 
of  the  operation  of  the  Standing  Orders  in  reference  to  matters  of  a  minor  and 
very  trivial  nature,  and  parties  were  often  put  to  enormous  expense  by 
being  compelled  to  attena  here,  and  then  all  that  was  lost  by  reason  of  the 
bill  being  thrown  out  upon  some  matter  of  a  very  trifling  nature,  and  they 
irere  told  that  they  had  been  defeated  by  a  non-compliance  with  the  Stand- 
mg  Orders.  With  regard  to  what  the  hon.  member  for  Lancashire  had  said, 
he  would  just  make  this  observation,  that  the  number  of  petitions  was  so 
great  that  it  was  quite  impossible  for  this  House  to  take  cognizance  of  the 
contents  of  the  whole  of  them.  It  would  be  well,  therefore,  if  some  measure 
were  introduced  to  prevent  this  useless  expenditure  of  thousands  of  pounds 
before  a  bill  had  passed  the  Standing  Orders. 

Fn.  16. — ^Railway  CLASSinoATioir. — ^Mr.  W.  Patten  brought  up  a  Report 
from  the  Railway  Classification  Committee,  stating  that  they  experienced 
great  difficulty,  in  consequence  of  parliamentary  agents  entering  their  pro- 
jects under  one  head  at  tne  Board  of  Trade,  at  the  Private  Bill  Office  under 
soother,  and  upon  introducing  them  to  that  House  under  a  third,  which  ren- 
dered it  almost  impossible  for  the  committee  to  make  a  correct  classification. 
The  committee  trusted  that  the  House  would  make  some  order  to  check  this 
irregular  mode  of  procedure. 

Petition  aqautt  Private  Bilus. — ^Mr.  Greene  brought  forward  his  motion, 
'^That  it  be  an  instruction  to  the  committee  on  petitions  for  private  bills, 
tnd  to  all  committees  upon  private  b^ls,  not  to  hear  parties  on  any  petition 
referred  to  them,  which  shall  not  be  prepared  and  signed  in  strict  conformity 
with  the  rules  and  orders  of  this  House."  He  was  well  aware  that  to  a  cer^ 
tain  d^ree  it  fell  to  that  House  to  direct  the  conunittee  upon  petitions  for 
private  bills  not  to  hear  parties  who  had  not  complied  with  tne  Standing 
Orders  of  that  House  ;  but  he  believed  that  it  would  be  unjust  to  enforce  this 
order,  since  no  instructions  had  been  issued  to  the  committee,  that  ihey 
were  not  entitled  to  refuse  to  hear  parties  upon  petitions,  even  though  those 
petitions  had  not  been  remitted  in  strict  conformity  witn  the  rules  of  the 
House.  There  was  no  general  notice  by  which  parties  at  a  distance  could 
know  what  passed  in  committee,  and  until  the  present  resolution  was  agreed 
to,  or  rejected,  he  thought  it  would  be  unfair  to  enforce  the  order  in  ques- 
tion. He  had  felt  himself  bound  to  hear  parties,  and  inasmuch  as  it  was 
necessary  to  regularly  enforce  this  order  of  the  House,  he  had  given  notice 
of  the  motion  upon  the  paper.  Every  petition  which  was  to  be  presented 
to  that  House  could  not  be  examined,  and  therefore  the  petitions  were  re- 
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mitted  to  a  select  committee,  not  so  much  for  the  purpose  of  relieving  the  derb, 
hut  in  order  to  cx])edito  public  business.  lie  thought,  therefore,  that  parties 
at  a  distance  were  as  much  entitled  to  know  the  regulations  of  that  House  as 
they  were  of  any  new  statute  which  might  be  paased.    He  concluded  by 
moring  the  resolutions  of  which  he  had  given  notice. — Mr.  Entwisle  com- 
mented upon  the  frivolous  objections  in  some  of  the  petitions  against  bills, 
and  he  saw  no  reason  why  the  Standing  Orders  should  be  at  all  relaxed.    He 
knew  one  instance  in  which  a  petition  had  been  presented  against  a  railway 
bill,  on  the  ground  of  the  subscription  deed  not  having  been  signed  in  ac- 
cordance with  the  Standing  Orders :  the  fact  being,  that  about  forty  of  the 
subscribers  had  signed  by  power  of  attorney,  and  the  sole  object  of  the  peti- 
tion, as  avowed,  had  been  to  put  the  parties  to  the  expense  of  bringing  up 
witnesses  from  Scotland  and  Ireland  to  prove  the  correctness  and  vahdity 
of  those  signatures.    Parties  who  came  forward  to  oppose  others  on  the 
ground  of  non-compliance  with    Standing  Orders,  should    comply  with 
them  themselves.    He  should  therefore  move,  *^  That  the  word  'hereafter' 
be  left  out "  of  the  resolution  proposed  by  the  hon.  member  for  Lancaster.— 
Sir  W.  Heathcote  had  leaned  to  the  amendment  jxist  proposed,  but  on  con- 
sideration  it  occurred  to  him  that,  in  justice  to  the  parties  whose  petitions 
had  firHt  brought  about  the  discussion,  it  could  not  be  enforced.    Had  the 
enforcement  of  the  Standing  Order  been  in  the  first  instance  insisted  on, 
those  parties  would  have  had  time  to  amend  their  petitions,  and  put  tlie 
name  or  short  title  of  the  bill  at  the  heads  of  them,  and  Uiey  could  then 
have  been  presented  in  time  to  be  heard.    But  now,  if  they  were  produdcii 
from  a  hearing,  they  would  be  too  late  to  amend  their  error,  or  have  their 
petitions  brought  forward  again. — Mr.  B.  Escott  said  he  thought  the  pro- 
position was  either  a  useless  repetition  of  the  rules  of  the  House,  or  an  im- 
proper interference  with  the  rignts  of  the  petitioners.    He  thought  that  the 
matter  too  much  affected  one  particular  railway. — Mr.  Gisbome  begged  to 
be  permitted  to  offer  a  few  observationsi  as  he  had  previously  been  heard 
upon  the  late  occasion,  when  it  had  been  before  the  House.    It  had  been 
urged  that  the  Standing  Order  No.  111-a  could  not  be  enforced  by  the 
committee,  because  no  penalty  was  attached  to  it.    He  could  show  them  one 
or  two,  or  rather,  indeed,  many  others  of  those  same  Standing  Orders  to 
which  there  were  no  penalties  attached.    The  House  did  not  pretend  to  dis- 
cover defects  in  the   petitions  when  presented.     Petitions  were  seldom 
even  opened.    It  was  not  known  whether  there  was  a  single  signature  at^ 
tached  to  them.    It  was  taken  on  the  good  faith  of  the  member  who  pre- 
sented the  petition  that  it  was  what  it  professed  to  be.    He  (Mr.  Gisbome) 
was  one  of  those  who  thought  the  Standing  Orders  too  stringent,  and 
that  they  ought  to  be  relaxed.     But  whilst  they  remained  and  were 
in  force,  the  House  should  not  take  single  cases  of  the  sort  then  under  con- 
sideration.— Mr.  Strutt,  as  the  first  person  who  brought  the  matter  under 
consideration,  would  observe  that  the  Standing  Order  under  consideratioD 
was  of  the  same  kind  as  all  the  other  fitimding  Orders ;  and  the  hon.  mfloiber 
for  Nottingham  had  just  stated  that  if  there  were  no  penalty  attached  to 
the  Standing  Order  111-a,  neither  was  there  any  penalty  attached  to  the 
others.    But  there  was  a  penalty  attached  to  the  others,  being  no  less  than 
the  loss  of  the  bill,  in  the  case  in  which  the  non-compliance  should  have 
been  shown.    The  requirement  of  the  Standing  Order  under  consideration 
was  important,  viz.,  the  prevention  of  mistakes  in  the  case  of  petitions.    He 
thought  it  desirable  that  the  House  should  come  to  the  resolution,  and  all 
that  ne  objected  to  was  that  they  should  qualify  it  by  the  word  "  hereafter." 
As,  however,  the  parties  who  had   presented   the  petitions  could  have 
amended  them  had  they  been  objected  to  at  the  table  of  the  House  in  the 
first  instance,  and  as  it  would  be  then  too  late  for  them  to  do  so,  he  would 
vote  against  the  amendment  and  in  finvour  of  the  original  motion. — Col.  An- 
son thought  that  parties  had  had  abundant  notice  of  that  rule.    It  had 
been  a  sessional  order  last  year^  and  it  had  been  made  a  Standing  Order  for 
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the  hreseni  yiar,  so  that  the  notice  had  been  quite  sufficient.  The  House 
diriaed  on  the  question,  ^'  That  the  word  '  hereafter '  remain  part  of  the  re- 
mlution  ; "  when  there  appeared — For  the  motion,  105  ;  against  it,  63 ; — 
majority  for  the  resolution,  42. 

Feb.  17. — Sblbct  Coxmitteb.— ^rd  Q.  Somerset  brought  up  the  third  re- 
port of  the  select  committee  on  railways,  which  was  ordered  to  be  printed 
with  the  votes. 

VwL  18. — ^Deposits. — Mr.  Mofiatt  moved  for  leave  to  bring  in  a  bill  to 
alter  and  amend  the  Act  1  <&  2  Vic.  c.  117,  as  to  the  investment  of  railway 
deposits. — ^The  Chancellor  of  the  Exchequer  had  no  objection  to  the  intro- 
duction of  the  bill,  and  leave  the  discussion  of  it  to  an  after  stage. — Leave 
WIS  given. 

Fib.  19. — ^Pbivatb  Bills. — ^Mr.  Qreene  moved  the  following  resolutions  ;^ 
"  That  no  notice  for  a  committee  on  a  petition  for  a  private  bill  be  re- 
ceived at  the  Private  BiU  Office  which  shall  fix  for  the  first  meeting  of  such 
committee  any  day  later  than  Friday,  the  6th  day  of  March  next.  That  no 
notice  of  postponement  of  any  such  committee  be  received  at  the  Private 
Bill  Office  except  by  the  authority  of  the  committee  on  petitions  for  private 
bills.  That  no  private  bill  be  read  a  first  time  later  than  the  next  day  but 
one  after  Hie  report  of  the  committee  on  petitions,  or  of  the  Standing  Orders 
Committee  on  such  bill,  as  the  case  may  be,  shall  have  been  laid  on  the 
table,  except  by  special  order  of  the  House.  That  there  be  no  more  than 
fourteen  clear  days  between  the  first  reading  of  any  private  bill,  not  being 
a  railway  bill,  and  the  second  reading  thereof^  except  by  special  order  of  the 
House.  That  no  private  bUl,  not  being  a  railway  bill,  which  shall  now  have 
been  read  a  first  time,  shall  be  read  a  second  tune  after  seven  clear  days 
from  this  day,  except  by  special  order  of  the  House." — ^Agreed  to. 

STAVDI50  Obdbrs. — ^Lord  Q.Somerset  moved  that  the  following  paragraphs, 
7, 8  and  9  of  Standing  Order  No.  87,  be  repealed  : — 

7.  The  sufficiency  or  insufficiency  for  agricultural,  commercial,  manu- 
ftctnrin^  or  other  purposes,  of  the  present  means  of  conveyance,  and  of 
commumcation  between  the  proposed  termini,  stating  the  present  amount  of 
traffic  by  land  or  water,  the  average  charges  made  fpr  passengers  and  goods, 
and  time  occupied. 

8.  The  number  of  passengers,  and  the  weight  and  description  of  the  goods 
expected  upon  the  proposed  railway.        * 

9.  The  amount  of  income  expected  to  arise  from  the  conveyance  of  pas- 
sengers and  goods,  and  in  what  proportion  ;  stating  also  generally  the  de- 
scription of  goods  from  which  the  largest  revenue  is  anticipated. 

Fkb.  20.— Kailwat  Business. — ^The  O'Connor  Don  moved  that  the  select 
committee  on  petitions  should  give  priority  of  investigation  to  Irish  railway 
bills  which  had  proved  compliance  with  the  Standing  Orders  in  the  House 
of  Lords. — Mr.  O'Connell  thought  the  proposition  should  extend  to  all  pri- 
Tate  bills  relating  to  Ireland. — Lord  G.  Somerset  opposed  the  motion. — Mr. 
Stnitt  thought  there  should  be  no  preference,  but  would  support  a  proposal 
that  one  committee  should  consider  Irish  bills  onl^. — ^Dr.  Bowrlng  suggested 
that  it  would  be  advantageous  to  take  the  Irish  bills  as  soon  as  sanctioned 
in  the  House  of  Lords. — In  this  Sir  J.  Graham  concurred. — ^After  a  desultory 
conversation,  the  O'Connor  Don  withdrew  his  motion. — Mr.  Scrope  com- 
plained of  the  inefficiency  of  the  present  niodes  of  inquiry,  and  Suggested  a 
commission  consisting  of  ^ve  of  the  most  eminent  men  in  the  kingdom.<-^ 
The  Gauobs. — In  answer  to  Mr.  Gisbome,  Sir  G.  Clerk  said  that  he  was  not 
prepared  to  say  that  the  government  was  ready  to  make  any  proposition  at 
present  The  conmiission  had  presented  a  very  voluminous  mass  of  evi- 
dence, which  was  then  in  the  hands  of  the  printer.  That  evidence  would 
have  to  be  submitted  to  the  government  in  its  printed  form,  before  any  pro- 
position could  be  laid  before  the  House. — Mr.  Hudson  suggested  the  appoint- 
ment of  two  or  three  additional  committees,  and  that  th9  Standing  Orders 
of  both  Houses  should  be  assimilated. 

VOL.  III.  Q 
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Th«  sab-committeds  on  Standing  Orden,  in  oonseauenoe  of  {wo  additiooftl 
sub-committees  on  petitions  for  private  bills  haring  oeen  appointed,  is  now 
arranged  as  follows : — 

No.  1.— Mr.  Strutt,  chairman ;  Mr.  Robert  Clive ;  Mr.  Villiers  Stuart ;  Mr. 
Qeorge  Oarendish  ;  Mr.  Brotherton  $  Mr.  Forbes ;  Mr.  Beckett. 

No.  2.— 8ir  J.  Y.  BuUer.  chairman ;  Mr.  Bramston ;  Mr.  Richard  Walker ; 
Mr.  Bell ;  Mr.  Gibson  Craig ;  Mr.  Eliot  Yorke ;  Mr.  Kemble. 

No.  3.— Mr.  Aglionbj,  diairman ;  Mr.  Thomelj ;  Mr.  Bameby ;  Ifr. 
Aldam ;  Mr.  Stansfield ;  Mr.  Broadley ;  Mr.  Edward  Buller. 

No.  4. — Sir  W.  Ileathcote,  chairman ;  Mr.  Hope  Johnstone ;  Mr.  Morfftn 
J.  O'Connell ;  Mr.  Acland ;  Mr.  Evans ;  Mr.  Cknmwall  Legh ;  Mr.  Eveljii 
Philip  Shirley. 

No.  64 — Mr.  H.  Drummond,  chairman ;  Mr.  Rice ;  Mr.  Qeorge  Philips ; 
Mr.  Packe ;  Mr.  Tatton  Egerton ;  The  O'Connor  Don ;  Mr.  Compton. 

No.  6. — Captain  Jones,  chairman ;  Mr.  Pakington ;  Mr.  Wrightson ;  Mr. 
Deedes ;  Mr.  Horsman ;  Lord  Worsley ;  Mr.  Childers. 


Stavdivo  Obdebs. — Mr.  Strutt,  the  chairman  of  the  committee  No.  1,  re- 
quested the  attention  of  agents  and  parties  to  a  point  of  Standing  Orders, 
to  which  his  (the  chairman's)  attention  had  been  directed  speciaOy  by  the 
Speaker,  who  had  informed  him  that  in  many  cases  it  had  hitherto  not  been 
attended  to,  and  who  had  requested  its  enforcement.  It  was  the  Standing 
Order  No.  Ill  A,  and  was  as  follows : — ^^  That  on  every  petition  presented  to 
this  House  relating  to  any  private  biU  before  the  House,  the  name  or  short 
title  by  which  such  bill  is  entered  in  the  votes  be  written  at  the  beginning 
thereof ;  and  whether  such  petition  be  in  favour  of  or  against  the  bill,  or 
relating  to  the  non-H;ompliance  with  the  Standing  Orders.*'  He  begged  of 
all  parties  to  observe  that  no  petition  whatsoever  would  for  the  future  be 
received  or  listened  to,  if  that  Standing  Order  were  not  complied  with. 

The  Select  Committee  on  Standing  Orders  was  nominated  on  the  10th  in- 
Btant,  on  the  motion  of  Mr.  Estcourt ;  to  consist  of  Messrs.  Estcourt,  W. 
Patten,  Pendarves,  W.  Miles,  C.  Bruce,  Ord,  Sir  R.  Ferguson,  and  the  chair- 
man of  the  committee  and  of  the  sub-committees  on  petitions  for  private 
bills. 
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FiMT  RSP0R9  or  ras  Select  Committee  op  the  Hoube  oi*  Oommoks  ox 
Railways,  phesentsd  Feb.  5. 

The  Select  Committee  appointed  to  consider  the  mode  in  which  the  House 
shall  deal  with  the  railway  bills  proposed  to  be  submitted  to  Uie  House 
during  the  present  session,  and  who  are  empowered  to  report  from  time  to 
time  to  the  House,  have  considered  the  matters  referred  to  them,  and  agreed 
to  the  following  Report  :— 

'<  That  for  the  purpose  of  facilitating  the  dispatch  of  railway  businoM 
during  the'present  session,  it  is  expedient  that  a  portion  of  the  railway  bills 
should  commence  in  the  House  of  Lords.  That  with  respect  to  any  railway 
bills  which,  in  pursuance  of  these  resolutions,  shall  commence  in  the  House 
of  Lords  durinff  this  session,  this  House  will  not  insist  on  their  privilege 
with  regard  to  tne  clauses  fixing  and  regulating  rates  and  tolls  in  such  bilk 
That  with  a  view  of  affording  earl^r  and  increased  means  of  employment  in 
Ireland,  it  is  expedient  to  give  facilities  for  the  early  consideration  of  Irish 
railway  bills.  That,  for  the  attainment  of  this  object,  it  is  expedient  that 
all  Irish  railway  bills  should,  in  the  present  session,  commence  in  the  House 
of  Lords.    That  it  is  expedient  that  all  bills  whidi  compete  with  or  ought 
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to  be  eonsidered  in  connexion  with  any  bills,  the  promoters  of  which  shall 
prore  themselyes  entitled  to  the  priyileges  agreed  to  be  granted  in  certain 
cues  b^  the  resolutions  of  this  House  of  the  7th  of  Jmy  last,  shall  com- 
nepoe  m  the  House  of  Lords.  That  the  parties  promoting  railway  bills 
which,  by  the  above  resolutions,  are  to  commence  in  the  House  of  Iiords, 
may  (notwithstanding  any  proceeding  respecting  such  bills  in  the  House  of 
Lords)  prove  before  tiie  coounittee  on  petitions  of  the  House  of  Commons 
that  they  have  complied  with  the  Standing  Orders  of  this  House,  and  the 
Report  of  such  committee  shall  be  ordered  to  lie  on  the  table.  If  the  com- 
mittee should  report  that  the  Standing  Orders  have  not  been  complied  with, 
their  Report  shall  be  referred  to  the  committee  on  Standing  Orders,  whose 
Report  shall  be  ordered  to  lie  on  the  table  That  when  a  railway  bill  shall 
hare  commenced  in  the  House  of  Lords,  and  shall  be  sent  down  to  the  House 
of  Commons  from  the  House  of  Lords,  it  shall  be  read  the  first  time  in  the 
House  of  Commons,  and  shall  then  be  referred  to  the  committee  on  petitions, 
to  ascertain  whether  the  railway  bill  so  sent  down  is  substantially  in  accord- 
ance with  the  Standing  Orders,  as  determined  by  the  House  of  dommons.** 
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The  Select  Committee  appointed  to  consider  the  mode  in  which  the  House 
shall  deal  with  the  railway  bills  proposed  to  be  submitted  to  the  House 
during  the  present  session,  and  who  are  empowered  to  report  their  opinion 
thereupon  to  the  House,  have  further  considered  the  matters  referred  to 
them^and  agreed  to  the  following  Report : — 

1.  That  a  committee  of  five  members  be  appointed,  to  be  called  "  The 
Classification  Committee  of  Railway  Bills,"  and  that  three  be  the  quorum  of 
such  committee. 

2.  That  copies  of  all  petitions  for  railway  bills  presented  to  the  House  be 
laid  before  the  said  committee. 

3.  That  the  committee  of  classification  shall  inquire  and  report  what  rail- 
wav  bills  compete  with,  or  ought  to  be  considered  in  connexion  with,  any 
i&ilway  bills,  the  promoters  of  which  shall  have  proved  themselves  entitled 
to  the  privilege  agreed  to  be  wanted  in  certain  cases  by  the  resolutions  of 
this  House  of  the  7th  of  Julv  last. 

4.  That  the  committee  oi  classification  shall  form  into  groups  all  other 
railway  bills  which,  in  their  opinion,  it  would  be  expedient  to  submit  to  the 
same  committee. 

5.  That  as  soon  as  the  committee  of  classification  shall  have  determined 
what  railway  bills  are  to  be  grouped  together,  the^  shall  report  the  same  to 
the  House,  and  all  petitions  against  any  of  the  said  biUs  shall  be  presented 
to  the  House  three  clear  days  oefore  the  meeting  of  the  committee  thereon. 

6.  That  no  railway  bill  be  read  a  first  time  later  than  the  next  day  but 
one  after  the  report  of  the  committee  on  petitions,  or  of  the  standing  order 
committee  on  such  bill,  as  the  case  may  be,  shall  have  been  laid  on  the  table, 
except  by  special  order  of  the  House. 

7.  That  tnere  be  not  more  than  seven  clear  days  between  the  first  reading 
of  any  railway  bill  and  the  second  reading  thereof,  except  by  special  order 
of  the  House. 

8.  That  the  breviate  of  every  railway  bill  shall  be  laid  on  the  table  of  the 
House,  and  be  printed  and  delivered  one  clear  day  before  the  second  read- 
ing. 

9.  That  such  railway  bills  as  shall  have  been  read  a  first  time  before  the 
House  shuEkU  agree  to  these  resolutions,  shall  be  read  a  second  time  within 
seren  clear  days  thereafter. 

10.  That  such  of  the  Standing  Orders  as  relate  to  the  composition  of  the 
committees  on  private  bills,  and  the  orders  consequent  thereon,  be  suspended 
so  far  as  regards  railway  bills  pending  in  the  course  of  the  present  session. 

11.  That  committees  on  railway  bills  during  the  present  session  of  Par- 
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liament  shall  be  composed  of  a  chairman  and  four  members,  to  be  appointed 
by  the  committee  of  selection. 

12.  That  each  member  of  a  committee  on  a  railway  biU  or  bills,  shall,  be- 
fore he  be  entitled  to  attend  and  vote  on  such  committee,  sign  a  declaration 
that  his  constituents  have  no  local  interest,  and  that  he  himself  has  no  per- 
sonal interest  for  or  against  any  bill  referred  to  him ;  and  no  such  commit- 
tee shall  proceed  to  business  until  the  whole  of  the  members  thereof  shall 
have  signed  such  declaration. 

13.  That  the  promoters  of  a  railway  bill  shall  be  prepared  to  go  into  the 
committee  on  the  bill  on  such  day  as  the  committee  of  selection  shall,  sub- 
ject to  the  order  that  there  be  seven  clear  days  between  the  second  reading 
of  eyery  private  bill  and  the  sitting  of  the  committee  thereupon,  think  pro- 
per to  appoint,  provided  that  the  classification  committee  shall  hare  re- 
ported on  such  bill. 

14.  That  the  committee  of  selection  shall  give  each  member  not  less  than 
fourteen  days*  notice  of  the  week  in  which  it  will  be  necessary  for  him  to  be 
in  attendance,  for  the  purpose  of  serving,  if  required,  on  a  railway  bill  com- 
mittee. 

15.  That  the  committee  of  selection  shall  give  each  member  a  sufficient 
notice  of  his  appointment  as  a  member  of  a  committee  on  a  railway  bill,  and 
shall  transmit  to  him  a  copy  of  the  twelfth  resolution,  and  a  blank  form  of 
the  declaration  therein  required,  with  a  request  that  he  will  forthwith  return 
it  to  them  properly  filled  up  and  signed. 

16.  That  if  the  committee  of  selection  shall  not  within  due  time  receive 
from  each  such  member  the  aforesaid  declaration,  or  an  excuse  which  they 
shall  deem  sufficient,  they  shall  report  to  the  House  the  name  of  such  de- 
faulting member. 

17.  That  the  committee  of  selection  shall  have  the  power  of  substituting, 
at  any  time  before  the  first  meeting  of  a  committee,  another  member  for  a 
member  whom  they  shall  deem  it  proper  to  excuse  from  serving  on  that 
committee. 

18.  That  'power  be  given  to  the  committee  of  selection  to  send  for  personit, 
papers,  and  records,  in  the  execution  of  the  duties  imposed  on  them  by  the 
foregoing  resolutions. 

19.  That  no  member  of  a  committee  shall  absent  himself  from  his  duties 
on  such  committee,  unless  in  the  case  of  sickness,  or  by  leave  of  the  Houm. 

20.  That  all  questions  before  committees  on  railway  groups  or  bills  shall 
be  decided  by  a  majority  of  voices,  including  the  voice  of  the  chairman ; 
and  that  whenever  the  voices  shall  be  equal,  the  chairman  shall  have  a 
second  or  casting  vote. 

21.  That  if  the  chairman  shall  be  absent  from  the  committee,  the  member 
next  in  rotation  on  the  list  (who  shall  be  present)  shall  act  as  chairman. 

22.  That  conunittees  shall  be  allowed  to  proceed  so  long  as  three  members 
shall  be  present,  but  not  with  a  less  number,  unless  by  special  leave  of  the 
House, 

23.  That  if  on  any  day  within  one  hour  after  the  time  appointed  for  the 
meeting  of  a  committee  three  members  shall  not  be  present,  the  conunittee 
shall  be  adioumed  to  the  same  hour  on  the  next  day  on  which  the  House 
shall  sit,  wnich  had  been  fixed  for  that  day. 

24.  Tliat  in  the  case  of  a  member  not  being  present  within  one  hour  after 
the  time  appointed  for  the  meeting  of  the  committee,  or  of  any  member  ab- 
senting himself  from  his  duties  on  such  committee,  such  member  shall  he 
reported  to  the  House  at  its  next  sitting. 

25.  That  each  committee  shall  be  appointed  to  meet  on  each  day  of  its 
sitting,  not  later  than  twelve  o'clock,  unless  by  the  regular  vote  of  the  com- 
mittee. 

26.  That  committees  on  railway  bills  have  leave  to  sit  in  the  present  ses- 
sion, notwithstanding  any  adjournment  of  the  House,  if  the  committees  shall 
so  think  fit. 
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27.  That  every  committee  on  a  railway  bill  shall  fix  the  tolls,  and  shall 
detennine  the  maximum  rates  of  charge  for  the  conveyance  of  passengers 
(with  a  due  amount  of  luggage)  and  of  goods  on  such  railway,  and  such 
rates  of  charge  shall  include  the  tolls,  and  the  costs  of  locomotive  power, 
and  every  other  expense  connected  with  the  conveyance  of  passengers  ^with 
a  due  amount  of  luggage)  and  of  goods  upon  such  railway ;  but  ii  the 
committee  shall  not  deem  it  expedient  to  determine  such  maximum  rates  of 
charze,  a  special  Report,  explanatory  of  the  srounds  of  their  omitting  so  to 
do,  shall  be  made  to  the  House,  which  special  Report  shall  accompany  the 
B<^rt  of  the  bill. 

Thibd  R^po&t  fbom  the  Select  Committee  on  Railway  Bills. 

The  select  committee  appointed  to  consider  the  mode  in  which  the  House 
shall  deal  with  railway  bills  proposed  to  be  submitted  to  the  House  during 
the  present  session,  have  furUier  considered  the  matters  referred  to  them, 
and  agreed  to  the  following  Report : — 

The  number  of  petitions  for  railway  bills,  which  have  been  presented  this 
session,  have  been  stated  to  your  committee  to  amount  to  562  ;  viz. : — For 
railways  in  England  and  Wales,  395  ;  Scotland,  120 ;  Ireland,  47.  As,  how- 
erer,  many  of  these  schemes  may  fail  from  non-KSompliance  with  the  Stand- 
ing Orders,  the  number  of  bills  presented  to  Parliament  may  possibly  fall 
considerablv  short  of  this  amount,  and  your  committee  are  of  opinion  that 
it  will  not  be  necessary  or  expedient,  in  the  present  session  of  rarliament, 
to  refer  mere  projects  to  committees,  as  was  done,  owing  to  peculiar  circum- 
stances, in  the  last  session. 

From  a  statement  prepared  by  the  officers  of  the  Board  of  Trade,  it  would 
appear  that  if  the  same  principle  of  grouping  which  was  adopted  last  vear 
should  be  followed  in  the  present  session,  the  railway  schemes  in  England 
and  Wales  might  be  formed  into  fifty-one  groups,  and  those  for  Scotland  into 
ten ;  about  sixty-one  select  committees  would  therefore  be  required. 

As  the  House  has  already  ordered  that  all  Irish  railway  bills  and  a  cer^ 
tain  limited  class  of  English  bills  (the  latter  of  which  are  included  in  the 
foregoing  statement)  should  commence  in  the  House  of  Lords,  it  is  impossi- 
ble to  say  how  many  of  these  may  be  sent  down  to  the  House  of  Commons. 
The  number  of  groups  into  which  railway  schemes  for  the  United  Kingdom 
were  divided  last  year  was  fifty- two ;  but,  owing  to  various  circumstances, 
only  forty-five  committees  appear  to  have  actually  sat. 
Ii^  The  neces^ty  of  considenng  so  ^reat  a  number  of  railway  bills,  in  addi- 
tion to  other  private  bills,  may  certamly  be  expected  to  produce  an  unusual 
and  inconvenient  pressure  upon  the  time  of  members  of  the  House ;  but 
Tour  committee  trust,  that  as  committees  on  railway  bills  may  in  this  session 
begin  to  sit  at  an  earlier  period  than  in  the  last,  it  wiU  not  be  found  im- 
practicable to  constitute  the  requisite  number  of  committees  during  the 
promss  of  the  session. 

Under  these  circumstances  your  committee  have  not  deemed  it  advisable 
to  recommend  to  the  House  to  make  any  selection  from,  or  to  place  an^ 
limitation  on,  the  number  of  railway  schemes  to  be  submitted  to  the  consi- 
deration of  Parliament  during  the  present  session. 

As  your  committee,  however,  believe  that  much  of  the  time  of  the  select 
committees  on  railway  bills  is  consumed,  with  little  public  benefit,  in  minute 
and  detailed  inquiries  into  the  amount  of  traffic  ana  the  probable  profit  to 
flie  projectors,  your  committee  are  of  opinion  that  the  Standing  Orders  on 
these  points  should  be  altered,  and  that  it  should  no  longer  be  obligatory  on 
committees  on  railway  bills  to  make  special  reports  on  them. 

At  the  same  time,  your  committee  have  no  wish  to  fetter  the  discretion  of 

the  select  committees  to  make  such  inquiries  as  they  ma^  judge  proper  with 

regard  to  population,  and  to  the  extent  of  accommodation  that  would  bo 

afforded  to  the  public,  where  they  consider  such  information  to  he  required. 

Your  committee  beg  further  to  suggest,  that  power  be  given  to  select 
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committees  to  refer  the  consideration  of  any  unopposed  railway  bill  included 
in  the  group  referred  to  them,  to  the  chairman  of  Ways  and  Means,  and  the 
members  ordered  to  prepare  and  bring  in  the  bill,  to  be  dealt  with  as  othor 
unopposed  bills. 
Feoruary  17. 

F1B8V  BbPOBT  VBOX  THX  SxLEOT  CoMlflTTSS  OV  RlXLWAT  BiLLS 

Glassificatioit. 

The  select  committee  appointed  for  the  classification  of  railway  bills  ao- 
oording  to  the  resolutions  adopted  by  the  House,  and  who  are  empowered  to 
report  from  time  to  time,  have  considered  the  several  matters  referred  to 
them,  and  agreed  to  report  as  follows : — 

Tour  committee  reconmiend  that  the  following  bills  be  referred  to  a  dis- 
tinct committee :— > 

EvoLAim. 

Gboup  No.  1. — ^London  and  York ;  Direct  Northern ;  Eastern  Counties 
(Cambridge  and  Lincoln  line);  Eastern  Counties  (Lincoln  and  Milfordh 
Eastern  Counties  (March  and  Lincoln  Extension^  ;  Cambridge  and  Lincoln 
Extension ;  Eastern  Counties  (Hertford  to  Huntingdon^  ;  Ely  and  Hunting- 
don (Bedford  Extension)  ;  Stamford  and  Spalding ;  Mi<fland  Railway  (Swin- 
ton  to  Lincoln)  ;  Manchester,  Midland,  and  Great  Grimsby  Junction ;  Shef- 
field and  Lincolnshire  Junction ;  Sheffield  and  Lincolnshire  Extension ; 
Doncaster,  Wakefield,  and  Leeds  ;  Lynn  and  Ely  (Extension  to  Spalding) ; 
Axholme,  Gainsborough,  Goole,  and  York  and  North  Midland. 

Tour  committee  further  recommend  that  the  following  bills  be  referred  to 
a  distinct  committee  :-^ 

Gboup  No.  2. — ^North  Devon  ;  Taw  Vale  Extension ;  Bideford  and  Tavis- 
tock ;  Ashburton,  Newton,  and  South  Devon ;  Dartmouth,  Brixham,  and 
Exeter ;  Launceston  and  South  Devon,  No.  1 ;  Ditto,  No.  2 ;  South  Devon 
(Tavistock  and  other  branches)  No.  1 ;  South  Devon,  No.  2. 

Your  committee  further  recommend  that  the  following  bills  be  referred  to 
a  distinct  committee  :-^ 

Gaoup  No.  3. — ^Direct  London  and  Portsmouth;  Guildford,  Chichester, 
and  Portsmouth ;  Guildford,  Chichester,  and  Portsmouth ;  Gmldford,  Chi- 
chester, Portsmouth;  and  Fareham  ;  Epsom  and  Dorking. 
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The  following  is  the  Eeport  of  the  Gauge  Commissioners : — 

May  it  please  your  Majesty, — ^We,  the  Commissioners  appointed  by  writ, 
under  your  Majesty's  Privy  Seal,  bearing  date  the  Uth  July,  in  the  ninth 
year  of  your  Maiesty's  reign,  to  inquire  whether^  in  future  private  Acts  of 
Parliament  for  the  construction  of  railways,  provision  ought  to  be  made  for 
securing  a  uniform  gauge,  and  whether  it  would  be  expedient  and  practi- 
cable to  take  measures  to  bring  the  railways  already  constructed  or  m  pro- 
gress of  construction,  in  Great  Britain,  into  uniformity  of  gauge,  ana  to 
inquire  whether  anv  other  mode  could  be  adopted  of  obviating  or  mitigating 
the  evil  apprehended  as  likely  to  arise  from  the  break  that  will  occur  is 
railway  communications  from  the  want  of  a  uniform  gauffe,  beg  dutifully  to 
submit,  that  we  have  called  before  us  such  persons  as  we  nave  judged  to  be, 
by  reason  of  their  situation,  knowledge,  or  experience,  the  most  competent 
to  afford  us  correct  information  on  the  subject  of  this  inquiry ;  and  we  have 
required  the  production  of  such  books  and  documents  from  the  various 
raiivray  companies  as  appear  to  us  to  be  the  best  calculated  to  aid  our 
researches. 


THB  BROAP  AND  NABBOW  OAUGBS.  223 

We  hftTd  pfinonally  examined  into  the  UBual  oourBe  of  proceeding  on 
Tvious  nilwayfl  both  at  home  and  abroad,  especially  those  which  are  inci- 
dent to  a  break,  or  interruption  of  gauge,  and  we  have  personally  inspected 
MTwal  locomotiTe  engines  as  well  as  mechanical  contrivances  invented, 
eitiier  for  the  general  use  of  railways,  or  for  obviating  the  special  difficulties 
presumed  to  arise  from  the  break  of  gauge,  or  otherwise  connected  with  the 
subject  of  our  inquiry,  and,  as  we  believe  we  have  now  carried  our  investi- 
gation to  the  utmost  useful  limits,  we  feel  in  a  position  dutifully  to  offer  to 
your  Majesty  the  following  Report. 

1.  Our  attention  was  nrst  directed  to  ascertain  whether  the  break  of 
gauge  could  be  Justly  considered  as  an  inconvenience  of  so  much  importance  « 
M  to  demand  the  interference  of  the  liCgislature. 

Qloucester  is  the  only  place  where  a  break  of  gauge  actually  exists  at  the 
ptesent  time.  It  is  caused  by  the  meeting  at  that  place  of  the  broad  or  7 
ieet  gauge  with  the  narrow  or  4  feet  8f  inch  {^uge«  There  are  other 
points,  however,  where  a  transfer  of  goods  occurs  simi&  to  that  which  must 
result  from  a  break  of  j^uge,  and  persons  well  acquainted  with  railway 
traffic  have  no  difficulty  m  foreseeing  the  nature  of  tne  inconvenience  that 
would  arise  from  any  further  intermixture  of  gauge :  and  we  humbly  submit 
the  observations  that  occur  to  us  as  to  the  whole  oi  this  important  part  of 
thequestion. 

We  will  divide  the  subject  of  the  break  of  gauge  under  the  following 


1st,  as  applying  to  £ist  or  express  trains ; 

2dly,  to  ordinary  or  mixed  trains ; 

3dlv,  to  goods  trains ;  and 

4tbJy,  to  the  conveyance  of  your  Majesty's  forces, 

1st.  Fast  or  express  trains. 

We  believe  that  the  inconvenience  produced  by  a  break  of  gauge  will,  in 
seme  respects,  be  less  felt  in  these  than  in  other  trains,  because  the  passen- 
gers travelling  by  fast  trains  are  usually  of  a  class  who  readily  submit  to 
many  inconveniences  for  the  sake  of  increased  speed  on  the  journey,  and 
who  are  perhaps  generally  less  incumbered  with  lugsage  than  persons 
tiavelling  by  the  slower  trains ;  and  as  it  is  understood  to  be  the  general 
piactioe  that  no  private  carriages  or  horses  are  conveyed  by  these  trains, 
the  inconveniences  of  a  break  of  gauge  are  reduced  in  this  mstance  to  the 
removal  of  the  passengers  and  a  moderate  quantity  of  luggage;  and, 
although  such  removal  must  create  delay  and  some  confusion,  as  well  as 
penonal  discomfort,  especially  at  night  and  in  the  winter  season,  besides  the 
risk  of  a  loss  of  luggf^,  yet  we  do  not  consider  the  break  of  gauxe,  in  this 
instance,  as  being  an  inconvenience  of  so  grave  a  nature  as  to  caU  for  any 
l^islative  measures,  either  for  its  removal  or  for  its  mitigation. 

2dly.  Ordinary  or  mixed  trains. 

In  these  trains  the  passengers  considerably  exceed  in  number  those  who 
ttavel  by  the  fast  trains,  and  they  have  generally  a  much  greater  quantity 
of  luggage.  To  such  travellers  a  change  of  carriage  is  really  a  serious  in- 
convenience, and  it  is  a  well  known  fact  that  persons  travelling  by  railways 
in  communication  with  each  other,  but  under  different  managements,  en- 
deavour to  make  such  arrangements  as  to  admit  of  their  travellmg  by  tliose 
tiains  which  afford  them  the  accommodation  of  occupying  the  same  carriage 
from  the  beginning  to  the  end  of  their  journey. 

The  managers  and  Directors  of  railways  are  well  aware  of  this  feeling, 
ind  in  some  instances  where  the^  do  not  allow  their  carriages  to  run 
through,  yet  with  a  view  of  diminishing  the  inconvenience  to  which  this 
exjpoees  their  passengers,  they  send  a  luggage  van  from  terminus  to  ter- 
mmus,  to  prevent  the  evil  of  a  removal  of  the  passengers*  luggage ;  and 
some  railway  companies  incur  considerable  expense  in  running  trains  of 
retum  empty  cazriages,  in  order  to  accommodate  the  public  by  enabling 
tiavelkan  to  avoid  a  change,  of  carriage  on  the  journey. 
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It  is  by  the  ordinfury  or  mixed  trains  that  private  carriages  and  horses 
are  conrcyed,  and  the  removal  of  either  from  one  truck  or  horse  box  to 
another,  at  any  part  of  the  joumev,  would  be  attended  with  inconvenience 
and  delay ;  and,  with  regard  to  the  horses,  it  would  involve  considerable  risk. 

We  arrive,  therefore,  at  the  conclusion,  that  the  break  of  gauge  would 
inflict  considerable  inconvenience  on  travellers  bv  the  trains  now  under 
consideration,  and  that  this  inconvenience  would  be  much  increased  at 
points  of  convergence  of  more  than  two  lines. 

The  change  of  carriages,  horse  boxes,  and  trucks,  and  the  transference  of 
luggage  of  an  entire  tram  of  much  extent,  must,  even  in  the  daytime,  be  an 
inconvenience  of  a  very  serious  nature,  but  at  night  it  would  be  an  intoler- 
able evil,  and  we  think  legislative  interference  is  called  for  to  remove  or 
mitisate  such  an  evil. 

3<uy.  Qoods  trains. 

From  the  statements  made  to  us  by  carriers  on  railways,  and  from  our 
own  observation,  we  are  induced  to  believe,  that  not  only  a  considerable 
degree  of  care,  judgment,  and  experience  is  necessary  in  the  stowage  of 
merchandise  in  railway  waggons,  but  also,  that  it  is  desirable  that  when 
properly  packed  the  articles  should,  generally  speaking,  not  be  disturbed 
until  the  journey  is  completed.  We  find  that  in  the  arrangement  of  msr- 
chandise,  the  heavier  goods  are  placed  at  the  bottom,  and  the  lighter  at  the 
'  top  of  the  load,  and  so  secured  as  to  prevent  friction  as  far  as  practioable 
from  the  jolting  of  the  waggons ;  and  it  is  considered  very  desirable,  wiUi  a 
view  to  prevent  loss  by  pilfering,  that  the  sheeting,  which  is  placed  over 
the  load,  should  not  be  removed  till  the  completion  of  the  journey.  Indeed, 
acting  upon  this  principle,  carriers  find  it  profitable  to  send  their  waggons 
parti^y  filled  m>m  various  stations  on  tne  line,  thereby  increasine  tiieir 
toll  to  the  railway  company,  rather  than  incur  the  risk  of  loss  by  theft,  to 
which  they  would  be  exposed  bv  uncovering  the  waggons  on  the  journey, 
to  fill  up  with  intermediate  local  goods  waggons  that  may  have  started  wiUi 
light  loads  from  one  of  the  termini. 

The  stations  for  re-arranging  the  goods  trains  are  therefore  as  few  as  pos- 
sible ;  thus,  between  Leeds  and  London,  the  points  for  unsheeting  the  goods 
waggons  are  only  Derby  and  Leicester^  and  oetween  Liverpool  and  London, 
the  re-arrangement  is  confined  to  Birmingham  and  Rugby ;  and  even  at 
those  stations  the  proportion  of  waggons  wMch  are  uncovered  is  veiy  small ; 
indeed,  it  is  stated  that  at  the  important  town  of  Birmingham  five-sixths  of 
the  waggons  pass  without  re-arrangement. 

In  the  conveyance  of  machinery  and  articles  of  a  similar  class,  which  ate 
both  heavy  and  delicate,  it  is  of  the  utmost  consequence  that  the  load 
should  not  be  disturbed  between  the  beginning  and  end  of  the  journey ; 
a  change  of  carriage,  such  as  would  result  in  all  probability  from  a  break  of 
the  gauge,  would  ^together  prevent  the  transport  of  such  articles  by  this 
mode  of  conveyance. 

We  believe  that  the  traffic  upon  the  line  of  rail  way  between  Birmingham  and 
Bristol  has  been  greatly  restricted  by  the  interruption  of  gauge  at  oToucester. 

In  respect  to  the  conveyance  of  minerals,  the  inconvenience  of  a  break  of 
gauge  would  be  very  serious  ;  the  transfer  being  attended  with  an  expense 
which  would  be  sensibly  felt  in  consequence  of  the  low  rate  of  tolls  charged 
on  such  articles ;  moreover,  many  descriptions  of  coal,  such  as  a  consider- 
able proportion  of  that  of  the  Midland  Counties,  are  subject  to  great  deteri* 
oration  by  breakage. 

In  regard  to  various  articles  of  agricultural  produce,  the  loss  by  removal 
would  be  less  than  on  any  other  class  of  goods ;  mudi  inconvenience,  how- 
ever, would  be  found  in  the  transfer  of  timber;  and  the  difficulty  of  shifting 
cattle  would  be  so  great  as  to  present  an  insurmountable  obstacle  tosudi  an 
arrangement,  from  the  excitea  state  of  the  animals  after  travelling  by  rail- 
way, and  the  resistance  they  in  consequence  ofier  when  it  is  attempted  to 
force  them  a  second  time  into  a  railway  waggon. 
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4tlk]y.  CoDTejaace  of  troops. 

There  is  another  uso  of  railways  which  we  have  deemed  it  necessary  to 
consider ;  we  aUude  to  the  transport  of  your  Majesty's  troops,  with  their 
military  stores,  <kc.,  either  in  the  ordinary  moyements  of  corps  through  the 
country  in  the  time  of  peace,  or  in  the  more  pressing  and  urgent  case  of 
their  moyements  for  the  defence  of  the  coast  or  of  the  interior  of  the 
country. 

We  haye  carefully  weighed  the  important  information  giyen  to  us  by  the 
Quartermaster^General  of  your  Majesty's  Forces,  as  well  as  by  the  In- 
spector-General of  Fortifications,  both  officers  of  great  experience;  and 
we  deduce  from  their  opinions,  that  although  a  hieak  of  gauge  on  the  line 
of  route  would  produce  both  dela^  and  confusion,  ^ret  that,  as  in  time  of 
peace  it  is  usually  practicable  to  giye  notice  of  the  intended  moyements  of 
a  body  of  troops,  the  inconyenience  of  the  break  of  gauge  might  be  so 
reduced  as  not  to  be  an  eyil  of  great  importance ;  but,  in  the  eyent  of 
operations  for  defensiye  objects  against  an  enemy,  the  inconyenience  would 
assume  a  serious  character. 

It  would  appear,  that  for  the  defence  of  the  coast^  the  proper  course 
would  be  to  retain  the  great  mass  of  troops  in  the  interior  of  the  country  to 
wait  until  the  point  selected  by  the  enemy  for  his  attack  should  be  ascer- 
tained with  certainty,  and  then  to  moye  upon  that  point  such  an  oyer- 
whelming  force  as  should  be  adequate  to  the  emergency. 

It  is  obyious  that  the  success  of  such  a  system  of  defeuce  must  depend 
upon  the  means  of  conyeying  the  troops  with  great  dispatch,  and  witnout 
interruption  on  the  journey. 

The  troops  should  be  carried  with  their  equipments  complete  in  all  their 
details,  and  with  their  artillery  and  ammunition  ;  and  it  therefore  appears 
indispensably  necessary,  in  order  to  insure  the  requisite  supply  of  carnages, 
where  oerhaps  little  or  no  notice  can  preyiously  be  ^iyeu,  that  the  whole 
should  DO  conyeyed  in  the  same  yehicles  from  the  begmning  to  the  end  of 
the  ioumey. 

The  effect  of  a  break  of  gauge  might  in  this  yiew  of  the  case  expose  the 
country  to  serious  danger. 

To  ul  classes  of  merchandise,  as  well  as  to  all  military  operations  con- 
nected with  raUways,  one  general  remark  will  apply,  that  in  starting  from 
any  one  point  it  is  usually  practicable  to  obtain  a  sufficient  number  of 
waggons  for  whateyer  may  be  required  to  leaye  that  pointy  however  irre- 
gular the  traffic  may  be  ;  but,  at  the  conyerge  of  several  bnes,  where  the 
greater  number  might  be  of  a  gauge  not  corresponding  to  the  gauge  of  the 
other  lines,  if  it  happened  that  all  were  unusually  loaded  at  the  same  time, 
it  would  probably  be  impossible  to  provide  on  the  latter  an  adequate  num- 
ber of  waggons  to  carry  off  all  the  loads  thus  brought ;  the  alternative 
would  be,  on  the  one  hand,  to  submit  to  great  confusion,  delay,  and  incon- 
venience, on  all  the  converging  lines  having  the  majority  on  the  same 
gai^ ;  or,  on  the  other  hand,  to  maintain  on  the  lines  being  in  the  mi- 
nority a  very  extensive  stock  of  carriages,  which  in  general  would  be  totally 
useless. 

There  is  one  point  which  forcibly  presses  on  our  attention,  and  the  truth 
of  which  must  be  readily  acknowledged,  but  of  which  the  importance  is  not 
at  first  equally  obvious  ;  it  is,  that  the  greater  part  of  the  mconveniences 
to  which  we  nave  idluded  are  not  inconveniences  of  rare  occurrence,  and 
which  would  affect  only  a  small  number  of  persons,  but,  on  the  contrary, 
that  many  of  them  would  occur  several  times  in  the  course  of  every  day  to 
a  ^reat  number  of  persons  at  each  point  at  which  a  break  of  gauge  might 
exist.  The  cumulative  amount  of  such  inconvenience  would  of  necessity  be 
veiy  considerable,  and  we  feel  bound  to  sum  up  our  conclusions  by  stating 
that  we  consider  a  break  of  gauge  to  be  a  very  serious  evil. 

II.  We  axe  now  brought  to  the  second  stage  of  our  inquiry,  which  is,  to 


226  BAIIWAT  RBOttTBB. 

disoover  the  means  of  obviating  or  mitigating  the  evils  thai  we  find  to 
result  from  the  break  of  ganee. 

The  methods  which  hare  been  laid  before  m,  as  calculated  for  this  pur- 
pose, are  as  follows : — 

1.  What  m%)r  be  tenned  telescopic  axles ;  an  arrangement  of  the  wheels 
and  axles  of  carriages,  permitting  the  wheels  to  slide  on  an  axle,  so  as  to 
contract  or  extend  the  interval  between  them  in  such  a  manner  that  they 
may  be  adopted  to  either  of  the  gauges. 

2.  A  fonn  of  truck  adapted  to  the  broad  gauge,  but  carrying  upon  its 
upper  sur£Me  pieces  of  rail  4  feet  8^  inches  asunder,  so  that  a  nairow  nugo 
carriage  may  be  run  upon  these  rails  without  any  disturbance  of  its  vmeeu. 

3.  A  method  of  shifting  the  bodies  of  carriages  from  a  plafefonn  and  set 
of  wheels  adapted  for  one  gauge,  to  a  different  platform  and  set  of  wheels 
adapted  to  the  other  gauge. 

4.  A  proposal  to  carry  merchandise  and  minerals  in  loose  boxes,  which 
may  be  shifted  from  one  truck  to  another,  and  of  which  only  one  would 
probably  be  carried  upon  a  narrow  gauge  truck,  while  two  would  be  con* 
veyed  on  a  broad  gauge  truck. 

Of  these  various  methods,  the  first — ^if  it  admitted  of  being  used  safely 
and  extensively,  would  be,  in  its  application,  the  easiest  of  all.  By  the 
operations  of  detaching  the  wheels  from  one  limiting  hold,  of  pushing  the 
carriage  along  conveigmg  or  diverging  rails,  until  the  wheels  were  brought 
to  the  required  width,  and  of  then  connecting  them  by  another  limifaficr 
hold,  the  transformation  of  the  narrow  gauge  carriage  to  the  broad  gauee 
carriage,  or  vice  versd,  would  be  completed.  But  this  construction  is  liable 
to  grave  objections.  It  is  stated  to  us  as  a  matter  of  experience,  (and  we 
believe  it  admits  of  satisfactory  explanation,)  that  a  very  small  unsteadiness 
of  the  wheels  of  a  railway  carriage  upon  the  axle  renders  the  carriage  liable 
to  n;n  off  the  rails.  A  far  more  serious  objection,  however,  is,  that  the 
safety  of  a  carriage  and  the  whole  train  with  which  it  is  connected  would 
depend  upon  the  care  of  the  attendant  who  has  to  make  the  adjustments  of 
the  axle-slide. 

It  is  true  that  there  are  other  cases,  as  in  the  attendance  on  the  switches 
and  signals,  which  depend  upon  the  care  of  the  person  who  is  stationed  to 
work  them  ;  but  the  circumstances  differ  very  widely.  In  these  cases,  the 
attendant  has  a  single  act  to  perform  (or  at  the  utmost,  two  acts  only j  ;  he 
is  not  hurried,  and  his  whole  attention  is  concentrated  on  very  simple 
duties. 

In  respect  to  the  shifting  axles,  the  attendant  would  have  to  adjust  a 
great  many  carriages  in  succession  (as  there  are  sometimes  a  hundred  wag- 
gons in  a  soods  train),  and  adjustment  must  be  made  hurriedly,  aad  often 
m  the  night,  and  the  attendant's  thoughts  would  probably  have  been  partly 
occupied  with  the  loading  of  goods  and  other  station  arrangements. 

On  the  score  of  danger,  therefore,  we  think  that  this  construction  must  be 
at  once  abandoned.  But  we  think  it  proper  to  add,  that  if  even  there  were 
no  such  essential  ground  of  objection,  a  construction  of  this  nature  could  not 
be  adequately  useful  unless  it  were  extended  to  every  carriage  which  is 
likely  to  pass  the  station  where  the  break  of  gauge  occurs.  Under  the 
existing  system  of  interchange  of  carriages,  which  is  adopted  by  ail  the 
railway  companies  whose  lines  communicate,  and  of  which  the  advantages 
are  recognised  in  special  clauses  of  the  acts  of  Parliament  applying  to 
several  railways,  carriages  belonging  to  distant  railways  will  fre<}uently  be 
found  at  the  place  of  junction  of  the  two  gauges.  This  construction,  there- 
fore, would  lose  much  of  its  utility  unless  every  railway  carriage  were  made 
in  conformity  to  it,  that  is,  unless  a  vast  expenditure  of  capitol,  and  a  ixx* 
responding  annual  expense  in  replacing  worn-out  carriages,  dsc,  were  in- 
curred even  on  railways  very  distant  &om  the  break  of  gauge. 
2.  The  plan  of  placing  a  narrow  gauge  carriage  upon  the  top  of  a  broftd 
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gsn^  truek  hAfl»on  the  face  of  it,  this  obvious  difficulty,  that  a  broad  gauge 
camage  cannot  be  placed  in  the  same  manner  u^n  a  narrow  gauge  truck, 
and  therefore,  unless  not  only  the  broad  gauge  nulway,  but  also  tSl  others 
c<H]imumcaiing  with  it^  be  furnished  with  trucks  proper  for  carrying  narrow 
gauge  waggons,  and  with  narrow  gauge  waggons  also^  and  unless  &e  loads 
traveUing  towwds  the  narrow  gauge  be  placed  only  in  these  narrow  gauge 
waggons,  the  system  effects  nothing  as  regards  the  passage  in  one  direction. 
Bat  eren  with  regard  to  the  passage  from  the  narrow  gauge  to  the  broad 
gauge,  the  system  will  not  bear  examination.  If  the  trucks  are  supported 
on  springs  Uiere  is  practically  a  difficulty  in  running  the  waggons  upon 
them ;  and  if  they  are  not  supported  on  springs,  they  will  sustain  great 
injuiy  on  the  journeys.  If  they  are  loaded  singly  there  will  be  a  great 
dday ;  if  they  are  placed  in  a  row,  and  the  narrow  gauge  carriages  are  run 
through  the  whole  series,  yery  great  caution  will  be  necessary  to  secure  each 
cairiage  both  In  firont  and  in  rear.  When  heavy  loads  are  thus  placed  in 
elevated  positions,  and  when  the  security  of  each  depends  upon  adjustments 
hurriedly  made,  there  will  be  the  danger  to  which  we  have  alluded  in  notic-' 
ing  the  nrst  proposed  construction.  Finally,  an  enormous  amount  of  dead 
weight  will  be  carried  on  the  broad  gauge  une.  We  reject  this  proposal  as 
entuelv  inapplicable  to  the  traffic  of  railways. 

3.  G&e  system  of  shifting  the  bodies  of  carriages  from  road  wheels  to  rail- 
way wheels  is  practised  successfully  in  France,  where  the  diligences  from 
Paris  to  distant  towns,  proceeding  from  the  Messagerie  of  Paris  to  the  rail- 
way station  are  carried  on  a  peculiar  railway  truck  as  far  as  Rouen  and 
Oruans.  and  are  then  again  placed  on  road  wheels  to  continue  their  journey. 
At  the  low  speeds  of  the  French  railways  this  svstem  is  safe ;  but  we  doubt 
whether  it  would  be  safe  with  the  speeds  of  the  English  railways.  More- 
over, it  deprives  the  railway  system  of  one  of  its  greatest  conveniences ; 
namely,  its  readiness  to  receive  almost  any  number  of  passengers  without 
warning,  and  to  carry  them  to  any  distance,  small  or  great.  Carriers*  carts 
are  also  conveyed  (but  to  no  great  amount)  in  the  same  manner.  In  France, 
u  we  understand,  it  is  not  thought  likens  that  the  system  will  bo  in  any 
degree  retained  when  those  railways  shall  have  been  extended  further.  The 
tune  remarks,  we  conceive,  would  apply  entirely,  or  in  a  great  measure,  to 
similar  proposals  for  the  shifting  of  tne  bodies  of  railway  carriages ;  but  aa 
this  plan  haa  never  been  strenuously  urged,  it  is  unnecessary  to  criticiso  it 
i  minutely. 


4.  The  system  of  conveying  goods  in  loose  boxes,  carried  upon  railway 
tracks,  has  been  seriously  discussed.  It  has  been  repeatedly  tried,  and  W9 
are  able  therefore  to  give  an  opinion  on  it,  founded  on  experience. 

The  result  of  this  experience  is,  that  in  one  instance  of  a  temporary  cha- 
neter,  where  the  whole  operation  was  under  the  control  of  one  engineer,  it 
saooeeded :  in  other  instances,  although  always  under  the  control  of  one 
engineer  or  one  company,  it  has  usually  failed ;  and  these  failures  have 
oocorred  where  from  the  deterioration,  caused  by  hand  shifting,  to  the 
mineral  conveyed,  it  was  matter  of  anxiety  to  avoid  transference  of  the  load 
tmm  one  box  or  waggon  to  another,  and  where  no  expense  was  spared  in 
the  erection  of  mac^ery  proper  for  the  transference  of  the  loose  boxes. 

These  fiulures,  it  is  to  be  remarked,  occurred  in  a  traffic  which  is  compara- 
tivefy  regular,  viz.,  that  of  coal ;  in  traffic  of  a  less  regular  character  the 
causes  tending  to  produce  &ilure  would  be  very  much  more  numerous. 

We  eonsider  that  this  method  is  totally  inapplicable  to  remedy  the  incon- 
venience of  a  break  of  gauge. 

Some  of  the  witnesses  whom  we  have  examined  are  of  opinion  that  there 
would  be  less  difficulty  in  unloading  the  waggons  of  one  gauge,  and  placing 
the  armies  in  waggons  of  the  other  gauge,  bv  having  two  rows  of  waggons 
on  the  differint  gauges,  marshalled  alongside  of  each  other ;  but  having 
witnessed  this  process  at  Gloucester,  we  are  of  opinion  that  such  a  system  is 
totally  inapplicable  to  an  extended  traffic. 
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<  We  sum  up  our  conclusions  on  this  head,  by  stating  our  belief  tbat  no 
method  has  been  proposed  to  us  which  is  calculated  to  remedy  in  any  im- 
portant degree  the  inconveniences  attending  a  break  of  gauge. 

III.  Considerations  on  the  general  policy  of  establishing  a  uniformity  of 
gauge  throughout  the  country. 

We  approach  this  momentous  question  with  a  full  conviction  of  its  im- 
portance, and  the  responsibility  that  rests  upon  us. 

That  an  uniformity  of  gauge  is  now  an  object  much  to  be  desired,  there 
can,  we  think,  be  no  question.  In  the  earlier  period  of  the  railway  history  of 
this  country  the  great  trunk  lines  were  so  far  separated  as  to  be  indepradent 
of  each  other,  and,  as  it  wercL  isolated  in  their  respective  districts,  and  no 
diversity  of  gauge  was  then  likely  to  interfere  with  the  personal  conveni- 
ence or  the  commercial  objects  of  the  community ;  but  now  that  railways  ars 
spreading  in  all  directions,  and  becoming  interlaced  with  each  other  in  nu- 
merous places,  that  isolation  is  removed,  that  independence  has  ceased,  and 
the  time  has  arrived  when,  if  steps  cannot  be  taken  to  remove  the  existing 
evil  of  the  diversity  of  gauge,  at  least  it  appears  to  us  imperative  that  a 
wider  spread  of  this  evil  should  be  prevented. 

If  we  had  to  deal  with  a  question  not  affecting  the  interests  of  partif^ 
who  are  not  only  unconnected,  but  who  are  opposed  to  each  other  in  a  spirit 
of  emulation,  if  not  of  rivalry ;  or  if  we  were  dealing  with  the  property  of 
the  public,  and  not  of  private  trading  companies,  we  should  merely  nave  to 
consider  whether  that  uniformity  of  gause  which  we  deem  to  be  so  desirable 
would  be  too  dearly  purchased  by  an  alteration  of  one  gauge  to  suit  the 
other,  or  of  both  to  some  fresh  gauge  which  might  be  considered  preferable 
to  either,  if  any  such  there  be. 

But  our  position  is  different  from  this,  since  we  have  to  consider  not  only 
the  relative  length  of  the  different  systems,  the  comparative  mechanical  effi- 
ciency of  each,  the  general  superiority  of  one  above  the  other,  their  adapta- 
tion to  the  wants  of  the  country,  and  the  possibility  as  well  as  the  poli<^  of 
a  change,  but  also  the  pecuniary  means  of  effecting  it.  We  have  further  to 
look  to  the  consequences  of  an  interruption  of  the  traffic  during  the  progress 
of  an  alteration. 

There  is  still  another  view  of  the  question,  and  that  is,  the  expediency  of 
having,  on  lines  of  railway,  additional  rails,  so  as  to  afford  the  facihty  of  using 
engines  and  carriaj^es  on  both  gauges. 

This  expedient,  m  whatever  form  adopted,  cannot  be  considered  as  free 
from  difficulties.  If  two  rails,  forming  a  narrow  gauge  way,  are  placed 
between  the  two  rails  which  form  a  broad  gauge  way,  carriages  of  the 
different  sauges  may  run  in  the  same  train,  without  alteration  even  of  their 
buffers,  which  in  the  ordinary  construction  of  the  carriages  correspond  ex- 
actly on  the  broad  and  narrow  gauges.  But  the  expense  of  such  an  inser- 
tion would  probably  be  not  less  than  that  of  an  entire  change  of  gauge,  in- 
cluding, in  the  latter,  the  change  of  engines  and  carrying  stock  ;  and  the 
complication  which  it  would  mtroduce  at  the  crossings  might  produce 
danger  to  rapid  trains,  unless  their  speed  were  diminished  at  approaching 
such  points.  The  difficulty  of  packmg  the  rails,  if  longitudinal  sleepers 
were  used,  would  also  be  much  greater  than  if  rails  of  only  a  single  gauge 
were  employed.  If  a  single  rail  were  inserted  eccentrically  in  a  broad 
gauge  way,  so  as  to  form,  in  conjunction  with  one  of  the  broad  gauge  rails, 
a  narrow  gauge  way,  the  expense  of  the  insertion,  and  the  duiger  of  the 
crossings,  as  well  as  the  difficulty  of  packing  the  rails,  would  be  somewhat 
diminished,  but  it  would  be  imprudent  to  run  carriages  of  the  differuit 
gauges  in  the  same  train ;  and  as  it  would  probably  be  the  policy  of  the 
railway  company  to  adopt  for  their  own  stock  of  engines  only  one  of  the  two 
gauges,  and  to  interpose  those  difficulties  which  amount  to  a  prohibition  of 
the  use  of  other  companies'  engines,  the  inconveniences  of  a  break  of  gauge 
would  exist  in  almost  all  their  force  at  eveiy  junction  of  a  branch  nulway 
on  a  different  gauge. 
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We  consider,  therefore,  that  the  general  adoption  of  such  a  system  ought 
sot  to  be  permitted. 

We  remark,  however,  that  the  difficulties  to  which  we  have  alluded  may 
be  greatly  diminished  on  any  railway  where  the  system  of  combined  gauges 
is  cordially  taken  up  by  the  company ;  and  we  think  that  great  respect 
oaght  to  lie  paid  to  the  rights  which  the  companies  may  be  supposed  to 
possess  in  the  methods  or  systems  which  they  have  devised  or  adopted.  At 
the  same  time,  we  lay  it  down  as  the  first  principle,  that  inter-conmiunica- 
tion  of  railways  throughout  the  country  ought,  if  possible,  to  be  secured.  If, 
to  obtain  the  last-mentioned  object,  it  should  be  necessary  to  alter  or  make  a 
change  in  any  existing  railways,  we  think  that  it  may  be  left  as  a  matter 
of  ulterior  consideration  for  the  Legislature,  whether  in  these  limited  in- 
stances the  combination  of  gauges  may  not  be  allowed. 

Whatever  m^y  be  the  course  which  at  the  present  time  circumstances 
will  permit,  it  will  appear  from  the  opinion  we  have  expressed,  that  we 
think,  abstractedly,  equalization  desirable ;  and  we  shall  therefore  proceed 
to  consider  what  gauge  would  be  the  best  in  such  a  system  of  equaliza- 
tion. 

W^e  shall  examine  this  part  of  the  question  under  the  *  following 
heads: — 

1.  Safety. 

1  Accommodation  and  convenience  for  passengers  and  goods. 

3.  Speed. 

4.  Economy. 

1.  We  will  commence  with  the  question  of  safety. 

We  are  of  opinion  that  experience  will,  in  this  matter,  afford  a  better  test 
bv  which  to  compare  the  systems  of  the  broad  and  the  narrow  gauge  than  any 
theory ;  and  we  therefore  have  made  inquinr  into  the  nature  of  the  accidents 
recorded  in  the  official  reports  of  the  Board  of  Trade,  as  well  as  of  such  as 
have  happened  since  the  last  report  was  published. 

Wc  find  that  railway  accidents  arise  nrom  collisions,  obtructions  on  the 
road,  points  wrongly  placed,  slips  in  cuttings,  subsidence  of  embankments, 
a  defective  state  of  the  permanent  way,  loss  of  gauge,  broken  or  loose  chairs, 
fractures  of  wheels  or  axles,  &c. ;  and,  lastly,  from  engines  running  off  the 
line  from  some  other  cause. 

Of  these  several  classes  of  accidents,  all  except  the  last  are  obviously  in- 
dependent of  Uie  gauge ;  and  with  reference  to  this  last  class,  we  have 
thought  it  right  to  endeavour  to  determine  whether  the  advocates  of  either 
gauge  could  fairly  claim,  in  regard  to  these  accidents,  a  preference  for  their 
respective  systems,  on  the  score  of  greater  security  to  the  traveller.  In 
th^  lists,  we  find  only  six  accidents  of  the  kind  we  are  considering,  re- 
corded from  October,  1840,  to  May,  1845,  whereas  there  have  l)e6n  no  less 
than  seven  within  the  last  seven  months,  and  these  are  all  attributable  to 
excessive  speed,  the  majority  having  happened  to  express  trains.  Of  the 
whole  number  of  these  accidents,  three  have  occurred  on  the  broad  gauge 
aiMi  ten  on  the  narrow  ;  the  former,  however,  differ  in  their  character  from 
the  latter,  the  carriages  only,  in  the  last  two  cases,  having  been  off  the  line, 
vhereas,  m  all  the  ten  narrow  gauge  cases,  the  engines  have  run  off,  and 
the  consequences  have  been  more  fatal.  We  must  hero  observe,  however, 
that  the  extent  of  the  narrow  gauge  lines  is  1,901  miles,  and  that  t)f  the 
broad  only  274 ;  Uierefore  the  comparison  would  be  unfavourable  to  the 
broad  gauge  if  considered  merely  with  re«ird  to  their  relative  length ;  but 
it  must  be  borne  in  mind  that  the  general  speed  of  the  Great  Western  con- 
siden^ly  exceeds  that  of  many  of  the  narrow  gauge  lines,  and  that  some 
consideration  is  on  that  account  due  to  the  broad  ^auge. 

The  primary  causes  of  engines  getting  off  the  rails  appear  to  be  over  driv- 
ing, a  defective  road,  a  bad  joint,  or  a  badly  balanced  engine.  If  in  conse- 
quence of  heavy  rains  or  other  unfavourable  circumstances,  any  part  of  the 
road  becomes  unsound,  the  engine  sinks  on  one  side  as  it  passes  along  such 
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part  of  the  rail,  suddenly  rises  again,  and  is  thus  thrown  into  a  rocking  and 
lateral  oscillatory  motion^  with  more  or  less  of  violence  according  to  thenle 
of  speed,  and  a  very  similar  effect  is  produced  in  passing  at  high  speeds 
from  one  curve  to  another  of  different  curvature.  A  succession  of  str&ms  is 
thus  thrown  upon  the  rails,  and  if,  before  the  rocking  subsides,  the  wheel 
meets  with  a  aefective  rail  or  chair,  which  yields  to  the  impulse,  the  engine 
and  train  are  thrown  off  as  a  necessary  consequence ;  but,  as  far  as  we  can 
see,  such  casualties  are  equally  likely  to  happen  on  either  gauge,  other  ci^ 
cumstances  bein^  similar. 

It  has  indeed  been  stated  b^  some  of  the  witnesses  whom  we  have  exa- 
mined, that  the  broad  gauge  is  more  liable  to  such  accidents,  ^om  the  cir- 
cumstance that  the  length  of  the  engine,  or  rather  the  distance  between 
the  fore  and  hind  axle,  is  less  in  proportion  to  its  breadth  than  in  the 
narrow  gauge  engines,  and  that  therefore  the  broad  gauge  engine  is  liable 
to  1)0  thrown  more  obliquely  across  the  lines,  and  in  case  of  meeting  with  an 
open  or  defective  joint,  more  liable  to  quit  the  rail ;  but  we  cannot  admit 
the  validity  of  tlus  objection  against  the  broad  gauge  lines.  It  may  be 
that  the  proportion  between  the  length  and  breadth  of  the  engine  has 
some  influence  on  its  motion,  and  that  the  motion  is  somewhat  less  steady 
where  the  difference  between  the  length  and  breadth  is  considerably  di- 
minished ;  but  practical  facts  scarcely  lead  to  the  conclusion  that  the 
safety  of  the  trains  is  endangered  by  the  present  proportion  of  the  broad 
gauge  engines  ;  for  it  appears  that  on  the  Loudon  and  Birmingham  Bail- 
way,  where  the  engines  hitherto  employed  have  been  generally  short 
four-wheeled  engines,  the  distance  from  axle  to  axle  not  exceeding  seven 
feet,  or  seven  feet  six  inches,  no  such  accident  as  we  are  considenng  has 
been  reported  ;  and  we  are  informed  by  Mr.  Bruyeres,  the  superintendent 
of  that  line,,  that  no  such  accident  has  ever  occurred.  The  same  remark 
applies  to  some  other  narrow  gauge  lines ;  and  if,  as  has  been  stated,  ex- 
emption from  these  accidents  nas  resulted  from  the  close  fixing  of  the  en- 
gine and  tender  adopted  on  this  line,  the  same  system  might  be  adopted  on 
any  other  line,  whether  on  the  broad  or  narrow  gauge.  An  evil  may  also 
sometimes  arise  in  six-wheeled  engines,  by  the  centre  of  gravity  of  the  en- 
gine being  brought  too  much  over  the  driving  wheels,  and  the  springs 
])eing  so  adjusted  for  the  sake  of  the  adhesion  of  the  wheels  to  the  raiu, 
that  the  front  wheels  would  have  little  or  no  weight  to  support,  and  would 
be  thus  in  a  condition,  by  any  irregularity  in  the  road  or  otner  obstruction, 
to  be  more  easily  lifted  off  the  rails.  But  here  again,  if  this  fault  in  the 
construction  or  adjustment  has  been  anywhere  committed,  it  is  a  fault 
or  defect  wholly  unconnected  with  the  breadth  of  gauge. 

Another  cause  of  unsteady  or  irregular  motion,  dangerous  to  the  safety 
of  the  train,  has  been  stated  to  be  the  great  overhanging  weight  beyond 
the  axles  of  some  engines  of  recent  construction,  and  of  the  weight  of  the 
outside  cylinder  beyond  the  axle  bearings.  So  far  as  this  construction 
is  concerned  it  certainly  appertains  to  narrow  gauge  lines  only ;  but  at 
the  same  time  we  must  remark,  that  it  is  not  essential  to  their  working. 

Upon  the  whole,  therefore,  after  the  most  carefiil  consideration  of  this 
part  of  the  subject,  we  feel  bound  to  report,  that  as  regards  the  safety 
of  the  passenger  no  preference  is  due,  with  well  proportioned  engines, 
to  either  gauge,  except  perhaps  at  very  high  velocities,  where  we  think 
a  preference  would  be  due  to  the  broad  gauge.  On  this  part  of  the  sub- 
ject we  would  beg  to  point  to  the  nature  of  the  evidence  of  Mr,  Nicholas 
Wood. 

2.  We  have  now  to  advert  to  the  question  of  the  relative  accommodation 
and  convenience  for  passengers  and  goods. 

The  first-class  carriages  of  the  broad  gauge  are  intended  to  cany 
eight  passengers  in  each  compartment,  and  the  compartments  are  some- 
times subdivided  by  a  partition  and  inside  door.  On  the  narrow  gauge 
lines  the  first-class  carriagea  are  usually  constructed  to  cany  only  six  paa- 
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•engen  in  each  comfyftriaiient ;  and  we  find  that  ahout  the  same  width  is 
allowed  for  each  passenger  on  hoth  gauges.  Some  of  the  original  mail- 
cazriages  were  adapted  for  four  passengers,  and  we  believe  that  the  public 
had  a  preference  for  these  carriages  oyer  both  the  other  descriptions. 

Untu  lately,  the  broad  gauge  carriages  were  altogether  more  commodious 
than  those  of  the  narrow  gauge,  but  recently  carriages  have  been  introduced 
on  several  of  the  narrow  ^uge  lines  nearly  as  lofty  as  those  on  the  broad 
gauge,  and  equally  commomous  ;  in  short,  we  now  sde  no  essential  differ- 
eaoe  as  re«;ards  accommodation  and  convenience  to  individual  passengers  in 
the  first-cmss  carriages  of  the  two  gauges. 

In  the  second-class  carriages  on  the  oroad  gauge,  six  persons  sit  side  by 
ride,  each  carriage  being  capable  of  holding  72  passengers.  On  the  narrow 
gauge  generally,  only  four  persons  sit  side  by  side,  the  total  number  in 
each  carriage  being  32 ;  in  this  respect  we  are  inclined  to  consider  the 
latter  are  more  comfortably  accommodated. 

With  reference  to  the  ease  of  the  carriage,  and  the  smoothness  of  the 
motion,  we  have  had  very  contradictory  evidence,  and  it  must  be  admitted 
that  great  difference  is  experienced  on  the  same  line  at  different  times, 
depending  upon  the  state  of  the  road,  the  springs  of  the  carriage,  the 
number  of  persons  in  a  carriage,  to  bring  the  springs  into  action,  the 
position  of  the  carriage  in  the  tram,  and  the  speed  at  which  the  train  is 
propelled,  all  of  which  conditions  are  independent  of  the  breadth  of  the 
gauge.  We  have,  however,  with  a  view  of  making  our  observations  on  this 
question,  travelled  several  times  over  all  those  lines  having  their  stations 
in  London,  and  after  making,  to  the  best  of  our  judgment,  every  allow- 
ance for  the  circumstances  a^ve-mentioned,  we  are  of  opinion  that  at  the 
higher  velocities  the  motion  is  usually  smoother  on  the  broad  gauge. 

It  is  now  to  be  considered  whether  either  gauge  has  a  superiority  over 
the  other  in  regard  to  the  conveyance  of  general  merchandise. 

Under  this  head  we  class  manufactured  goods  and  their  raw  materials, 
mineral  products,  such  as  coal,  lime,  iron,  and  other  ores  ;  agricultural  pro- 
duce, such  as  com,  hops,  wool,  cattle,  and  timber. 

On  these  points  we  have  taken  the  evidence  of  persons  well  acquainted 
with  the  carrying  trade,  and  from  their  information,  and  our  own  observa- 
tion, it  does  not  appear  to  be  of  consequence  to  the  parties  sending  or  re- 
ceiving goods  whether  they  are  transmitted  in  waggons  containing  &ye  or 
rix  tons,  or  in  waggons  of  larger  capacity,  provided  that  the  cost  and  se- 
curity are  the  same,  and  that  the  carriers  undertake  the  responsibility  of 
any  damage  that  may  result  from  the  size  of  the  load.  But  Messrs.  Home 
and  Chaplin,  and  Mr.  Hayward,  who  are  largely  interested,  and  have  had 
great  experience  in  the  carrying  trade,  have  expressed  a  strong  opinion 
that  the  smaller  waggon  is  far  the  more  convenient  and  economical.  The 
same  opinion  is  stilTinore  strongly  expressed  by  those  witnesses  wo  have 
examined  who  have  experience  of  our  mineral  districts.  These  persons 
state  that  the  smaller  waggon  can  be  more  easily  handled,  and  can  be 
taken  along  sharper  curves  than  would  be  suited  to  a  broader  waggon ; 
that  such  sharp  curves  are  very  common  in  mineral  works  and  districts, 
and  that  the  broken  nature  of  the  ground  would  render  curves  of  greater 
radius  inconvenient  and  expensive. 

Another  important  difference  between  the  two  gauges,  in  this  commercial 
Tiew  of  the  question,  would  present  itself  in  locanties  in  which  there  may 
be  a  difficulty  of  readily  obtaining  full  loads  for  the  waggons  at  road  sta^ 
tions.  Here  the  defect  of  the  dead  weight,  which  we  nnd  to  apply  more 
pitfticularly  to  the  broad  gauge,  would  be  greatly  increased,  unless  another 
eril  of  still  greater  commercial  importance  were  created,  that  of  detaining 
the  wa^;ons  to  receive  full  loads.  On  the  whole,  therefore,  we  consider 
the  narrow  gauge  as  the  more  convenient  for  the  merchandise  of  the 
ooun^. 

3.  We  now  come  to  the  important  considexation  of  relative  speed. 


232  RAILWAY   RBOISTEBa 

With  a  view  to  form  our  judgment  on  this  subject,  we  haTe  Examined 
the  time-tables  of  the  several  companies  having  express  and  fast  trains,  and 
the  returns  furnished  by  those  companies  of  the  actual  speeds  attained  bj 
the  express  trains,  on  30  successive  days,  from  the  15th  of  June  to  the  15th 
ofJulv,  1845. 

We  nave  also,  on  various  occasions,  trav^ed  in  the  express  trains,  and 
noted  the  speed,  mile  by  mile. 

The  result  has  been,  that  we  are  fully  satisfied  that  the  average  speed  on 
the  Qreat  Western,  both  by  the  express  trains  and  by  the  ordinary  trains, 
exceeds  the  highest  speed  of  similar  trains  on  any  of  the  narrow  gauge  lines. 
But  some  of  the  latter  have  trains  which  exceed  in  speed  the  corresponding 
trains  of  the  Bristol  and  Qlocester  line,  and  also  of  tne  Swindon  ana  Gloces- 
ter  line,  both  of  which  are  on  the  broad  gauge ;  but  these  latter,  it  is  to  be 
remembered,  are  still  of  recent  construction,  with  unfavourable  curves  and 
gradients ;  and  we  have  been  informed  by  Mr.  R.  Stephenson,  in  his  evidence, 
that  at  one  period  the  speed  on  the  Northern  and  Eastern  line  even  ex- 
ceeded that  of  the  Qreat  Western. 

In  treating  of  a  difference  in  the  speed,  other  circumstances  besides 
the  mere  gauge  must  be  considered.  The  inclinations  and  cujrves  of  the 
Qreat  Western  Railway,  between  London  and  Bristol,  and  even  for  40  miles 
beyond  Bristol,  are,  with  the  exception  of  the  Wootton-Basset  and  the  Box 
inclines,  particularly  favourable  to  the  attainment  of  high  velocities ;  and  it 
is  important  to  remark,  that  the  inclinations  and  curves  on  that  part  of  tbe 
Northern  and  Eastern  Railway  where  the  competition  in  speed  with  the 
Qreat  Western  was  the  most  successful  are  generally  of  a  similar  character. 

One  of  the  principal  motives  professed  for  constructing  the  Qreat  Western 
Railway  on  the  broad  gauge  was  the  attaining  of  high  speeds,  and  the  credit 
of  the  proposers  and  defenders  of  that  construction  has  tnerefore  been  deeply 
engaged  in  maintaining  them. 

The  effect  of  gradients  on  the  speed  of  the  Qreat  Western  trains,  even 
with  the  powerful  engines  used  on  that  line,  is  shown  in  the  Time  Table, 
page  24,  where  we  find  that  while  the  speed  from  Paddington  to  Didcot  by 
the  express  train  is  47^  miles  per  hour,  from  Didcot  to  Swindon  it  is  only 
41-1,  and  from  Swindon  to  Qlocester  only  31*7 ;  from  Swindon  to  Bath  it  is 
48*2,  but  returning  only  37'2 ;  from  Bristol  to  Taunton  the  speed  is  46.3, 
and  from  Taunton  to  Exeter  only  39*2. 

We  must  observe,  however,  that  while  the  Great  Western  Company  have 
not  altered  in  any  degree  the  plan  of  their  engines,  the  higher  velocities  of 
the  narrow  gauge  lines  have  oeen  attained  by  the  introduction  of  a  more 
powerful  kind  of  engine  than  was  employed  at  an  earlier  period,  and  pro- 
bably the  new  engines  now  used  on  the  narrow  gauge  lines  are  as  powerful 
as  they  can  well  be  made  within  the  limits  of  their  gauge ;  whereas  the 
broad  gauge  lines  have  still  a  means  of  obtaining  an  increase  in  the  power 
of  their  engines  and  of  increasing  their  speed,  provided  the  road  be  in  a 
condition  to  sustain  the  great  increased  force  which  must  result  from  any 
increased  weight  of  the  engine  moving  at  such  high  velocities. 

Whether  the  permanent  way  is  in  such  a  state  at  present  is  very  question- 
able, or  even  whether  it  be  possible  in  all  vicissitudes  of  weather  to  main- 
tain it  in  such  a  condition.  We  ou^ht  not  to  lose  sight  of  tiie  fact,  that 
since  the  introduction  of  express  trains  the  accidents  arising  from  engines 
running  off  the  line  have  been  much  more  common  than  in  former  years ; 
indeed,  these  accidents  have  been  more  numerous  within  the  last  seven 
months  than  within  the  preceding  five  years,  and  it  is  questionable  whether 
this  contest  for  speed  ought  to  be  carried  to  any  greater  length.  We  are, 
indeed,  strongly  inclined  to  the  opinion  stated  by  several  engineers  in  their 
evidence,  that  it  is  the  stability  oi  the  road,  and  not  the  power  of  the  engine, 
that  wiU  prescribe  the  limits  of  safe  speed. 

On  the  first  introduction  of  passenger  railway  speeds  of  al>out  12  miles 
per  hour  only  were  anticipated ;  the  rails  then  employed  weighed  only  35 lbs. 
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per  yard,  and  tHe  engines  about  six  or  seven  tons.  As  soon  as  speeds  of  20 
and  24  miles  per  hour  were  attempted,  it  was  found  necessary  to  have  rails 
of  90\h8.  per  jard,  and  engines  weighing  10  and  12  tons.  Since  that  time  the 
rails  have  been  increased  in  weight  progressively  to  65  lbs.,  75  lbs.,  and  85  lbs. 
per  yard,  and  the  weight  of  the  engine  on  the  broad  gauge  exceeds  22  tons, 
and  on  the  narrow  gauge  it  now  approaches  20  tons  ;  indeed  we  have  seen 
a  narrow  gauge  engine  on  six  wheels  weighing  30  tons.  We  doubt,  however, 
whether  a  corresponding  stability  has  been  attained  in  the  road  itself. 

Amongst  other  changes  for  increasing  the  power  of  the  engine  and  the 
speed  of  the  trains  of  the  narrow  gauge  lines^  there  have  been  the  giving  an 
increased  length  to  the  engine,  and  the  placmg  the  cylinders  on  the  outside 
of  the  framing ;  but  it  is  the  opinion  of  some  of  the  witnesses  we  have  ex- 
amined, that  this  position  of  the  cylinder  has  a  tendency  to  produce  a 
greater  wear  and  tear  of  the  journals,  and  a  consequent  rocking  and  irregular 
motion  of  the  engine  on  the  line.  This,  however,  while  the  engine  is  of 
medium  length,  has  been  denied  by  Mr.  Locke,  who  has  had  great  experience 
in  the  working  of  outside-cylinder  engines.  But  it  is  stated  by  Mr.  Gray 
and  Mr.  Gooch,  that  where  the  length  of  the  engine  is  greatly  increased, 
this  increased  length,  by  causing  the  extremities  of  the  engine  to  overhang 
Tery  considerably  the  fore  and  hind  axles,  has  a  great  tendency  to  increase 
the  irregular  motion  produced  by  Ihe  outside  cylinder. 

Mr.  R.  Stephenson  admits  that  in  some  of  the  later  engines  this 
irregularity  docs  exist,  but  he  attributes  it  to  the  weight  of  the  piston  and 
its  appendages,  observing,  *^  I  do  not  believe  that  it  is  me  steam  that  causes 
the  irregular  action,  but  I  believe  it  to  be  the  mere  weight  of  the  pistons 
themselves,  and  therefore  if  we  could  contrive  to  balance  the  piston  oy  the 
weight  upon  the  wheels,  we  should  get  rid  of  that  very  much. 

At  all  events,  from  whatever  cause  the  motion  may  arise,  the  oscillations 
are  very  considerable  in  some  of  these  long  engines,  and  such  as  can  scarcely 
be  considered  safe  at  high  velocities. 

This  great  length  of  engine  is,  however,  by  no  means  essential  to  the 
attainment  of  hieh  speeds  on  narrow  gauge  lines. 

We  found  by  tmung  the  express  trains  on  four  different  journeys  on  the 
South  Western  line,  in  both  directions,  that  the  whole  distance  was  per- 
formed very  satis&ctorily  in  about  1  hour  and  52  minutes,  including  the 
time  of  two  stoppages,  being  at  an  average  rate  of  41  miles  per  hour,  on  a 
line  which,  in  one  direction,  rises  for  a  length  of  more  than  40  miles  on  a 
Teiy  prevailing  gradient  of  1  in  330 ;  and  in  the  other  rises  for  several  miles 
on  a  gradient  of  1  in  250.  On  each  occasion  a  distance  of  ^ye  miles  on  a 
le?el  part  of  the  road  was  passed  at  the  rate  of  53  miles  per  hour. 

The  length  of  the  engine  boiler  was  only  eight  feet  seven  inches,  the  driving 
wheels  six  feet  six  inches  in  diameter ;  the  leading  wheels  had  both  inside 
and  outside  bearings.  The  diameter  of  the  cylinder  in  one  case  was  15 
inches,  in  the  others  14^  inches,  both  outside,  and  attached  to  the  smoke- 
box. 

In  proceeding  to  compare  the  locomotive  engines,  we  remark  in  the  first 
place,  that  the  fire-boxes,  boilers,  <Src.,  of  the  narrow  gauge  engines  still. 
possess  a  smaller  evaporating^  power  than  those  of  the  broad  gauge  engines, 
although  recent  attempts  have  been  made  to  raise  the  former  to  the  level 
of  the  latter;  but  those  attempts  have  not  succeeded;  and  it  is  indisput- 
able, that  whatever  can  be  done  for  the  narrow  gauge,  in  this  respect,  can 
be  surpassed  on  the  broad  gauge.  And  we  concur  in  opinion  with  many  of 
the  ablest  engineers,  who  have  stated,  that  the  engines  of  both  gauges  have 
nearly  obtained  the  speed  and  power  which  it  would  be  justifiable  to  employ 
in  reference  to  the  present  strength  of  the  rails  and  the  firmness  of  the 
earthwoAs. 

We  remark,  in  the  next  place,  that  the  diameter  of  the  driving  wheels  of 
the  broad  gauge  engines  is  greater  than  that  of  the  driving  wheels  of  the 
ittnow  gauge  engines^  and  although   in  many  of  the   narrow   gauge 
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engineB  the  use  of  the  external  cylinder  hM  enabled  the  iftaimfSictmw 
to  bring  the  boUers  nearer  to  the  driving  wheel  axles,  and  has  thu 
permitted  an  increase  of  the  diameter  of  the  wheel,  still  it  is  alwtyi 
in  the  power  of  the  oonstructors  of  broad  gauge  en^a^es  to  make  a  cone- 
sponding  change,  and  thus  to  maintain  the  superiority ;  for  the  laig« 
diameter  of  the  wheel  is  unquestionably  faTOurable  to  high  speed,  both 
because  the  steam  is  used  to  greater  advantage,  and  because  the  altenating 
shocks  upon  the  machinery  are  less  rapid.  It  is,  howerer,  extremely  .difficuU 
to  say  at  what  speeds  this  advantage  becomes  appreciable,  "bethink  it 
likely  that,  as  far  as  the  speed  of  40  miles  an  hour,  there  is  no  ^eat  difo- 
ence  between  the  two,  but  that  for  speeds  of  CO  or  60  miles  an  honr  the 
difference  may  be  worthy  of  notice.  It  becomes  important,  then,  to  inqixixe 
what  may  be  the  neatest  speed  that  will  probably  be  desired  or  maintained 
on  railways  for  ordinary  ^uiposes. 

It  is  certain  that  the  wishes  of  the  public  will  be  limited  only  by  oonsiderft- 
tions  of  economy  and  safety.  The  ^preater  the  speed  the  f^eater  will  be  the 
cost ;  and  it  appears  to  be  the  opinion  of  many  of  the  officers  of  nulways, 
that  it  would  be  difficult  to  maintain  with  safety  the  present  express  speeds 
upon  the  groat  trunk  railways. 

The  chief  impediments  to  maintaining  the  present  express  speeds  are,— 

1.  The  difficulty  of  arranginj^  the  tram's,  where  the  traffic  is  frequent,  so 
that  the  fast  trains  shall  be  entirely  protected  from  the  chance  of  interfering 
with  or  coming  into  collision  with  the  slower  trains,  or  those  that  stop  at 
numerous  stations. 

2.  The  difficulty  of  seeing  signals,  especially  in  foggy  weather,  in  time  to 
enable  the  engine-driyer  to  stop  the  fast  trains. 

We  feel  it  a  duty  to  observe  here,  that  the  public  are  mainly  indebted  for 
the  present  rate  of  speed,  and  the  increased  accommodation  of  Uie  railway 
carnages,  to  the  genius  of  Mr.  Brunei,  and  the  liberality  of  the  Qreat  Western 
Railway  Company. 

As  regards  the  applicability  of  the  atmospheric  principle  of  traction,  or  of 
any  other  principle  differing  from  the  locomotive,  we  see  no  difference 
between  the  two  gauges. 

4.  The  auestion  of  economy  is  that  which  next  demands  our  attention. 

Under  tnis  head  we  have  to  consider  the  cost  of  construction,  the  pur- 
chase of  the  plant,  which  consists  of  engines,  of  carriages,  and  of  other 
carrying  stock ;  and  lastly,  the  cost  of  working. 

There  can  be  no  question,  that,  in  the  first  construction  of  a  raUway,  the 
narrower  the  g&^ge,  the  smaller  will  be  the  cost  of  the  works.  This  applies 
to  tunnels,  bridges,  viaducts,  embankments,  cuttings,  sheds,  woriEshops, 
turn-tables,  transverse  sleepers,  and  ballast,  and  the  purchase  of  land ;  but 
it  does  not  affect  the  rails,  fences,  drains,  and  station-houses.  The  exact 
difference,  however,  must  depend  in  a  great  doffree  upon  load  dreumstances, 
and  no  opinion  can  be  given  of  the  precise  ratio  of  mfference  without  going 
into  a  very  minute  calculation  of  each  line  on  which  the  two  systems  are  to 
be  compared ;  for  instance,  in  a  line  free  from  tunnels  or  viaducts,  and  in  a 
flat  countiT,  where  there  are  neither  cuttings  nor  embsAkments,  the  differ- 
ence would  be  limited  very  nearly  to  the  quantity  of  land  to  be  purdiased 
(the  severance  and  damage  being  about  equal  in  both  oases),  the  amount  of 
ballasting,  and  some  increase  in  the  cost  of  the  sleepers ;  whereas,  in  a  veiy 
undulating  country,  the  difference  would  be  more  considerable. 

As  to  the  cost  of  the  maintenance  of  way,  supposing  the  constmciion  to 
be  the  same,  that  of  the  broad  gauge  must  be  ratner  the  greater  of  the  two. 

In  respect  to  the  cost  of  the  engines  and  carrying  stock,  we  have  to 
observe  that  they  are  generally  more  expensive  on  the  broad  than  on  the 
narrow  gauge.  But,  on  the  other  hand,  it  is  asserted  by  the  advocates  of  the 
hroad-gau^e  system,  that  as  the  engines  will  draw  greater  loads,  as  the  car- 
riages will  accommodate  a  greater  number  of  passengers,  and  as  the  wag* 
gons  are  capable  of  conveying  a  larger  amount  of  merdiaiicUse,  the  wori^caa 
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be  and  ifl  done  at  a  lees  oharee  per  ton,  and  that  a  compenBation  is  thus 
obtained  for  the  increased  ouUaj.  How  far  thia  is  found  to  be  practically 
the  ease  is  the  next  subject  for  inquiry. 

We  were  very  desirous,  if  it  had  been  found  possible,  thorouffbly  to  inres- 
tigate  this  part  of  the  subject  by  means  of  the  official  data  called  for  by  us, 
tad  furnished  by  some  of  the  principal  comi)anie8,  containing  a  statement 
of  their  working  expenses ;  but  we  find  the  circumstances  so  difierent,  that 
rezy  little  satisfactory  information  can  be  thus  obtained,  that  has  been  ob- 
tained, tet  has  strictly  a  reference  to  the  economy  of  the  two  gauges. 
Then  axlf  of  course,  rarious  matters  that  have  an  influence  on  the  actual 
oost  of  locomotive  power  and  general  traffic  charges,  that  are  in  no  way  con- 
nected with  the  breadth  of  gauge ;  such  as  the  nature  of  the  curves  and 
giadients,  the  price  of  coke,  the  general  nature  of  the  traffic,  the  mode  of 
working  that  traffic  as  adopted  by  different  companies,  the  employment  of 
engines  of  mater  or  less  power,  that  increased  accommodation  to  the  public 
wludi  inyoiyes  an  extra  expense  for  return  carri^es,  icc» 

The  London  and  Birmingham,  and  the  Great  Western  Railway,  as  metro- 
politan lines  of  great  traffic  and  of  considerable  length,  would  at  first  sight 
appear  to  furnish  the  best  means  of  comparison,  and  there  is,  in  fact,  no 
dimcolty  in  comparing  the  actual  expenses ;  but  these  lines  differ  essen- 
tially in  the  character  of  their  gradients,  and  in  the  amount  of  traffic,  esti- 
mated at  per  Dule,  and  above  aU,  they  differ  in  the  character  of  the  engines 
tb^  einpfoy. 

The  bondon  and  Birmingham  Company  have,  from  the  commencement, 
persevered  in  the  use  of  light  four-wheeled  engines,  while  the  Great  Western, 
availing  themselves  of  the  facilities  their  gauge  affords,  have  adopted  large 
tad  powerful  euffines,  which  are  worked  at  nearly  the  same  cost  per  mile  as 
the  tonner ;  ana  if  such  engines  as  those  on  the  London  and  Birmingham 
line  were  essential  to  the  narrow  gauge,  the  question,  as  to  the  economy  of 
working,  might  be  at  once  decided  in  favour  of  the  broad  gauge ;  but  this  is 
by  no  means  the  case :  several  narrow  gauge  lines  employ  engines  of  great 
p&wer,  and  work,  in  consequence,  much  more  cheaply  than  the  London  and 
Binningham ;  therefore,  the  comparison  between  the  working  expenses  of 
tbis  line  and  of  the  Great  Western  can  only  be  considered  as  a  test  of  the 
principle  of  working  with  light  and  with  heavy  engines^  and  not  as  fur- 
nisbing  a  test  of  the  working  economy  of  the  two  gauges. 

It  is  a  common  practice  with  different  railway  companies,  in  their  half- 
yearly  reports  to  their  proprietors,  to  state  the  per  centage  of  their  various 
expenses,  under  a  few  distinct  heads,  as  compared  with  their  revenue  ;  and 
from  these  it  appears  that,  on  the  Great  Western,  the  locomotive  charges, 
daring  a  period  of  three  years,  have  varied  between  8'8  and  11*1,  averagmg 
9*7  per  cent,  on  their  income ;  and  on  the  London  and  Binningham  they 
have  varied,  within  the  same  period,  between  7*9  and  10*36,  avera^ng  about 
^  per  cent,  on  their  income ;  and,  therefore,  on  a  superiicial  view  of  the 
i|nestion,  the  London  and  Binningham  would  appear  to  have  worked  their 
hne  at  a  cheaper  rate ;  but  valid  objections  have  been  made  to  this  com^ 
parison  on  the  part  of  the  Great  Western  ;  because  it  is  obvious,  from  the 
Nvetal  returns  we  have  received,  that  the  London  and  Birmingham  Com« 
My  has  far  the  more  abundant  traffic  per  mile,  and  ought,  therefore,  to 
M  expected  to  perform  its  woric  at  a  less  per  centage  on  its  income.  It  has  ' 
been  stated  by  Mr.  Gooch,  that  as  locomotive  superintendent  on  the  Great 
Western,  he  is  called  upon  to  supply  a  certain  amount  of  locomotive  power, 
ttul  that  the  cost  of  such  power  is  almost  entirely  irrespective  of  the  load  or 
nnmber  of  passengers  it  is  made  to  draw  ;  but  that  tnese  numbers  are  of 
great  importance  in  comparing  the  locomotive  expenses  with  the  revenue. 

In  page  27  of  the  appendix  to  this  report,  an  abstract  and  comparative 
table  are  given,  founoed  on  returns  furnished  by  the  Great  Western  and 
I^ndon  and  Kjrmingham  Railway  Companies,  showing  that  the  revenue  do- 
med firom  the  paseengezB'  train  is  04  per  cent,  greater  per  mile  worked  on 
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the  latter  than  on  the  former  line.  It  must,  therefore,  be  obvious  that,  as  a 
test  of  economy  for  working,  we  cannot  adopt  the  principle  of  a  per  centagc 
on  the  revenue,  neither  will  the  cost  per  mile  run  give  a  more  just  com- 
parison as  to  the  economy  of  the  two  systems,  because  it  is  a  well-knovm 
fact  that  the  LoDdon  and  Birmingham  dompany  have  been  conveying  their 
traffic  with  engines  of  inadequate  power,  and  that  great  economy  would 
result  to  them  by  the  adoption  of  larger  engines. 

Other  difficulties  also  occur  in  tne  comparison  of  these  expenses  on 
different  lines,*  in  consequence  of  the  difference  in  the  fonn  of  the 
accounts,  and  of  the  circumstance  of  one  company  adopting  the  principle  of 
having  a  reserve  fund  for  renewals,  and  other  companies  having  no  such 
fund. 

We  are,  therefore,  of  opinion  that  the  most  satisfactory  comparison  that 
can  be  mi^le  of  the  economy  of  working  the  two  gauges,  will  be  by  applying 
to  first  principles,  endeavouring  merely  to  determine  what  the  working  ex- 

Senses  of  the  Gfrcat  Western  line,  with  their  present  amount  of  traffic,  would 
ave  bc^en,  provided  it  had  been  made  a  narrow  gauge  line,  and  worked  with 
such  engines  as  those  employed  on  the  South  Western  and  some  other  narrow 
gauffe  lines. 

The  average  weight  of  a  passenger-train  on  the  Qreat  Western  Railway 
(independent  of  the  engine  and  tender,  which  weigh  33  tons)  appears,  bj 
the  returns  sent  to  us,  to  be  67  tons ;  and  the  average  number  of  passengers 
per  train  for  the  half-year  ending  the  30th  of  June,  1845,  as  appears  by  our 
comparative  table,  page  27,  is  only  472,  whose  weight,  including  their  lug- 
gage, may  be  estimated  at  about  5  tons. 

Mr.  Qooch  estimates  each  carnage  and  its  passengers  on  the  broad  gauge 
to  weigh  about  9^  tons,  and,  therefore,  there  would  be  seven  carnages  to 
make  up  the  67  tons  above  specified.  The  most  commodious  carriages  on 
the  narrow  gauge  lines,  such  as  those  on  the  South  Western,  weigh  less  than 
5  tons ;  seven  such  carriages  would,  therefore,  weigh  about  SPI  tons,  and 
being  capable  of  containing  126  first-class  passengers,  weighing,  with  their 
luggage,  12^  tons,  the  total  load  would  be  only  46^  tons.  Kow  we  find,  that 
even  with  a  traffic  as  large  as  that  of  the  London  and  Birmingham  Railway, 
the  average  per  train  would  only  be  84*9  passengers,  weighing  about  8  tons; 
80  that,  under  the  supposition  of  a  traffic  of  this  extent,  the  load  of  the 
aeven  narrow  gauge  carriages  so  occupied  would  only  be  42  tons. 

But  Mr.  Qooch  estimates,  from  his  own  experiments,  the  relative  powers 
of  traction  of  the  broad  gauge  engines,  and  of  the  narrow  gauge  engmes  of 
the  South  Western  Railway,  when  working  at  the  same  speed,  as  2,067  to 
1,398,  or  as  67  per  cent.,  the  load  of  the  oroad  gauge  in  tons,  to  45  tons, 
which  would  be  the  corresponding  load  for  the  narrow  gauge,  so  that  the 
narrow  gauge  engine  has  more  power  over  the  42  tons  it  would  nave  to  draw 
than  the  broad  gauge  has  over  its  average  load  of  67  tons,  both  exclusive  of 
the  weight  of  the  engine  and  tender,  the  narrow  gauge  carriage  in  this  sup- 
position being  supposed  to  contain  84*9  passengers,  and  the  broad  gauge 
only  47-2. 

If,  however,  it  were  necessary,  224  first-class  passengers  might  be  placed 
in  the  seven  broad  gauge  carriages,  and,  as  it  has  beK)re  been  said,  126  in 
the  seven  narrow  gause  carriages  ;  but  it  appears  likely  that  this  extent  of 
accommodation  woula  only  be  called  for  on  such  rare  occasions,  that  the 
question  of  providing  for  it,  except  by  assistant  power^  cannot  be  taken  into 
consideration  in  the  present  cqpiparison. 

It  is  obvious,  from  the  foregoing  statement,  that  the  nanrow  gauge  engine 
of  the  class  we  have  been  considering  has  more  power  over  the  seven  nar- 
row gauge  carriages,  and  a  load  of  126  passengers,  than  the  broad  gauge 
engine  has  over  the  seven  broad  gauge  carriages,  and  the  load  of  the  same 
number  of  passengers ;  and  that,  therefore,  if  the  Great  Western  had  been  a 
narrow  instead  of  a  broad  gauge  line,  the  South  Western  engines  would  haio 
had  the  same  command  over  the  existing  passenger  tn&c  of  the  Qreat 
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Western  za  its  own  engines  now  have  with  the  present  construction  of  that 
nil  way. 

We  must  remark,  however,  that  this  calculation  is  for  trains  consisting 
excluayely  of  passengers  and  their  personal  luggage.  In  the  Great  Western 
arerage  trains  of  67  tons  there  is  an  allowance  of  ahout  16  tons  for  passen- 
gers and  luggage,  ihcluding  gentlemen's  carriages.  Allowing  the  same 
weight  of  luggage  on  the  narrow  gauge  line,  the  train  would  stiU  not  exceed 
50  tons,  whicn  is  considerably  within  the  power  of  the  narrow  gauge  engine. 
For  it  anpears,  by  the  experiments  that  naye  been  recently  made  on  the 
Great  Western  Railway,  tne  details  of  which  are  given  in  the  appendix  to 
the  evidence,  that  the  Qreat  Western  engine  is  capable  of  propelhng  13  tons 
St  a  greater  speed  than  the  average  speed  of  that  line  ;  and,  consequently^ 
by  the  proportion  above  stated,  the  narrow  gauge  engine  would  be  capable 
of  propelhng  55  tons  at  the  same  rate.  We  conclude,  therefore,  tha^  the 
work  would  be  performed  at  about  the  same  expense  for  locomotive  power. 

That  there  may  be  cases  in  which  not  only  the  full  power  of  a  broad 
gauge  engine  is  required,  but  even  the  assistance  of  a  second  engine,  is  quite 
certain,  but  such  trains  form  the  exception  and  not  the  rule  in  railway  pas- 
lenger  traffic,  and  we  doubt  the  soundness  of  a  principle  which  involves  a 
great  expense  in  construction,  for  the  sake  of  possessing  capabilities  so 
seldom  called  into  action/.. 

It  is  proper  to  observe,  that  the  foregoing  comparison  would  have  ap- 
peared to  stand  more  in  favour  oi  the  narrow  gauge,  had  we  taken  for  the 
engine  of  comparison,  one  of  those  engines,  of  whose  increased  capabilities 
some  of  the  supporters  of  the  narrow  gauge  system  have  informed  us ;  but 
we  have  preferred  the  comparison  afforded  with  the  South  Western  engine, 
fifwn  its  being  the  one  on  which  Mr.  Gooch,  of  the  Great  Western  BailwaVy 
superintended  the  recorded  experiments — whence  our  deductions  are  made 
from  data  furnished  by  the  advocates  of  the  broad  gauge  system,  without 
drawing  anything  from  the  evidence  on  the  other  side  ;  and  as  these  deduc- 
tions sufficiently  demonstrate  that  there  is  no  economy  in  the  locomotive 
expenses  for  passenger-trains  resulting  from  working  a  line  on  the  broad 
gauge  system,  even  on  such  lines  as  those  which  have  at  the  present 
moment  the  most  abundant  passenger  traffic,  any  analyzation  of  tne  evi- 
dence offered  in  support  of  the  narrow  gauge  system  appears  to  us  to  be 
quite  superfluous. 

There  is  one  point,  however,  stated  in  Mr.  Gooch's  comparative  table,  and 
repeated  in  his  evidence,  which  appears  so  much  at  variance  with  the  results 
we  have  obtained  from  other  data,  as  to  require  explanation. 

Mr.  Gooch  has  asserted  that  the  Great  Western  Company  work  their  pas- 
seoger-trains  at  half  the  expense  per  ton  at  which  the  London  and  Bir- 
mingham  Company  work  their  passenger-trains.  The  fact  is,  however,  that 
Mr.  Gooch's  calculations  refer  to  the  gross  and  not  to  the  net  loads ;  and, 
therefore,  the  comparison  is  not  applicable,  so  far  as  regards  the  profits  of 
these  companies,  and  affords  no  proof  of  economy  in  working  the  passenger 
traffic  on  the  Great  Western  system. 

There  can  be  no  doubt,  judging  both  from  Mr.  Bruners  evidence  given  to 
us,  and  from  his  report  to  the  directors  of  the  Great  Western  Railway  Com- 
pany, that  he  originally  expected  there  would  be  on  the  Great  Western  Rail- 
way a  demand  for  carrying  ^eat  numbers  of  passengers  at  high  velocities ; 
bat,  from  his  own  evidence,  it  appears  that  the  only  heavy  passenger  traffic 
upon  that  railway  is  between  London  and  Reading,  and  between  Bath  and 
Kistol,  being  a  total  distance  of  about  50  miles,  out  of  245. 

*  It  appears  that  during  the  half-year  ending  June  90,  1845,  the  number  of  miles 
ran  by  coupled  and  assisting  engines  for  passenger-trains  on  the  Great  Western  Rail- 
way amounted  to  1 1,62B,  and  for  goods  trains  to  51,155.  The  total  number  of  miles 
run  by  the  former  trains  being  761,483,  and  of  the  latter,  159,924. 
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On  thd  remaining  |)art  of  ihe  line  the  passenger  txaffio^  per  tnin,  ii 
small. 

If  ihe  convenience  of  the  public  would  admit  of  the  whole  of  the  pas- 
senger traffic  of  this  portion  of  the  line  being  convejed  daily  by  two  or  three 
lar^o  trains,  Mr.  Bruners  views  would  have  been  perfectly  correct  in  pro- 
viding such  powerful  means ;  but  experience  has  provdd  tliat  the  public  re- 
quire passenger-trains  to  be  run  many  times  durmg  the  day,  and  with  this 
mquency  of  trains,  such  numbers  of  passengers  as  Mr.  Brunei  has  provided 
for  cannot  be  expected  even  on  railways  of  the  largest  traffic,  so  ^t  practi- 
cally there  is  a  waste  both  of  power  and  of  means.  In  the  case  of  ^  goods 
traffic/*  the  circumstances  are  not  the  same,  raOway  conveyance  for  mer- 
chandise seems  only  to  be  required  a  few  times  in  each  day,  and  the  trains 
are  generaUy  large.  The  "  through  **  waggons  have  for  the  most  part  a  full 
Ioa(vand  the  disproportion  between  the  gross  and  the  net  weight  is  oonse- 
quentlv  much  less  than  in  the  passenger-trains ;  still,  however,  it  appears 
from  the  evidence  of  Mr.  Home,  and  of  other  persons  connected  with  the 
carrying  trade,  that  on  the  London  and  Birmingham  Railway  it  frequently 
happens  that  waggons  are  forwarded  to  a  considerable  distance,  to  ^  road- 
side stations."  containing  not  more  than  a  ton  of  ffoods ;  and  there  can  be  no 
doubt  that  this  must  happen  on  any  long  line  of  railway.  The  same  also 
occurs  in  waggons  coming  in  from  branches  along  the  trunk  line,  and  in  all 
mich  cases  tne  heavy  lar^e  waggon  of  the  broad  ^uge  must  be  disadvan- 
tageous ;  but,  although  Uie  evu'  is  not  so  great  with  goods  waggons  of  the 
broad  gauge  as  with  their  passenger  carriages,  still  the  loss  by  dead  wei^t 
is  greater  with  these  than  with  smaller  waggons,  and  we  do  not  perceive 
any  advantages  in  the  broad  gauge  t6  counterbalance  it ;  for  where  speed 
is  not  an  object,  and  this  is  the  case  with  goods  trains,  we  believe  from  the 
evidence  we  have  received,  that  engines  of  nearlv  the  same  tractive  power 
are  to  be  found  on  many  narrow  gauge  lines  as  tnose  in  use  on  the  nroad 


hus  far  we  have  considered  the  question  with  reference  to  the  ndlwa^rg 
as  they  now  exist,  and  composed  in  a  great  measure  of  trunk  lines  of  consi- 
derable traffic,  but  the  railwavs  to  be  made  in  future  will  in  some  degree  be 
branches  or  lines  in  districts  naving  traffic  of  loss  magnitude  than  is  to  be 

Provided  for  in  the  existing  railways ;  and  hence,  if  for  the  greater  trunk 
nes  a  superiority  were  due  to  the  broad  gauge  i^stem,  that  superiority 
would  be  less  for  lines  yet  to  be  constructed  of  a  smaller  amount  of  traffic; 
and  necessarily,  if  the  preference  were  given  to  the  nairow  gauge  for  the 
existing  lines,  that  system  would  be  still  more  entitled  to  the  preference  for 
the  railways  of  smaller  traffic  to  which  we  look  forward. 

We  must  here  add,  that  towards  the  dose  of  our  inquiry^  Mr.  Brunei  re- 
quested, on  the  part  of  the  broad  gauge  companies,  to  institute  a  set  of  ex- 
periments to  test  the  power  of  their  engines,  and  Mr.  Bidder,  on  the  part  of 
the  narrow  gauge  companies,  undertook,  in  consequence  of  such  application, 
to  make  corresponding  experiments  on  the  narrow  gauge.  After  sanction- 
ing^ these  trials,  and  being  present  at  the  performance  of  them,  a  reooxd  of 
which  will  be  found  in  the  appendix,  we  may  observe,  without  entering  into 
a  minute  detail  of  the  results,  or  the  discrepancies  oetween  the  returns  as 
furnished  by  the  two  parties  themselves,  that  we  consider  them  as  confirm- 
ing the  statements  and  results  given  by  Mr.  Gooch,  in  his  evidence,  proving 
as  they  do,  that  the  broad  gauge  engines  pK)S8e9S  greater  capabilities  for 
speed  with  equal  loads,  and,  generally  speaking,  of  propelling  greater  loads 
with  equal  speed :  and  moreover,  that  the  working  with  such  ennnes  is 
economical  where  very  high  speeds  are  required,  or  where  the  loads  to  be 
conveved  are  such  as  to  require  the  full  power  of  the  enp;ine.  They  confirm, 
also,  tnc  evidence  given  by  Mr.  Bidder  as  to  the  possibihty  of  obtaining  high 
evaporative  power  with  long  engines  for  the  narrow  gauge ;  but  under  some- 
what peculiar  circumstances.    It  appears,  moreover,  tnat  the  evaporation 
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tinu  obtained  does  not  produce  a  correflponding  useful  effect  in  the  tractive 
power  of  the  engine ;  a  circumstance  that  would  probably  be  differently  ex- 
plained by  Mr.  Qooch  and  by  Mr.  Bidder ;  but  as  we  do  not  refer  to  the 
power  of  this  description  of  engine  in  the  deductions  we  haye  made,  it  is 
qnncicessaiT  for  us  to  allude  further  to  them. 

Alter  a  niU  consideration  of  all  the  circumstances  that  have  come  before 
us,  and  of  the  deductions  we  have  made  from  the  evidence,  we  are  led  to 
conclude— 

1.  That  as  regards  the  safety,  accommodation,  and  convenience  of  the 
pisfengers^  no  decided  preference  is  due  to  either  gauge,  but  that  on  the 
oroad  gau^e  the  motion  is  generally  more  easy  at  high  velocities. 

2.  That  m  respect  of  spe^,  we  consider  the  advantages  are  with  the  broad 
eaoge^  but  we  think  the  public  safety  would  be  endangered  in  employing 
tne  gieater  capabilities  of  the  broad  gauge  much  beyond  their  present  use, 
except  on  roads  more  consolidated  and  more  substantially  and  perfecUy 
formed,  than  those  of  the  existing  lines. 

3.  Tnat  in  the  commercial  case  of  the  transport  of  goods,  we  believe  the 
narrow  gauge  to  possess  the  greater  convenience,  and  to  be  the  more  suited 
to  theseneral  traffic  of  the  country. 

4.  That  the  broad  gauge  involves  the  greater  outlay,  and  that  we  have  not 
been  able  to  discover,  either  in  the  mainteiumce  of  way,  in  the  cost  of  locomo- 
tive power,  or  in  the  other  annual  expenses,  any  adequate  reduction  to  oom- 
paisate  for  the  additional  first  cost. 

Therefore,  esteeming  the  importance  of  the  highest  speed  on  express 
trains  for  the  accommodation  of  a  comparatively  small  number  of  persons, 
however  desirable  that  maybe  to  them,  as  of  far  less  moment  than  i^ording 
increased  convenience  to  the  general  commercial  traffic  of  the  country,  we 
are  inclined  to  consider  the  narrow  gauge  as  that  which  should  be  preferred 
for  general  convenience ;  and,  therefore,  if  it  were  imperative  to  produce 
unifonnity,  we  shoidd  recommend  that  uniformity  to  be  produced  by  ah 
alteration  of  the  broad  to  the  narrow  gauge,  more  especially  when  we  take 
into  consideration  that  the  extent  of  the  former  at  present  in  work  is  only 
274  miles,  while  that  of  the  latter  is  not  less  than  1,901  miles,  and  that  the 
alteration  of  the  former  to  the  latter,  even  if  of  equal  length,  would  be  the 
less  costly  as  well  as  the  less  difficult  operation. 

We  are  desirous,  however,  of  guarding  ourselves  from  being  supposed  to 
expess  an  opinion,  that  the  dimension  of  four  feet  eight  and  a  half  inches 
is  m  all  respects  the  most  suited  for  the  general  objects  of  the  country. 
Some  of  the  engineers  who  have  been  examined  by  us  have  given  it  as  theur 
opinion,  that  five  feet  would  be  the  best  dimension  for  a  railway  gauge ; 
othen  nave  suggested  6  ft.  3  in.,  5  ft.  6  in.,  and  even  6  ft.,  but  none  have 
leoommended  so  great  a  breadth  as  7  ft.,  except  those  who  are  more  particu- 
larly interested  in  the  broad  gauge  lines.  Again^  some  engineers  of  emi- 
nence contend  that  a  gauge  of  4  ft.  8f  in.  gives  ample  space  for  the 
aaehinery  of  the  engine  and  all  the  railway  requirements,  and  would  re- 
eommend  no  change  to  be  made  in  the  gauge. 

We  may  observe,  in  reference  to  this  part  of  the  question,  that  the  Eastern 
Counties  Railway  was  originidly  constructed  on  a  gau^e  of  5  ft.,  and  has 
nnee  been  converted  into  a  gauge  of  4  ft.  8|  in.,  to  avoid  a  break  of  gauge ; 
and  we  have  been  informed  that  some  lines  in  Scotland,  originally  on  the 
gauge  of  5  ft.  3  in.,  are  about  to  be  altered  to  4  ft.  8|  in.  for  the  same 
reason. 

Whatever  might  be  the  preferable  course  were  the  questions  now  to  be 
diseusied  of  the  gauge  for  an  entire  sjrstem  of  railways,  where  none  pre- 
viously existed  to  clash  with  the  decision,  yet,  under  the  present  state  of 
things,  we  see  no  sufficient  reason  to  suggest  or  recommend  the  adoption  of 
^y  gvoige  intermediate  between  the  narrow  gauge  of  4  ft.  8^  in.,  and  the 
broad  gai^e  of  7  ft.,  and  wc  are  peculiarly  struck  by  the  circumstance,  that 
n^moti  all  the  continental  railways  have  been  formed  upon  the  4  ft.  8f  in. 
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gaugo,  the  greater  number  haying  been  undertaken,  after  a  long  ex|Mrieiioe 
of  both  the  broad  and  the  narrow  gauge  in  this  country ;  nor  must  the  fut 
be  lost  sight  of,  that  some  of  these  railways  have  been  constructed  ss  wdl 
as  planned  hj  English  engineers,  and  amongst  that  number  we  find  Mr. 
Brunei,  the  originskl  projector  of  tne  broad  gauge.  Mr.  Brunei  was  also  the 
engineer  of  the  Mertnyr  Tydvil  and  Cardiff  liine,  which  is  on  the  4  ft.  8(in. 
gauge ;  and  we  think  that  the  motiyes  which  led  to  lus  adoption  of  the 
narrow  gauge  in  that  instance  would  equally  apply  to  many  English  Imes.  • 

We  are  sensible  of  the  importance,  in  ordinary  circumstances,  of  leaTing 
commercial  enterprise,  as  well  as  the  genius  of  scientific  men,  unfettered; 
we  therefore  feel  tnat  the  restriction  of  the  gauge  is  a  measure  that  should 
not  be  lightly  entertained ;  and  we  are  willing  to  admit,  were  it  not  for  the 
great  ey  11  that  must  ineyitably  be  experienced  when  lines  of  une<|ual  gan^ 
come  into  contact,  that  yarying  gradients,  curyes,  and  traffic  might  justafr 
some  difference  in  the  breadth  of  gauee.  This  appears  to  be  the  yiew  which 
Mr.  Brunei  originally  took  of  the  subject ;  for  the  Qreat  Western  proper  is 
a  line  of  unusiutUy  p^ood  gradients,  on  which  a  laiger  passenger  traffic  was 
anticipated,  and  as  it  touched  but  slightly  on  any  mineral  districf,  it  em- 
braced  all  the  conyeniences  and  adyantages  of  the  broad  gauge  system,  uid 
was  comparatiyely  free  from  the  influence  of  those  defects  on  which  we  hare 
commented ;  but  such  a  breadth  of  gauffe,  howeyer  suitable  and  applicable 
it  may  haye  originally  been  considered  to  its  particular  district^  vgifwn 
wholly  inapplicable,  or  at  least  yery  ill  suited,  to  the  requirements  of  many 
of  our  Northern  and  Midland  lines. 

In  reference  to  the  branches  already  in  connexion  with  the  Great  Westezn 
Railway,  we  may  obserye,  that  the  greatest  ayerage  train  on  the  Oxfoid 
branch,  for  two  weeks  in  July  and  October,  was  omy  48  tons ;  on  the  Chel- 
tenham branch,  it  did  not  exceed  46;  between  Bristol  and  Exeter,  63;  and 
between  Swindon  and  Bristol  it  was  under  60  tons.  With  such  a  limited 
traffic  the  power  of  the  broad  gauge  engine  seems  beyond  the  requirements 
of  these  districts. 

We  find,  from  an  estimate  furnished  to  us,  and  the  general  grounds  of 
which  we  see  no  reason  to  dispute,  that  the  expense  of  altering  the  existing 
broad  gau^e  to  narrow  gauge  lines,  including  the  alteration  or  substitution 
of  locomotiyes,  and  carrying  stock,  would  not  much  exceed  1,000,000/. ;  yet 
we  neither  feel  that  we  can  recommend  the  legislature  to  sanction  such  an 
expense  from  the  public  moneys,  nor  do  we  think  that  the  companies  to 
which  the  broad  gau^e  railways  belone  can  be  caUed  upon  to  incur  such  an 
expense  themselyes,  (haying  made  all  fineir  works  with  the  authority  of  Par- 
liament,) nor  eyen  the  more  limited  expense  of  laying  down  intermediate 
rails  for  narrow  gauge  traffic.  Still  less  can  we  propose,  for  any  adyaniage 
that  has  been  suggested,  the  alteration  of  the  whole  of  the  railways  of  Grwt 
Britain,  with  their  carrying  stock  and  engines,  to  some  intermediate  gauge. 
The  outlay  in  this  case  would  be  yery  much  more  considerable  than  the  sum 
aboye-mentioned ;  and  the  eyil,  inconyenience,  and  danger  to  the  trayeller, 
and  the  interruption  to  the  whole  traffic  of  the  country  for  a  considerable 
period,  and  almost  at  one  and  the  same  time,  would  be  such  that  this  change 
cannot  be  seriously  entertained. 

Guided  by  the  foregoing  considerations,  we  most  dutifully  submit  to  your 
Majesty  the  following  recommendations : — 

1.  That  the  gauge  of  4  ft.  8^  in.  be  declared  by  the  legislature  to  be  the 
gauge  to  be  used  in  aU  public  railways  now  under  construction,  or  hereafter 
to  be  constructed  in  Great  Britain. 

2.  That  unless  by  the  consent  of  the  legislature,  it  should  not  be  per- 
mitted to  the  directors  of  any  railway  company  to  alter  the  gauge  of  such 
railway. 

3.  That  in  order  to  complete  the  general  chain  of  narrow  gauge  commu- 
nication from  the  north  of  Eneland  to  the  southern  coast,  any  suitable 
measure  should  be  promoted  to  form  a  narrow  gauge  link  from  Oxford  to 
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Roftding,  and  ihenoe  to  Budngstoke,  or  By  any  shorter  route  connecting  the 
propofled  Rugby  and  Oxford  line  with  the  South  Western  RailTray. 

4.  That  as  an^y  junction  to  be  formed  with  a  broad  gauge  line  would  in- 
TolTe  a  break  <^f  gau^e,  provided  our  first  recommendation  be  adopted,  great 
commercial  incoiivenience  would  be  obtained  by  reducing  the  gauge  of  the 
present  broad  gauge  lines  to  the  narrow  eauge  of  4  ft.  8%  in.,  and  we,  there- 
for^ think  it  desirable  that  some  equitable  means  should  be  found  of  pro- 
ducing such  entije  uniformity  of  gauge,  ox  of  adopting  such  other  course  as 
would  admit  of  the  narrow  gauge  ca]:riageii  passing,  wiUiout  interruption  or 
danger,  along  the  broad  gauge  tines. . 

(Signed)  J.  M.  Fbedebio  Svith, 

Lieut.-Ool.  Royal  Engineers. 
G.  B.  AiEY, 

Astronomer  Royal. 
PsTEB  Bablow. 

The  following  appendices  arc  subjoined  to  the  report : — 

BKTUBH  OF  BAILVATf  IK  OREAV  BRITAIN,  nrBNISHEB  BT  THB  BOARD  Of 
TRADE,  JULY,   1845. 

Number  of  miles   of  railway  completed  in  the   United 
Kingdom 2,264 

Of  which  on  the  wide  gauge  of  7  feet- 
Great  Western       118| 

Cheltenham  Branch 42 

Oxford  Branch       .        . 10 

Bristol  and  Exeter 76 

Bristol  and  Glocester 27| ^274 


On  the  gauge  of  6  feet  2  inches,  but  intended  to  be  altered 
to  5  feet  3  inches — 
Ulster 26 

On  the  gauge  of  5  feet  6  inches,  but  intended  to  be  altered 
to  4  feet  Si  inches — 

Arbroath  and  Forfar I6i 

Pundee  and  Arbroath 16|        ^32 

On  the  gauge  of  5  feet  3  inches- 
Dublin  and  Drogheda    32 

On  the  gauge  of  4  feet  Sf  inches 1,001 

Number  of  miles  of  raOway  sanctioned  in  1844       .  787| 

Of  which  on  the  7  feet  gauge- 
South  Devon  63 

On  the  5  feet  3  inch  gauge  (Ireland)— 
'  Great  Southern  and  Western 122f 

On  the  4  feet  8}  inches  gauge 602| 

Total  made  or  sanctioned  on  the  7  feet  gauge      .        .        .  366r 

Total  made  or  sanctioned  on  the  4  feet  8|  inch  gauge  2,503| 

Number  of  miles  of  projects  for  which  plans  and  sections 
were  deposited  at  the  Board  of  Trade  ^r  1845  .        .  8,000 

Of  which  on  the  wide  gauge  of  7  feet  ....  658 
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Number  of  milei  of  railway  eompxiiad  in  billf  which  haT6 
passed  the  House  of  Commons,  and  seem  likely  to  be 
sanctioned  by  Parliament  in  this  session,  about        .        .  2fi¥) 

Of  which  in  Ireland  on  the  5  feet  3  inch  gauge  ...  772 

On  the  7  feet  gauge — 

Bristol  and  Exeter,  branches 20 

Cornwall         . 66 

Exeter  and  Crediton 5^ 

South  Wales 211 

Wilts  and  Somenet       / 129 

440i 
Exclusiye  of  the 

Oxford  and  Rugby 50| 

Oxford,  Worcester,  and  Wolverhampton        .       .       .      97j 

^ 58&J 

Or,  inchiaive  of  the  Oxford  and  Bugby,  &c. 

On  the  4  feet  8|  inch  gauge 1,628 

Grand  total  of  railways  made,  sanctioned,  or  likely  to  be 
sanctioned,  up  to  the  present  time,  July,  1846 : — 

On  the  narrow  gauge  of  4  feet  8|  inches      .        .        .  4,131t 

On  the  wide  gauge  of  7  feet 777| 


Statbmsht  of  Accidents,  abstracted  from  the  Reports  of  the  Railway  De- 
partment of  the  Board  of  Trade,  in  which  the  Engine  and  Caniages,  or 
some  part  of  the  Train,  have  run  off  the  Line,  without  any  known  ob- 
struction, from  September,  1840,  to  March,  1845. 


Date  of 
Aocident 

Name  of  Railway. 

Breadth 
of  Gauge. 

Deaths  and 
Injuries. 

Nature  and 
Cause  of  the 

Killed. 

Injured. 

Accident 

1840. 
Oct.  19. 
Nov.  8. 

1841. 
Sept.  7. 

Oct.  2. 

1843. 
Nov.  16. 

1844. 
Oct.  31. 

Eastern  Counties  . 
Midland  Counties. 

Great  Western 

London  and  Brigh- 
ton. 
South-Eastem      . 

Newcastle  and  Oar- 
lisle. 

ft,  in, 

6  0 

4    81 

7  0 
4*    8J 
4    81 
4    8J 

4 

1 

4 

••• 

••• 

6 

8 

••• 
2 

1 

Excessive  speed. 
Excessive  speed. 

One  engine  out  of 
two  off  the  Une. 

Bad  road  and  ex- 
cessive speedy 

Cause  not  known. 

Excessive  speed. 
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fiimilai  Aeddenitf  whieh  hare  oecnned  since  the  iMt  Eeport  of  the  Board 
of  Trade,  from  March,  1845,  to  the  Ist  of  January,  1846. 


Date  of 

Name  of  Railway. 

Breadth 
of  Gauge. 

Deaths  and 
Injuries. 

Nature  and 
Cause  of  tho 

Accident. 

Killed. 

Injured. 

1W5. 

ft.  in. 

Jane  16. 

Great  Weetem.    . 

7    0 

•*• 

several 

Express  train- 
carriages  only 
off  the  line. 

June 

Qxeat Western.    . 

7    0 

... 

.1. 

Ditto,  a  similar  ac- 
cident, not  re- 
ported. 

Aug.  4, 

Northern  and  Eas- 
tern. 

4    Si 

2 

seyeral 

Cause  not  ascer- 
tained. 

Aug.  19. 

Northern  and  Eas- 
tern. 

4    Si 

a*. 

2 

Supposed  cause,  a 
defective  joint 
Less  speed  re- 
commended. 

Aug.  18. 

Manchester     and 
Leeds. 

4    ^ 

••• 

sereral 

Express  trains, 
thrown  over  an 
embankment. 

Dec 

Norfolk   .... 

4    8f 

1846. 

JULI. 

York  and  Darling- 
ton. 

4    8i 

2 

3 

Experimental 
train— speed  48 
miles. 

Tablb  exhibiting  the  Expenditure  of  the  Great  Western  and  London  and 
Birmingham  Railways  for  Locomotive  Engines,  Carriages,  and  Waggons, 
from  the  commencement  of  the  traffic  to  the  present  tune  ;  also  tho  Ro- 
venue  Returns  of  each  for  the  last  two  years,  and  the  Expense  of  Loco- 
motive Power,  as  deduced  from  the  Half-yearly  Reports  of  each  Com- 
pany. 

£        8.    d. 
Great  Western.— -Total  cost  of  locomotive  engines,  tenders, 

carriages,  and  waggons,  to  30th  of  June,  1845      .        .       622,078  12    0 
London  and  Birmingham. — ^Total  cost  of  locomotive  en- 
gines, tenders,  carriages,  and  waggons,  to  30th  June, 
1845       .7.7......       494,403    5    0 

These  sums  are  exclusive  of  the  charges  for  loco- 
motive, carriage,  and  waggon  repairs,  included  in 
the  half-yearhr  accounts.     These  latter  have 
amounted  in  the  last  two  years  to- 
Great  Western.— From  1st  of  July,  1843,  to  30th  of  June, 

1845 66,932  17    0 

London  and  Birmingham^— -From  1st  July,  1843,  to  30th 

June,  1845 67,678    8    0 

The  cost  of  locomotive  power,  including  repairs  of 
locomotive  engines,  coal,  coke,  wa^es,  and  all 
incidental  charges,  have  amounted  m  the  same 
period  to- 
Great  Western.— From  Ist  of  July,  1843,  to  30th  June, 
1846 166,902    2    0 


Great  Western  and 

London  and  BiiminghaoL 

to 

.763 

to 

1.021 

to 

.049 

to 

.945 

to  1.072 
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London  and  Birmingham. — From  Ist  of  July,  1843,  to  £        s.  d, 

30th  of  June,  1846 146,172    3    3 

The  revenue  for  the  same  two  years,  for  the  car- 
riage of  passengers,  mails,  goods,  &c. — 
Great  Western.— From  Ist  of  July,  1843,  to  30th  of  June, 

1845 1,617,995    8    0 

London  and  Birmingham. — From  1st  of  July,  1843,  to 

30th  June,  1845 1,735,795  14    3 

The  total  mileage  of  every  passenger  for  the  last 
two  years,  amounts  to — 
Great  Western. — Total  mileage  from  1st  of  July,  1843,  to 

30th  of  June,  1845 128,524,232 

London  and  Birmingham. — ^Total  mileage  from  1st  of 
July,  1843,  to  30th  of  June,  1845  ....        121,529,606 


Batio  of  cost  of  engine  and  carriage  plant 
Ratio  of  repairs  of  engine  for  2  years 
Ratio  of  cost  of  locomotive  power  for  2  years    , 
Ratio  of  passengers'  mileage  for  2  years    . 
Ratio  of  total  passengers'  revenues  for  2  years 

During  the  periods  which  these  returns  embrace  the  leneths  of  line 
worked  by  the  Great  Western  have  varied  by  the  opening  of  different  lines 
and  branches  ;  but  from  the  30th  of  December,  1844,  to  June  30th,  1845, 
the  number  of  miles  worked  have  been  constant,  viz.,  2^2  miles.  The  lengths 
worked  by  the  London  and  Birmingham  have  also  been  constant  during  the 
same  period,  and  Mr.  Greed  in  his  evidence  states  (excluding  the  branches) 
that  tne  distance  worked  was  113  miles;  and  the  revenue  and  mileage  on 
this  length,  that  is  still  excluding  the  branches^  he  eives  as  below. 

Similar  statements  are  given  in  the  appendix  of  the  revenue,  mileage, 
&c.,  on  the  Great  Western  for  a  like  penod ;  from  which  we  have  the  fol- 
lowing comparisons : — 

Miles. 
Great  Western,  length  of  line  worked        .        .        «        .        .  222 

London  and  Birmingham,  length  of  line  worked       .        .        .  113 

Great  Western,  total  passengers'  mileage 35,967,713 

London  and  Birmingham,  total  passengers'  mileage  .        .    38^758,260 

Great  Western,  miles  run  by  passenger  trains    ....         761,483 
London  and  Birmingham,  miles  run  by  passenger  trains    .        .         456,526 
Great  Western,  average  number  of  pas^ngers  per  trains  .        .        47.2 
London  and  Birmingham,  average  number  of  passengers  per 

trains 84.9 

Great  Western,  average  passengers'  revenue  per  trains  per  mile        9«. 
London  and  Birmingham,  average  passengers  revenue  per  trains 

per  mile 14g,9(L 


THE  RAILWAY  SCALE. 
Ukdeb  this  title  Messrs.  Bradshaw  and  Blacklock  have  published  an  index 
to  the  mileage  of  railways  completed  or  proiected,  and  a  ready  means  of 
comparing  the  relative  merits  of  competing  lines.  A  map  of  the  country, 
with  the  railways  inserted, is  ruled  across  with  intersecting  lines, formingby 
their  intersections  triangles,  of  which  each  side  is  of  forty-five  miles.  The 
London  and  Liverpool  route  and  the  five  others  diverging  at  equal  angles 
from  London  form  the  six  base  lines  from  that  centre ;  these  are  sevcially 
cut  at  forty-five  mile  stationj^  by  cjross  Unes,  forming,  a?  just  said,  triangles, 
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while  any  two  contiguous  triangles  make  a  lozenge-shaped  figure.  The  '^  ex- 
planation ''  of  the  B(^e  tells  us  that  the  difference  between  the  "  direct " 
line  or  diagonal  of  these  lozenges,  and  the  route  by  the  two  contiguous 
sides  that  unite  the  same  extremities,  is  only  one  seventh  of  this  latter  dis- 
tance. We  find  accordingly  that  the  route  from  London  by  Stafibrd  to 
Newcastle  is  only  forty  nmes  longer  than  the  "  direct  '*  line,  or  rather  than 
a  perfectly  straight  line,  (as  that  of  the  meridian,)  between  these  termini ; 
or,  in  time-measurement,  the  most  "  direct  line  *'  would  save  about  three 
quarters  of  an  hour  over  the  route  round  by  Stafford.  This  of  course  is  a 
maThniim  of  deviation,  and  beyond  any  actual  bends  in  a  nulroad  between 
two  nlaces  within  our  actual  railway  system.  By  the  same  scale  we  can 
readily  reckon  the  cost  of  this  saving,  for  at  the  average  of  one  million 
sterling  for  every  forty  miles  of  rail  we  find,  counting  up  the  diagonals  of 
the  lozenges,  that  the  amount  will  be  upwards  of  four  millions  sterling. 
We  would  have  this  amount  borne  in  mind,  or  rather  would  advert  to  the 
general  average  of  two  millions  as  the  cost  of  each  of  these  elementary  dia- 
gonab  of  ninety  miles  or  "  direct  line,"  in  running  over  these  elements  of 
the  scale  and  the  railroads  that  they  fall  upon.  An  estimate  might  thus  be 
come  at  of  the  prospects  of  our  grand  schemes,  and  the  scale  would  serve 
as  a  sieve  through  which  must  fall  instantly  a  vast  bulk  of  unprofitable 
speculation.  In  a  word,  it  may  be  declai-ed  that  no  line  approaching  the 
lenffth  of  one  hundred  miles  (either  as  originally  projected  or  by  extensions 
in  the  direction  of  a  completed  shorter  line)  can  be  drawn  profitably  between 
anv  two  lines  of  the  scale.  So  that  by  counting  these  lines,  the  limit  of 
mileage  for  the  whole  area  of  the  country  may  be  determined,  leaving  only 
for  manufacturing  and  mining  countries  a  greater  extensibility,  and  reserv- 
ing short  centralized  feeders  for  the  areas  included  by  the  intersections,  we 
mean  for  the  triangular  areas  of  the  intersected  map.  These  centres  are 
indicated  in  the  **  explanation ;''  they  throw  out  three  "  feeders  "  or  branches 
of  about  twelve  miles  each  to  their  respective  contiguous  sides.  This  ar- 
rangement of  the  scale  may  appear  fanciful,  but  it  will  be  found  that  some 
of  the  best  laid  lines  fall  nearly  into  the  arrangement ;  for  the  purpose  of 
ascertaining  which,  the  intersections  are  referred  to  by  figures  or  letters,  and 
the  railways  are  simply  indicated  by  reference  to  these  figures.  In  cases 
where  the  actual  lines  are  not  coincident  with  the  scale,  their  average  ca- 
pacity of  accommodation  to  the  area  passed  through  will  be  taken,  so  that  a 
curved  railway  may  be  considered  as  partly  belonging  to  each  of  the  two 
contiguous  scale  lines,  as  in  the  instance  of  the  Northampton  and  Peter- 
borough line. 

With  respect  to  "rival  gauges,"  it  will  appear  that  there  is  no  necessary 
obstruction  of  transit  for  places  one  hundred  miles  apart  by  variety  of  gauge 
by  one  route,  as  there  will  generally  be  another  rail  route  avoiding  the  diffi- 
culty without  increase  of  distance.  For  verifying  this  and  other  particulars, 
ve  refer  our  reader  to  the  publication  before  us. 


RAILWAY  MEETINGS. 

'    CoCKKRMOmFH  AND  WoBKIWGTON  RaILWAT  CoMPANT. 

The  half-yearly  general  meeting  of  this-  Company  was  held  at  the  Court 
House,  in  Cockermouth,  on  January  31st,  John  Wilson  Fletcher,  Esq.,  in  the 
chair. 

"directobs*  bbpobt. 
"  In  meeting  the  proprietors  on  the  occasion  of  the  first  half-yearly  meeting, 
jour  Directors  cannot  but  feel  it  a  matter  of  regret  that  they  are  not  able  to 
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report  the  commencement  of  actire  operations  in  the  constmetion  of  the 
works  of  the  line.  With  eyery  disposition  to  forward  the  undertaking  ss 
fast  as  possible,  the^  hare  not  been  able,  since  the  receipt  of  the  engineer's 
plans,  at  the  end  of  October,  to  get  possession  of  safficient  land  to  make  t 
commencement ;  but  as  sereral  parties  haye  now  been  agreed  with,  and  the 
remainder,  with  one  or  two  exceptions,  haye  left  the  settlement  to  arbitration, 
it  is  confidently  expected  that  m  a  few  days  the  works  may  be  commenced. 

"  The  contract  for  the  whole  of  the  works,  exclusiye  of  stations,  accommo- 
dation for  the  occupation  of  land,  and  works  at  Workington  Harbour,  his 
been  let  to  Messrs.  J.  and  W.  Bitson^  for  the  sum  of  37,729^  IGi.  These 
gentlemen  haye  completed,  satisfactorily,  works  upon  the  Whitehayen Jmic- 
tion  line,  and  haye  been  using  increased  exertions  to  finish  their  contract  on 
that  line  before  commencing  the  works  upon  this ;  and  as  they  engage  to 
execute  the  whole  in  nine  months  from  the  time  of  gettins  possession  c?  the 
land,  the  Directors  fuUy  anticipate  that  the  delay  which  has  arisen  will  not 
materially  retard  the  works,  and  that  the  line  may  be  completed  within  the 
present  year. 

"  The  shares  unappropriated  at  the  passing  of  the  a«t  haye  been  distributed 
pro  rata  among  the  shareholders,  with  the  exception  of  a  few  shares  which 
the  Directors  hold  for  the  present  on  behalf  of  the  Company. 

"  Annexed  is  a  statement  of  the  receipts  and  expencuture  up  to  the  end  of 
the  year. 

''A  sum  of  money  haying  been  yoted  at  the  last  general  meeting  towaid 
the  expense  of  surye^ng  a  line  through  the  Lake  district,  to  join  the  Kendal 
and  Windermere  Railway ;  and  a  portion  of  this  line,  namely,  from  Cocker- 
mouth  to  Keswick,  haying  been  taken  up  by  an  independent  company,  under 
the  name  of  the  Cockermouth  and  Workmgton  Extension  Railway  Company, 
the  necessary  plans,  &c.,  for  which  haye  been  deposited  to  enaole  them  to 
apply  for  an  act  in  the  present  session  of  parliament,  your  Directors  hare, 
inaiyidually,  giyen  the  same  their  support,  and  recommended  the  share- 
holders to  promote,  as  much  as  possible,  this  extension,  which  cannot  ftil 
materially  to  increase  the  traflSc  upon  their  own  line,  and  to  economise  the 
working  expenses,  if  suitable  arrangements  can  be  made  between  the  two 
companies. 

^'VrATMKBST  OV  ACCOUNT  TO  3l8T  DSC.  1845. 

Dr.  £  £     t.   d. 

To  deposit  1^.  on  3138  shares  ....        3138 

To  first  call  4/.  on  3138  shares        .        .        ^12,552 
To  less  call  on  66  shares  in  arrear  .       •  220 

12^2 

To  first  call  of  5l,  on  second  allotment  623 

shares 3115 

To  less  call  on  8  shares  in  arrear    .       .  40 

3076 


18,545    0    0 
To  interest 2937 

£18,574    3   7 

Cr.  £     #.  rf. 

By  land  and  compensation «        «  6    5  6 

By  law  and  parliamentary  expenses 1455  12  0 

By  engineering  and  surveying 1636    0  6 

By  rails  and  chairs 36  14  6 

By  ofiice  charges 105    6  5 

Carried  forwanL  ^83839  18  U 
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Brought  forward  ^3^9  18  11 

By  fiziures  and  fomiture 62  13  7 

Bj  adyertinng,  piinting,  and  stationery         •        .        .        .          90    6  10 

Balance,  Peoember  3lBt,  1845 15,131    4  9 

£18,574    3    7 

Bbistol  avd  QiiOtJOESTEB  BaiiiVAt  Ooxpant. 
A  HAZir-TBABLT  meotinff  of  the  proprietors  of  the  above  railway  was  held  at 
Bristol,  Feb.  4,  Qeorge  Jones,  Esq.,  Chairman  of  the  Board  of  Directors,  in 
the  chair. 

The  Secretary,  Mr.  Fletcher,  read  the  following  report  :— 

''The  Directors  hare  to  refer  to  that  port  of  their  hut  report  whidi  an- 
Boonced  that  tihe  proprietors  would  receive  from  the  Mioland  Railway 
Oompany  interest  at  the  rate  of  6  per  cent,  per  annum  on  their  stock  in  this 
Company,  firom  the  Ist  day  of  July,  1845,  under  the  agreement  made  on  the 
preceding  8th  dav  of  February,  between  that  Company  and  the  '  Bristol  and 
Biimingham"  and  'Bristol  and  Qloucester'  Bailwav  Companies. 

"It  was  then  expected  that  the  proprietors  would  receive  their  first  half- 
year's  interest  on  or  soon  after  the  day  on  which  it  became  due— viz.,  the  1st 
day  of  January,  1846,  without  the  mtervention  of  a  formal  half-yearly 
meeting  of  the  proprietors ;  but  as  the  Midland  Railway  Company  have 
thought  it  necessary,  and  have  requested  that  the  present  half-year's  interest 
•houSl  be  distributed  amongst  the  proprietors  under  the  powers  and  provi- 
sions of  the  existing  acts  of  parliament  possessed  by  the  two  companies 
included  in  the  agreement,  until  the  new  bills  which  are  now  before  the 
legislature  for  the  confirmation  of  the  lease  shall  have  been  passed,  the 
Directors  have  tiiought  it  right  to  convene  this  meeting  of  the  proprietors 
for  that  purpose. 

''The  Directors  accordingly  recommend  that  distribution  be  now  made  of 
the  sum  of  11,698/.  19«.  lid,  amongst  the  proprietors,  as  the  half-year's 
interest  due  on  the  first  day  of  Jantuijy  last,  being  at  the  rate  of  six  per 
cent,  per  annum  on  the  stock  to  which  each  proprietor  is  entitled  under  the 
said  agreement,  deducting  therefrom  interest  at  the  rate  of  4^  per  cent,  per 
annum  on  such  part  of  the  stock  as  may  not  yet  have  been  paia  up. 

"The  Directors  who  retire  this  year  from  the  board  are  Messrs.  Qeorge 
Jones,  Wm.  Morgan,  Henry  Fyson  and  Francis  Fry,  who  are  eligible  for  re- 
appointment. 

"GsoAOB  JoKBS,  Chairmati." 

LoiTDOv  Ain>  Bbiohton  Railway. 

Thx  half-yearly  meeting  of  the  above  Company  was  held,  Tuesday,  February 
10th,  at  the  London  Bndse  terminus,  Mr.  Kowland  Hill  in  the  cnair.  The 
following  report  was  laid  before  the  proprietors : — 

"Tour  Directors  have  again  the  satisfaction  of  congratulating  you  on  the 
continued  increase  of  your  revenue. 

"The  revenue  accouUt  now  submitted  shows  an  available  balance  of 
76,051/.  17«.  lOdL,  out  of  which  the  Directors  recommend  that  a  dividend 
should  be  paid  of  35^.  per  share,  deducting  the  income  tax.  This  will  leave 
a  balance  of  1373/.  5s,  4d.,  to  be  carried  to  the  credit  of  the  next  half  year. 

"A  comparison  of  the  revenue  account  with  that  for  the  corresponding 
half  of  the  year  1844,  shows  an  increase  in  the  receipts  for  passenger  traffic 
of  12,457A,  or  10^  per  cent.,  and  an  increase  in  the  receipts  for  goods  and 
cattle  of  33652.,  or  30  per  cent,  j  making  together  an  increase  of  15,8S2/.,  or 
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12|  per  cent  It  also  shows  an  increase  in  working  expenses  of  4747^  or 
16|  per  cent. ;  a  diminution  in  interest,  chiefly  arising  trom  the  conTenion 
of  loan  notes  into  shares,  of  6307/.,  and  an  increaseof  net  income  of  18,191^ 
or  34  per  cent.  With  regard  to  the  increase  in  working  expenses,  it  diould 
be  remarked,  that  while  the  receipts  for  passengers  have  increased  U)|  per 
cent,  the  number  has  increased  18^  per  cent  The  quantity  of  goods  con- 
Teyed  has  also  increased  in  a  greater  ratio  than  the  receipts. 

"  The  capital  account  shows  an  outlay  for  the  half-year  of  38,422/.  Of  thii 
sum,  21,886/.  has  been  expended  in  new  engines,  carriages,  hone-boxes, 
waggons,  &c.,  being  an  entire  addition  to  the  previous  stock  of  the  Companj, 
and  rendered  necessary  by  the  increase  of  traflic  on  the  main  line,  and  bj 
the  further  increase  which  may  be  anticipated  on  opening  the  brsnches. 
More  locomotive  stock  has  been  contracted  for,  to  be  delivered  in  the  eoune 
of  the  current  year. 

^*  A  contract  was  entered  into,  in  November  last,  for  the  erection  of  exten- 
sive workshops  and  en^ne  sheds  at  Brighton.  These  works  are  far  advanced, 
and  will  be  completed  m  about  a  month  from  this  date.  A  roof  is  also  bemg 
constructed  over  the  yard  at  Brighton,  to  cover  the  carriages  woituiff  the 
arrival  of  trains ;  and  further  improTements  are  being  made  in  the  bo<ucuig- 
offices  and  waiting  rooms. 

^*  A  more  direct  approach  to  the  Brighton  Station  is  now  being  made,  at 
the  joint  expense  of  the  Company  and  the  town  commissioners. 

''For  all  these  works  an  outlay  of  about  25,000/.  will  be  required. 

^  The  result  of  tiie  recent  expenditure  at  Kingston  Wharf  has  beea  to 
afford  wharfage  accommodation  in  berths  for  seven  additional  vessels. 

"  The  line,  works  and  locomotive  stock  are  in  good  condition. 

''  Your  Directors  have  effected  the  intended  reduction  in  the  faies  sa- 
nounced  by  their  chairman  at  the  last  half-yearly  meeting.  They  have  also 
attached  third  class  carriages  to  all  the  2f  hour  trains ;  and  it  is  their  in- 
tention early  in  the  spring  to  make  a  further  increase  in  the  number  of  tiains 
conveying  third  class  passengers. 

^  This  Company  havmg,  your  Directors  believe,  been  the  first  among  those 
possessing  long  lines  to  issue  day  and  other  periodic  ticketa  on  an  extensiTO 
scale,  a  brief  statement  of  the  results  may  not  be  uninteresting  to  the  pro- 
prietors : — 

"  Day  Tickets.— The  charge  is  a  fare  and  a  half,  and  the  number  of  travel- 
lers about  15  per  cent,  of  the  whole. 

Other  periodical  ticket^^ 


Number  issued  from  the 

Number 

commencement  of  the 

now  in 

present  Scale  of  Prices 

force. 

(April  1, 1845). 

For  a  year,  at  50/.  each 

32 

32 

For  six  months,  at  35/.  each 
For  three  months,  at  25/.  each 

.        .        .        10 

5 

.       .       .        17        .        , 

2 

For  two  months,  at  20/.  each 

20 

1 

For  one  month,  at  12/.  each 

.        .        .      125        .        , 

2 

Total  amount 

.        .        .        .        £4275 

"The  Chichester  branch  was  opened,  as  far  as  Worthing,  on  the  24th  of 
November  last ;  and  the  Directors  have  the  pleasure  to  state  that  the  traffic 
already  realised  is  perfectly  satisfactory. 

**  For  further  information  as  to  the  progress  of  the  Chichester  and  Hastings 
Branches,  and  the  probable  time  of  completion,  your  Directors  beg  to  refer  to 
the  acconipanying  reports  of  the  engineer. 

"Your  Directors  have  agreed  with  the  South  Western  Company  to  con- 
struct, jointly  with  them,  the  extension  line  from  Chichester  to  Portsmouth, 
with  a  branch  to  that  Company's  line  at  Fareham ;  the  South  Western  Com- 
pany having  paid  to  the  Company  16^12/.  10#.  as  their  share  of  the  premium 
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QD  the  pordiase  of  ihe  Chichester  line.    A  resolution,  confirmatory  of  this 
agreement,  wUl  be  submitted  for  your  adoption. 

'^A  contract  for  these  works  has  been  entered  into  with  Mr.  Wythes,  who 
\m  also  undertaken  the  construction  of  the  branch  from  Keymer  to  Lewes. 
Mr.  Hale  is  the  contractor  for  the  Horsham  branch. 

"The  amalgamation  of  the  Croydon  Company  with  this  Company  has  been 
seided  by  the  respecttre  boards  on  the  terms  authorized  by  the  special 
meeting  of  this  Company  on  the  9th  December  last ;  and  a  biU  to  give  legal 
effect  to  this  arrangement  will  be  submitted  for  your  approval.  The  arrange- 
ments as  to  the  Wandsworth  branch,  and  other  important  matters,  have 
been  adjusted  by  the  joint  committee  in  the  most  amicable  numner. 

^  The  union  of  the  two  companies  presents  a  favourable  opportunity  of 
converting  the  various  shares  into  stock ;  and  a  resolution  authorizing  such 
a  measure  will  be  submitted  for  your  consideration. 

^To  facilitate  this  conversion,  it  is  desirable  that  the  holders  of  the  con- 
solidated eighth  shares  should  be  induced  to  forego  the  guarantee  of  5  per 
cent  for  ten  years,  from  Jan.  1, 1846,  which  now  attaches  to  tiiose  shares. 
To  effect  this,  your  Directors  propose  that  such  as  are  willing  to  abandon 
the  guarantee  (and  such  only)  be  allowed  io  pay  up  the  remaming  10/.  per 
share.  As  with  the  present  prospects  of  the  Company  the  guarantee  will,  in 
all  nrobability,  be  wholly  inoperative,  the  inducement  now  proposed  wiQ  no 
doubt  prove  sufficient. 

'^TIm  joint  workii^  of  the  locomotive  establishment  with  the  South 
Eastern  and  Croydon  Companies  was  extended,  with  a  view  to  mutual  con- 
TeniencCy  to  the  3l8t  ult.,  when  it  ceased  altogether ;  and  the  Brighton  and 
Crovdon  Companies  have  agreed  to  become  purchasers  of  the  extensive 
buildings  recently  occupied  by  the  three  companies,  at  New  Chxns,  together 
vith  fixtures.  &c.,  the  South  Eastern  Company  having  the  sole  use  of  the 
workshops  till  the  1st  Feb.,  1847,  when  the  purchase  will  be  completed. 

"^Amoi^  the  reasons  for  purchasing  this  property,  the  most  prominent 
are— the  importance  of  retaming  it  in  the  hands  of  the  proprietors  of  the 
line  to  which  it  is  adjacent,  and  of  yarding  against  the  risk  of  incum- 
biance  which  such  an  establishment,  situated  as  it  is  at  the  foot  of  a  long 
incline  might  cause  if  under  the  control  of  other  parties.  Should  it  be 
found  hereaiter  that  any  portion  of  these  premises  can  be  spared,  such  por^ 
tion  can  be  let  or  sold  in  such  a  manner  as  to  preclude  a  use  thereof  in  any 
way  injurious  to  this  Company's  traffic. 

"Duing  the  past  half-year  your  Directors  have  carefully  examined  the 
whole  district  bordering  on  your  lines  of  railway,  with  a  view  of  ascertaining 
whether  there  are  any  places  to  which  the  system  of  railway  commimication 
may  be  advantageously  extended.  Lines  of  railway,  which  as  independent 
undertakings  would  be  ruinous  to  the  projectors,  may,  in  the  hands  of  ex- 
isting companies,  as  branches  to  their  main  lines,  be  &irly  profitable.  This 
results  piirtly  frt>m  the  superior  economy  with  which,  in  such  hands,  they 
may  be  made  and  worked,  and  partly  from  their  value  as  feeders  to  the  main 
lines. 

^To  vour  Directors  it  appears  highly  important  that  this  principle  should 
be  itm  understood  by  railway  proprietors  and  the  public.  Its  general 
acceptation  woidd  protect  the  public,  by  discouraging  rash  speculations,  and 
would  give  stability  to  railway  property  by  preventing  a  competition  as 
injurious  to  the  public  at  large  as  to  the  established  Companies ;  while  it 
would,  at  the  same  time,  promote  the  rapid  and  economical  extension  of  the 
nilway  system  throughout  the  kingdom. 

**  Convinced  of  the  soundness  of  these  views,  your  Directors  believe  that 
they  cannot  more  efieetually  promote  your  interests,  or  those  of  the  public, 
which  are  indeed  identical  witfi  yours,  than  by  giving  them  practical  appli- 
cation. They  therefore  recommend  that  you  should  authorize  an  application 
to  parliament  for  powers  to.  construct  the  following  lines  of  railway : — The 
VOIh  ui.  8 
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W«nd«woHh  ind  Doridng  bnncbes,  thou^  noietioMd  tt  ft  foniMr  meMiiig^ 
being  again  submitted  for  your  ocoiidflntioii. 

'*From  the  main  lin^— 


Mlle«. 


Wandsworth  branch  . 
Dorking  branch 
East  Qnnstead  branch 

Arom  the  Chichester  line 
Steyning  branch 
Idttlehmpton  brtmch 
Sognor  branch  • 

From  the  Hastings  line — 
Kewharen  and  Seaford  branch 
Hailsham  branch 
Eastbourne  brandi 
Hastings  deriation 


Length  6i 

:  a 


4! 


46 


Esthnated 

Cost,  ex- 

elusive  of  Parlia- 

mentary BipeiiBes 

and  Stations. 

Double  line  ;C140,000 

Ditto 

145,000 

Ditto 

80,000 

Ditto 

44,000 
10,000 

Ditto 

36,000 

Double  line 

104,000 

Single  line 
Ditto 

30,000 

40,000 

Double  line 

8,000 

£638,000 

^'The  branch  to  Newhaven,  in  connexion  with  the  Keymer  branch  now  in 
course  of  construction,  will  possess  an  additional  value  as  affording  ike  most 
direct  route  to  Paris.  Its  extension  to  Seaford  will  depend  on  the  dedslon 
of  government  as  to  the  proposed  harbour  of  refuse.  The  Hastings  deviation 
has  already  been  made  with  the  consent  of  the  landownen,  with  a  view  of 
effecting  a  nearer  approach  to  Lewes.  Parliamentaiy  sanction  is,  however, 
desirable.    The  other  lines  do  not  appear  to  call  for  any  special  notice. 

'<The  deporats  for  these  lines  have  been  paid  in  the  usual  manner,  the 
Directors  signing  the  parliamentary  contract  as  trustees  for  the  Company  ; 
and  the  requisite  capital  will  be  raised  in  such  manner  as  the  proprietors 
mav  determine  when  it  is  known  what  bills  will  be  sanctioned  by  parnament. 

''Should  the  whole  of  these  lines  be  granted,  the  amalgamatea  companies 
will  be  possessed  of  about  200  miles  of  railway,  of  which  54  are  now  com- 

geted,  50  are  in  a  forward  state,  and  42  are  contracted  for.    This  statement 
eludes  22  miles  of  railway  in  which  the  South  Western  Company  have  a 
jointproperty. 

''The  mcreased  extent  of  railway  which  has  recently  come  under  the 
control  of  this  Company  renders  it  desirable  that  the  shareholders  should  be 
acquainted  with  the  extent  to  which  the  Company  is  authorized  to  raise 
o^itaL    The  authority  is  contained  m  the  following  acts  :-^ 


1  Vict.,  c.  119, 

15th  July,  1837. 

3  and  4  Vict.,  c.  129, 

10th  August,  1840. 

6  Vici,  c.  27, 

3l8t  May,  1843. 

7  and  8  Vict.,  c.  57, 

4th  July,  1844. 

7  and  8  Vict.,  c.  29, 1 
29th  July,  1844.     ^ 

8  and  9  Vict.,  c.  52, 
30th  June,  1845. 

8  and  9  Vict.,  c.  113, 
2l8t  July,  1845. 


Shares. 

Loans. 

[Main  Line 

•     /1,800,000    . 

.^000,000 

-London  Station . 

90,000    . 

.      30,000 

-Loan  Kot«f 

^000    . 

*      75,000 

Chichester  line 

285,000    . 

.      95,000 

Hastings  Xdntf  . 

425,000    • 

*    140flOO 

-Keyawr  Brandt 

140,000    . 

«      4^666 

Hoxshaia  ^anch 

100,000    . 

.      33,383 

j(3,065,00a  £lfil9j999 
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<<The  nrofaietoM  hare  ftlraadyauthorifed  the  Whole  of  the  aboTe  duoes  to 
be  nmd,  M  bIbo  676,000/.,  part  of  the  abore  loana.  In  additioii  to  the  above. 


the  Oompanj  has  a  joint  interest  with  the  South  Western  Company  in 

""S  lad  9  Yici,  c.  119,  8th  August,  1845^-Port8mouth  Extension  and 
Fareham  Branch,  320.000/.  8hare8-«106,666/.  loans. 

''Some  of  the  holders  of  loan  notes  who  omitted  to  give  the  re<}mred 
aotioe  to  conyert  them  into  shares,  are  attempting  to  enforce  their  elaun  by 
1  mi  in  chancery. 

"OoDfbrmably  with  a  notification  in  the  last  re^rt,  the  Directors  had 
oonunenoed  the  necessary  steps  for  establishing  the  Brighton  and  Continental 
Steam  Packet  Company ;  but  before  the  deed  of  settlement  could  be  sub- 
mitted to  the  shazenolders,  the  state  of  the  money  market  became  such  as  to 
induce  the  Directors  of  that  Company  to  postpone  taking  further  steps  until 
a  ttofe  fovourable  opportunity,  of  which  they  are  fully  prepared  to  take 
adiantage,  shall  present  itself. 

"Pursuant  to  the  act  of  parliament,  four  of  the  Directors  go  out  of  office 
at  this  meeting ;  namely,  Henry  Spencer  Cooper,  Gilbert  Henderson,  Rowland 
HiU,  and  Edwurd  Watson,  Esqrs.,  all  of  whom  are  eligible  for  re-election, 
and,  with  the  exception  of  Mr.  Henderson,  offer  themselTes  accordingly. 

"February  2, 1846.'* 

Reports  of  the  engineer  on  the  Chichester  and  Hastings  branches,  as  well 
as  the  statement  of  accounts,  were  also  laid  before  the  meeting. 


BioHMOHn  Railway  Company. 

The  half-yearly  general  meeting  of  the  proprietors  of  this  railway  took 
place  on  Tuesday,  February  10,  at  the  London  Tavern,  Bishopsgate  Street, 
when  the  Secretory  read  the  following  Report  of  the  Board  of  Directors  :— 

**  The  Directors  in  meeting  the  proprietors  on  the  present  occasion,  haye 
much  pleasure  in  reporting  that  considerable  progress  has  been  made  in 
canying  out  the  powers  of  the  act  authorizing  the  construction  of  this 
nllway,  and  that  the  present  position  of  the  Company's  affairs,  both  as 
r^iards  the  early  completion  of  the  line  and  the  cost  of  formation,  is  rery 
satisfactory. 

"  The  promise  held  out  by  the  Directors  in  August  last,  has  been  in  every 
way  fulfilled.  The  construction  of  the  railway  nas  been  undertaken  by  an 
experienced  contractor^  and  the  works  have  been  prosecuted  with  ihat  dili- 
gence and  success  which  justifies  the  belief  that  the  whole  will  be  com- 
Sleted,  and  the  line  open,  previous  to  the  next  half-yearly  meeting.  As  a 
etailed  account  of  the  state  of  the  line  and  the  various  works  will  be  foimd 
in  the  engineer's  report,  further  reference  to  this  subject  is  unnecessary. 

''Arrangements  have  been  made  for  the  purchase  of  nearly  all  the  land 
required,  and  possession  of  the  larger  portion  of  it  has  been  obtained. 

^  In  consequence  of  the  rapidity  with  which  the  works  have  proceeded, 
the  Directors  have  found  it  necessary  to  avail  themselves  of  the  powers 
given  to  tiiem  by  the  proprietors  in  August  last,  and  a  second  call  of  6/. 
haa  been  made  on  the  shareholders  of  this  Company,  which  is  in  a  satis- 
fMrtorv  course  of  payment. 

"  Tne  Company  are  empowered  by  their  Act  to  borrow  86,000^  when  half 
of  their  capital  has  been  actually  paid  up ;  and  the  board  have,  therefore, 
thought  it  prudent  to  apply  to  you  for  power  to  borrow  a  sum  or  sums  of 
money,  not  exceeding  in  the  whole  the  sum  of  60,000/.  This  course  they 
oonsideT  would  be  m<»re  agreeable  to  the  proprietors  than  any  immediate 
further  call  upon  the  shareB  of  this  Company,  as  they  hope  that  this  may  be 
deferred  until  the  next  meeting  of  shareholders,  when  it  will  be  known 
whether  parliament  will  sanction  the  construction  of  the  branch  to  Kew. 

^  The  necessary  preparations  have  been  duly  made  to  enable  the  Company 

8  2 
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to  apply  for  an  Act  in  the  present  session  of  parliament,  to  oonstraet  a 
brancn  line  to  Kew  Bridge,  which,  when  carried  into  effect,  most  add  con- 
siderably to  the  reyenue  of  this  Company,  as  the  population  of  Brentford 
and  the  neighbourhood,  and  the  visitors  to  the  gardens,  will  neoessarilj 
bring  a  large  increase  of  passenger  traffic. 

«  The  proprietors  hare  at  this  meeting  to  appoint  four  Directors  in  the 
room  of  those  who  retire  b^  rotation,  in  pursuance  of  the  proTisions  of  the 
*  Companies  Clauses  Consobdation  Act.'  The  Count  Eyre,  Thomas  Bridge 
Simpson,  John  Ballard  Byron,  and  William  Bland,  Esqrs.,  are  the  memb(^ 
who  now  go  out  of  office ;  they  are  eli^ble,  however,  for  re-election,  and 
offer  thenuelves  accordingly.  Benjamin  Bdgington,  Bsq.,  one  of  the  au- 
ditors, also  retires;  and  Charles  Hill,  Esq.,  of  29,  Threadneedle Street^  is 
proposed  as  his  successor. 

^W.  Chadwiok,  Chainnan. 

''STATBXBirT  OF  THB  BB0BIPT8  AND  PATMBMT8  BT  TUB  BICHXOHI)  RAILWAY 
GOMPAinr,  FROM  THB  FORMATION  OF  TUB  COMPANY  TO  THB  Slst  DI$CKX- 
BBB,   1845,  INCLUSIVE. 

ReceipU.  £  t.   d.        £      s.  d. 

Shareholders  for  calls 64,450  0    0 

■  for  interest  on  calls  .        .  29  2  10 

Interest  from  temporaiy  investments   .        .        292  6    1 

Transfer  fees 15  4    0 


Total  Receipts     .       .        .    64,795  12  11    64,795  12  11 

Payments,  £       s,   d. 

Land  and  compensation        .  10,244    1    0 

Construction  of  way  and  works  15,690    3    8 

Bails  and  chairs  for  the  per- 
manent way      .                .  5,250    0    0 

Engineer,  surveyors  and  as- 
sistants    ....  1,806    3  11 

Parliamentary,  law,  and  arbi- 
tration expenses        .        .  1,679    2    0 

■  34,669  10    7 

Furniture  for  the  office        ....         105  18  11 

Salaries,  wages,  and  broker's 

commission        .        .        .  774    1    8 

Bent  and  expenses  of  office  66  11    7 

Advertising  .        .        .        .  311  18    4 

Printing  and  stationery        .  181  16  10 

Postage,  pet<7  disbursements, 

journeys,  &c.     ...  149    1  10| 

— •     i,483  10    31 

Deposits  to  await  the  settle- 

ment  of  claims  for  land     ....  14641    0    0 
Cash  at  the   bankers,   31st 

Dec^  1845  .        .        .    13,888  10    6 

Ditto  in  the  hands  of  the 

Secretary,  do.    ...  17    2    7J 


13,905  13    1| 
Total 64,795  12  11 


64,795  12  11 


Approved  by  us,  ^^  Chadwiok,  oLmao. 

Bbvjamin  Edoinoton,  )  *    ,.. 
JoBBPH  Jackson,  |Auditora. 
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0UXXA&T  or  THB  BALAVCE  SHEET  OF  THE  RICHttOND  BAILWAT  COXPANT, 
ON  THE  3l8t  PEC,   1645. 

Dr,  £       s.    d.        £       9.    d 

Land  ftnd  compenBaiion     •        .        •        •  15,861    8  6 
GoBBtruction  of  the  way  and  works,  and 

nils  and  chain  for  the  permanent  way  15,940    3  8 
EDgineering,  surreying, and  valuing;  also 

parliamentazy,  law,  and  arbitration  ex- 

pcDMS 1,481  15  11 

Fimiitiire  for  the  office      ....  105  18  11 

Salaries,  wM^es,  and  commission  to  brokers  715    3  5 

Rent  and  office  charges      ....  134    1  1 

Advertising        ......  411    8  7 

Printing  and  stationery     ....  464    0  9 

Postage,  joumeys,  and  miscellaneoas  ex- 

p^          ...        .                ...  149    1  101 

Sundzy  penon0,  <m  account  of  works  in 

pioeie8s,&c 7,282  11  0 

Deposits  to  await  the  settlement  of  claims 

for  land 14,631    0  0 

Shaieholdem  for  calls        ....  65,592    9  10 

Gash  at  the  bankers 13,888  10  6 

Gash  in  the  hands  of  the  secretary    .        .  17    2  7| 

Total        ....    136,674  16    8 

136,674  16    8 

Cr. 

Capital  stock,  being  102.  on  each  of  13,000 
^ares 130,000    0    0 

Interest  on  calls  and  temporary  invest- 
ments,  and  fees  on  transfers  .  388    2    9 

Sundry  persons  for  land  and  compensation        5,797  13    6 

Sondry  persons  for  rent,  services,  &c  489    0    5 

Total        ....    136,674  16    8 

136.674  16    8 

W.  OHAnwicK,  Chairman. 
ApproTed  by  us, 

"ENai5EER*S  BEPOBT. 

''Gentlemen, — For  the  information  of  th^  proprietors  at  the  approachlDg. 
meeting,  I  beg  to  inform  you,  that  since  the  contract  was  made  with  Mr 
Knill  for  the  execution  of  all  the  works  on  this  railway,  considerable  pro- 
gress has  been  made  towards  their  completion.  The  viaduct  across  the 
Wandle,  and  the  cutting  at  Putney,  being  the  only  works  of  magnitude  on 
the  line,  attention  was  fist  directed  to  them,  and  the  progress  has  been  very 
satis&ctory.  The  viaduct  is  more  than  half  built,  and  more  than  one-half 
of  the  excayation  of  the  entire  line  has  been  removed.  Seyeral  over-bridges 
between  Putney  and  Bames*-common  have  been  built,  and  the  lighter  earth- 
work and  bridges  are  proceeding  as  rapidly  as  is  needful. 

*^The  only  part  not  oegun  is  at  the  Richmond  end,  but  here  the  line  will 
be  formed  nearly  on  the  surface  of  the  ground,  and  a  few  months  will  suffice 
for  completing  it,  after  possession  of  the  land  is  obtained. 

''The  line  may  be  completed  by  June  next;  and  if  you  were  disposed  to 
push  there  is  no  reason  why  it  should  not  be  accomplished  earlier.  The 
works  axe  not  heayy,  and  delay  could  only  arise  from  our  inability  to  obtain 
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po80efiBian  of  the  land,  or  from  a  sucoesdon  of  bad  woaiher ;  under  any  dr- 
cumstaacee,  you  will  not  b^  wrong  in  calcnUting  on  the  opening  in  June. 

« I  am,  &c^ 

^JOBEPH  LoGix." 

KmmAL  Aim  WzHniucxnB. 

At  the  half-yearly  meetings  the  Diiecton  announced  that  they  had 
entered  into  an  arrangement  with  the  Grand  Junction  Company  to  work 
this  line  in  conjunction  with  the  Lancaster  and  Carlisle,  and  that  they 
expect  the  line  will  he  ready  for  opening  simultaneoualy  with  that  of  m 
latter  Company. 

NEVOAflTLB  Ajn>  IfOBTH  ShXELDS. 

On  the  2nd  inst  the  annual  general  meeting  of  the  ahaieholden  took 
place  ftt  Newcastle ;  Mr.  T.  H.  HiimB,  M.P.,  m  the  chair.  The  Report 
stated,  that  at  the  dose  of  the  year  iiiere  remained  a  balanoe  of  4,070^  6t 
4d.  applicable  to  a  dividend.  Out  of  this  sum  the  Directors  recommended 
that  a  further  dividend  of  25».  per  share  be  now  made,  forming,  with  thst 
made  in  the  summer,  a  dividend  of  5^er  oent  for  the  year.  There  ma  a 
great  increase  last  year  in  the  traffic.  The  number  of  passengers  amounted, 
at  the  close  of  the  year,  to  6,289,452^  not  one  of  whom  had  sustained  an 
accident.  The  TynemouUi  extension  is  expected  to  be  completed  in  suffi- 
cient time  for  the  traffic  of  the  ensuing  summer.  The  BCT>ort  was  adopted 
by  the  meetinff.  The  amalgamation  of  the  Newcastle  ana  Darlington  and 
Newcastle  ana  Berwick  Companies  was  discussed,  and  the  Directors  were 
empowered  to  negotiate  for  the  amalgamation  on  terms  of  perfect  equality, 
and  to  procure  the  insertion  of  clauses  to  that  effect  in  the  Act  The 
Directors  were  re-appointed. 

East  Langashibe. 

The  general  half-yearly  meeting  of  the  Company  was  held  at  Bnxy,  on  the 
30th  ult.,  Mr.  J.  QninrnT,  ehairmauj  presiding. 

Mr.  Walkeb  read  the  Report,  which  stated,  that  the  Directors  regret  thst 
circumstances  which  they  eeuld  not  control  have  operated  to  prevent  that 
progress  being  made  with  the  works  which  they  confidently  expected.  A> 
rangements  have  been  made,  however,  with  a  view  to  expedite  the  comple- 
tion of  the  worksj  and  the  contract  from  Clifton  to  Bury  nas  been  placea  in 
other  hands.  Smce  the  last  meeting  of  the  proprietors,  the  Leeds  and 
Bradford  Company  have  determined  to  throw  their  mterests  into  the  hands 
of  the  Manchester  and  Leeds  Company.  The  Directors  consider  this  as  a 
step  calculated  to  cripple  the  energies  of  the  Ealt  Lancashire  BaOway,  and 
to  prejudice  the  convenience  of  the  public,  with  reference  to  an  altenatiTe 
route  between  Liverpool  and  Leeds.  The  Directors  have  remonstrated 
against  this  step,  and  it  will  be  their  dutv  to  use  all  means  to  prevent  the 
completion  of  the  amalgamation.  The  SJanchester,  Bolton  ana  Buiy  Bail- 
way  Company  have  arranged  to  amalgamate  that  line  with  the  Mandiester 
and  Leeds  Railway.  The  Directors  will  use  due  diligence  to  prevent  your 
interests  being  jeopardi^d  by  the  proposed  arrangement,  itie  plans  and 
sections  for  a  branch  from  Rawtenstall  to  Bacup^  and  also  toCiawshaw 
Booth,  have  been  duly  lodged,  and  the  reouisite  notices  have  been  served,  in 
accoraance  with  the  Standing  Orders  of  Parliament.  The  Directors  antici- 
pate that  Parliament  will  sanction  the  application;  and  the  extraisionof 
your  line  into  those  districts — ^rich  in  materials  and  teeming  with  an  in* 
creasing  and  industrious  population,  will  have  an  important  result  upon  the 
interests  of  your  nndertoking.  A  portion  of  the  knd  has  been  purchased 
on  the  extension  line,  but  in  many  instances  the  landowners  make  most 
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oariNittft  dtmaadd.  ^Cha  eontiacte  are  let  upon  the  extifiiinon  line,  except 
between  Haslingden  and  Aiicrington«  The  contiact  for  that  length  wul 
neoeasaril^  be  delayed  until  an  Act  of  Parliament  for  the  deviation  haa 
boea  obtained.  Sulgeet  to  the  sanction  of  the  proprietors,  the  Direotors 
bare  oa^e  an  arrangement  with  Mr.  Nicholson,  who  will  giTe  his  entin 
attention  to  jQur  interests,  as  managing  Director.  Mr.  Wa&er  afterwa^s 
read  a  statement  of  accounts,  showing  a  total  expenditure  of  200,130^.,  luid 
a  balanoe  in  tl^e  hank  of  61,512^. 

The  Gbba>  WamBV  annimnce  a  dividend  of  4  per  cent,  on  the  half-jear. 
l%fl  gross  receipts  have  been  468,1001,  the  expenditure  196,410/»  Icavmg  a 
baUuK  of  a01,6Q02.  After  paying  the  rent  of  the  Bristol  and  Exeter  and 
the  interest  on  loans,  there  remains  a  sum  of  172,526/.  applicable  to  divi- 
dends, and  a  balance  of  PfiOOL  to  the  credit  of  the  current  naif-year. 

The  BnuEiMraAV  Aim  Gain)  Jusonov  have  dedaied  dividends  of  10  per 
cent  per  auBum,  olear  ef  pmpeiij  tax.  The  gross  receipts  of  the  Birming- 
bsm  on  the  half-year  amounted  to  640,702/.;  the  expenditure  to  222,629/. ; 
the  baluce  816,163/.  applicable  to  the  dividends,  and  a  large  reserve  for 
the  next  half-year.  The  receipts  of  the  Grand  Junction  have  heea  435,268/. ; 
the  expenditure  180,499/. ;  the  net  proceeds  264,768/.,  out  of  which  is  left 
a  disposable  balance  of  67,197/. 

At  the  HoBFQLK  meeting  the  report  stated  that  the  receipts  between  the 
31it  of  July,  when  the  line  was  opened,  to  the  Slst  of  December,  including 
those  of  the  Yarmouth  and  Norwich  line  for  one  month  (July),  and  indud- 
iBg  also  Uie  tolls  for  the  portion  of  the  line  from  Brandon  to  Ely,  leased 
from  Uie  Eastern  Counties,  amounted  to  31,286/.,  not  taking  credit  for  cer- 
tain sams  due  from  the  Post  Office.  After  deducting  40  per  cent,  for  work- 
ing,  and  193/.  IO9.  per  mile  for  the  lease  from  the  Eastern  Oounties,  there 
remained  a  sum  or  15,901/.,  which,  after  payine  interest  on  the  mortgage 
debt,  left  11,724/.  available  for  a  dividend,  which  was  declared  at  the  rate 
of5  per  cent. 

The  H ABTLBPOOL  Dock  ahb  Railway  has  agreed  to  lease  itself  to  the  New- 
eutle  and  Darlingto|i  Junction,  The  fonner  is  to  eompleto  the  works  now 
in  prcMpress^  and  to  be  at  liberty  to  convert  52,260/.  of  its  borrowed  oapital 
into  wares,  the  Newcastle  pajing  it  10  {mt  cent,  on  the  entire  capital,  and 
lessrving  to  itself  the  power  of  purchasing  the  Hartlepool  undertaking  on 
pajii^  220/.  en  each  100/.  of  stook.  The  stock  to  be  created  is  to  be  in 
axth  shares  ef  16/.  13«.  4d.j  an4  holders  of  Quarter  shares  are  to  participate 
iu  the  new  stock  equally  with  original  sha^olders. 

The  CiiAsnroB  akb  HabvIiSPOOl  Junotion  has  amalgamated  the  Hartlepool 
Bock  and  Railway.  The  former  is  to  complete  its  works  and  those  upon 
the  bianeh  for  joining  the  Newcastle  and  Darlington  by  the  1st  of  July 
next  Interest  is  to  be  paid  upon  its  shares^  amounting  to  8O,00OL,  at  the 
rate  of  3  piar  cent ,  till  the  1st  of  July,  1848,  and  at  5  per  cent,  from  that 
d^ ;  and  the  Bock  Company  is  to  be  at  liberty  to  purchase  such  shares  at 
par  any  time  between  the  Ist  of  July,  1848,  and  the  Ist  of  July»  1849. 

The  balance  sheet  of  the  Eastern  Counties  showed  the  receipts  and  dis- 
huTMments  for  construction  of  main  line^  to  the  4th  of  January,  1846,  to  be 
2,996,395/!,  and  the  traffic  account  of  the  Cambridge  and  Colchester  lines  to 
be  173,166/. ;  also  the  balance  up  to  the  4th  of  January  (after  paying  divi- 
dends up  to  the  4th  of  July,  1845,  and  income  tax)  to  be  64,467/.  At  the 
meeting  a  divichend  was  declared  of  9«.  per  share  on  the  capital  stock,  at  the 
avenge  value  of  14/.  16s.  per  share. 

The  leoeipls  of  the  Tatv  YaiiS  for  the  ]^t  half-year  are  29,750/.  Their 
inoreaae^  as  oompared  with  the  correspondmg  half  of  1844,  amount  to  7,058/. 
Altar  payswii  of  att  debto  and  expenses^  a  olear  proit  remains  of  9,856/., 
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out  of  which,  along  wiih  289/.  undiyided  last  year,  a  dhidmd  mi  rwrn- 
mended  at  the  meeting  of  32. 3<.  per  share,  being  at  the  rate  of  5  per  cent 
per  annum. 

At  the  CnssTBB  akd  Holtbead  meeting,  it  was  stated  that  the  receipts 
during  the  past  half-year  amounted  to  397,210/.,  and  the  expenditoie  to 
375*996/.  The  total  receipts,  from  the  commencement  to  the  31st  of 
December,  1845,  were  814,146/.,  and  the  expenditure  504,313/.  All  the  calls 
have  not  yet  been  paid  up.  The  line  will  not  be  opened  before  the  sommer 
of  1848. 

The  report  of  the  Bbightoh  Cohpant  is  satisfactory.  The  aTailable 
balance  is  76,051/.,  out  of  which  a  dividend  was  deckred  of  35f.  a  share. 
The  total  net  income  is,  meanwhile,  18,191/.  (or  34  per  cent.)  more  tium  in 
the  corresponding  period  of  1844. 

At  the  Bristol  axd  Gloucebtbb  meeting,  the  report  recommended  the  dis- 
tribution among  the  proprietors  of  11,896/.  as  the  nalf-year^s  interest  dne  on 
the  1st  of  January,  beinff  at  the  rate  of  6  per  cent,  per  annum  on  the  stodc, 
to  which  each  shureholder  is  entitled,  under  the  agreement,  made  on  the 
8th  of  February,  1845,  between  the  Midland  and  the  Amalgamated  Bristol 
and  Gloucester  and  Bristol  and  Birmingham,  deducting  therefrom  interest 
at  4  per  cent  on  such  part  of  the  stock  as  still  remains  unpaid. 

At  the  BiRMiiraHAM  and  Gloucester  meeting,  a  dividend  was  declared  of 
3/.  per  100/.  share,  and  I5s.  per  quarter  share  upon  all  shares  dated  prior  to 
the  Ist  of  July,  and  of  12^.  Qd.  per  quarter  share  upon  all  dated  prior  to  the 
Ist  of  August,  1845. 

The  East  Lavoashirb  Directors  report,  that  they  have  a  balance  of  61,512?. 
in  hand,  applicable  to  the  works  still  in  progress. 

TheNswcASTLE  and  North  Shields,  at  the  tenth  annual  meeting,announced 
a  dividend  of  26«.  per  share,  making,  with  one  in  the  summer,  5  per  cent 
per  annum. 

Madrid  and  Yaibncia. 
The  scripholders  of  the  Madrid  and  Valencia  Railwajr  held  a  meeting  at 
the  London  Tavern.    There  was  great  unanimity  in  their  proceedin|ra,  and 
the  reports  and  accounts  presented  appeajred  to  be  received  witn  very 

Seneral  satisfaction.  The  economy  the  Directors  have  exercised  in  the 
epartment  of  preliminary  expenses,  was  a  matter  of  much  congratulatioD, 
the  gross  amount  of  these  not  exceeding  4194/.  9«.  lld^  out  of  deposits 
received  to  the  extent  of  101,835/.  lOf.  The  Directors  were  fully  ftuthoiiKd 
to  f>roceed  with  the  construction  of  the  line  so  soon  as  the  proper  amount  of 
capital  is  subscribed,  the  Spanish  subscription  beine  now  m  course  of  pay- 
ment It  appears  that  of  the  101,835/.  10«.  Id.  paid  by  English  depositors, 
50,000/.  is  out  at  interest,  on  the  security  of  the  South-Western  Railway,  at 
4  per  cent.,  30,712/.  17«.  lOd,  is  deposited  as  caution  money  in  the  Bank  of 
England,  and  the  remaining  21,122/.  12s.  3d  is  partly  vested  in  exchequer- 
bills,  and  partly  standing  as  a  balance  at  the  bankers .  No  caU|  it  seems,  is 
expected  to  be  made  for  some  months  to  come. 


MISCELLANEOUS. 
The  Shbopshiee  Mineral  Railway  Oompaitt. 
Ovc  of  the  vilest  frauds,  not  upon  this  company  merely,  but  upon  tbe 
railway  community  in  general,  has  been  brought  to  light  by  the  chairman 
of  this  project.    It  is  now  seen  how  the  premium  on  the  shares  of  the  Shrop- 
shire Mineral  was  attained,  ftnd  how  certaiQ  parties  intimately  eonneeted 
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with  it  hare  tnffieked  to  ihmr  pectiniary  adtaatagd  for  a  time,  but  to  their 
perpetuftl  dishonour.  These  gentlemen,  however,  will  soon  discoyer  the  ille- 
gabty  of  their  conduct,  and.  m  addition  to  dira^orp^g  their  unlawful  gains, 
may  find  that  they  run  no  slight  chance  of  enectmg  some  service  to  their 
country  by  gracing  the  dock  at  the  Old  Bailey,  and,  under  the  saving  pro- 
viso that  a  jury  of  their  countrymen  are  satisfied  of  their  innocence,  he- 
eoming  denizens  of  Newgate  for  a  year  or  two.  The  present  chairman,  Mr. 
Sexgeant  Adams,  may  be  taken  as  thoroughly  conversant  with  criminal  law, 
and  ia  well  able  to  give  the  directors  some  good  advice  on  the  subject. 
Theb  offer  to  restore  the  money  comes  too  late.  Mr.  Sergeant  Adams  dare 
not,  even  were  he  inclined^  enter  into  any  compromise  of  fraud,  he  himself 
having  given  that  emphatic  name  to  their  proceedings. 

It  appears  that  certain  of  the  directors,  more  intent  on  seeing  the  shares 
of  the  company  hifh  on  the  premium  list  than  in  preparing  the  scheme  for 
Parliament  entered  into  a  resolution  among  themselves  to  purchase  shares 
of  their  own  company  in  the  market  at  a  premium  of  2/.,  the  means  to  do 
so  not  being  taken  from  their  individual  resources,  but  from  the  funds  of 
the  shareh^ders — ^firom  the  money  deposited  with  them  to  meet  the  require- 
ments of  Parliament.  Nor  is  this  the  most  gross  ^art  of  the  transaction. 
They  did  not  go  into  the  open  market  and  purchase  scrip  promiscuous^ ;  they 
•old  the  shares  which  they  had  allotted  to  themselves  at  the  j^remium  thtui 
fraudulently  created  to  the  company,  paid  themselves  from  its  coffers  this 
%L  on  everv  share  thus  disposed  of,  ana  then  left  the  concern  alt<^ther. 
The  Bum  aostracted  in  this  manner  exceeds  21,000/.,  of  which  the  late  chair- 
man has  offered  to  refund  1,000/.  if  the  project  be  carried  over  to  next  seision ! 
Ourried  over  to  next  session,  indeed !  A  company  with  only  6,000/.  on  hand, 
Ui6  parliamentary  deposits  required  being  70,000/. !  We  suspect  the  desire 
that  the  company  should  be  broken  up  is  much  stronger  on  the  part  of  some 
of  the  directors  than  this  expression  of  the  wishes  of  the  late  chairman 
conveys,  and  glad  we  are,  therefore,  to  state  that  the  shareholders,  nothing 
daunted  by  the  present  adverse  appearance  of  their  affairs,  have  appoipteS 
a  committoe  of  mquiry,  to  report  so  soon  as  convenient.  We  may  tnen  ex- 
pect some  further  disclosures,  and  the  high  character  of  the  present  chair^ 
man,  his  habits  of  business,  his  public  position,  and  the  anxiety  which  he 
must  feel  to  probe  the  matter  to  the  core,  may  all  be  taken  as  pledges  of 
tike  inqniiy  being  of  a  thoroughly  searching  character,  and  of  tne  guilty 
parties  bong  made  to  answer  for  their  conduct  before  one  of  the  criminal 
tribunab  of  the  country. 

Setting  aside,  therefore,  for  a  time,  the  illegal  dealing  in  shares,  we  takoi 
up  the  ordinary  transactions  of  the  company  for  the  purpose  of  ascertain-^ 
Sng  whether  or  not  they  can  bear  investigation.  The  project  was  intended 
to  commence  at  a  junction  with  the  Qrand  Junction,  passing  through  Ec- 
eleehall,  Norbuiy,  Newport,  Donninffton,  Madeley,  Ironbridge,  and  Oole- 
brooke  Dale,  to  join  the  Shrewsbury,  Ueieford,  and  North  Wues.  The  ca- 
pital set  down  was  700,000/.,  in  S5.000  shares  of  20/.  each,  the  deposit  being 
2/.  2ff.  per  share.  That  is,  21,  for  tne  parliamentary  deposit,  and  2«.  to  meet 
prelimmaiy  expenses.  The  prospectus  contained  tne  important  clause 
**  that  the  first  deposit  being  paid,  a  farther  call  wiU  not  be  made  imtil  the 
Act  of  Parliament  shall  have  been  obtained."  Here,  then,  was  a  distinct 
pledge  that  all  the  shares  would  be  allotted,  as  it  woiud  take  the  2/.  on  one 
and  all  of  them  to  meet  the  deposit,  leaving  only  the  2s.  per  share  for  ex- 
penses. The  committee  could  not  tnen  intend  to  trench  on  the  deposits ;  . 
they  oonld  not  legally  borrow  money,  except  on  their  own  individual  re- 
sponsibility ;  and  they  could  make  no  call  on  their  shareholders.  They 
had,  therefore,  no  other  monev  at  their  command  to  defray  preliminary  ex- 
penses than  the  legal  and  authorised  28,  per  share,  which  would  amount  to 
the  sum  of  3,500/.  The  number  of  shares,  however,  which  have  been  paid 
upon  was  only  17,970,  the  entire  income  being  37,737/. ;  that  is,  35,940/.  for 
a  parliamentary  depoait,  and  1,797/.  for  expenses.    The  sum  expended,  in- 
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4epeiideBt  of  the  tendoleai  abstaottom  to  tnutluuft  aluuei,  amooBti  io 
more  than  19,0002.  This,  too,  in  the  hce  of  the  pvospeetoSy  iddeh  BtaM— 
*^  The  line,  which  will  not  interfere  with  any  propertj  of  an  ornamentel  or 
QOBtlj  chaiactei^  will  not  ezqped  forty-flix  miles  in  length,  and  will  be  co&> 
fitructed  at  much  less  than  the  average  cost.**  Here,  then,  is  additional 
employment  for  the  committee  of  investigation ;  and  we  hope,  for  the  sikke 
of  the  sufferers,  and  of  all  who  wish  to  see  the  lailwav  wond  wiimowed  of 
the  worthlessness  which  has  insinnated  itself  into  it,  that  the  truth  may  be 
laid  bare,  and  an  indignant  publio  be  able  to  know  lor  the  future  whom  to 
trust;  wa  whom  to  pass  with  seom. 


TUB  STATE  OF  THE  MONET  MARKET  FOB  THE  HOHTH  OF 
FEBRUARY. 

SisoE  those  periods  of  commercial  panic  and  disaster  in  1825  and  1837,  we 
do  not  remember  a  month  of  greater  pressure  on  the  commercial  interosts 
than  the  one  about  to  close :  we  shall  endeavour  to  give  a  faithful  record  of 
the  causes  of  that  pressure^  and  offer  a  few  suggestions  as  to  its  mitigation, 
for  to  remove  it  altogether  is,  we  fear,  impracticable  for  some  time  to  come ; 
the  disease  is  too  deeply  seated. 

The  great  cause  of  the  pressure  duxiQg  this  month  has  been  the  withdraw 
ing  the  deposits  on  railways  fitom  the  hands  of  the  privato  and  joint-stock 
bimks,  and  placing  them  to  the  credit  of  the  Aooountant-Qenaial  in  the 
Rank  of  England. 

When  we  consider  that  these  depositi^  aooording  to  the  official  return  of 
the  accountant-general,  amount  to  11,528,156^.  0«.  lOd,  and  that  of  this 
enormous  sum  not  more  than  1,500.000^.  have  been  invested  in  stock  and 
exchequer  bills ;  during  the  period  tnis  sum  remained  in  the  hands  of  the 
privato  and  point-stock  Danke^  they,  for  the  most  pert^  advanoed  it  on  bills  of 
exchaii£[0)  either  in  accommodating  their  own  customers,  w  leading  it  out 
to  the  bill-broken  j  the  publio  can  therefore  easily  imagine  the  pressure  that 
was  likely  to  arise  in  the  mere  transfer  of  this  money  from  the  channels  in 
which  it  was  lent  to  the  Bank  of  England :  the  only  marvel  is  that  the  pres* 
sure  has  not  been  neator  than  it  is,  and  the  consequences  more  serious. 

It  is  true  there  nave  been  commeroial  £uluv9S :  amona  the  principal  may 
be  nuned  that  of  Emnianuel  Brothers,  and  Messrs.  8tod(dale  of  Liverpool, 
the  latter  for  upwards  of  250,000/.,  and  money  has  scweely  been  attainable, 
save  for  very  limited  periods;  the  best  eonuaercial  paper  could  not  bo  dis- 
countod  under  5  per  cent.,  and  in  many  instances  a  large  commission  be- 
sides. It  is  wonderful,  and  we  may  add  consolatory,  that  commercial  cndii 
could  have  sustained  such  a  pressure — so  utter  a  drying  up  of  the  usual 
channels  of  accommodation,  without  furth^  di0a8ter. 

But  when  we  examine  the  returns  of  the  Bank  of  England,  we  easily  per- 
ceive how  the  disastrous  consequences  which  mijght  have  been  anticipated 
from  the  withdrai^al  of  so  vast  a  capital  from  its  ordinary  channels  have 
been  averted.  By  ihese  retums  it  is  evideut  that  as  soon  as  the  railway 
deposits  have  been  paid  into  the  Bank,  they  have  been  lent  out  again  on 
securities ;  for  if  we  oompitfe  the  amount  of  securities  held  by  the  Bank,  we 
shall  find  tluit  tbay  hayo  increased  in  the  same  ratio  as  the  depoeite«--to 
instance,--* 

£ 

The  deposits  on  the  8th  of  February,  1846,  were  13,447,364 

Bo.        „     7th  of  February,  1846,     „    23,966,883 

The  securities    „     8th  of  February,  1&15,     „    86,527,018 

Po.        „  „  1846,     „    39,030,608 
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OiiaMfa«Bll7,.ir)MB0y«r  the  no&fly  id  vithdiftim  from  the  Baale,  either  bv 
the  AooQuataat-Geaenl  or  by  tke  nulirftys^  ihe  Bank  will  have  to  diiwiniah 
the  imoont  of  theur  seouiities. 

The  qveedon  therefore  resolves  itself  uite  ihia^r-if  the  oommeroutl  claasea 
aie  to  be  Moomniodated  the  nilways  caimot  be  made. 

If  the  reilvi^  are  to  be  laade^  an  imwensft  pressure  will  &U  on  either 
the  eemmeccial  interests  or  the  fonds.  This  appears  the  only  solution  of  the 
present  crisiBy  for  if  one  thing  be  dearer  than  another,  it  is  that  the  whole 
of  the  floating  capital  of  tke  oountary  is  absorbed,  and  more  than  absorbed  : 
in  £m^  we  axe  tiying  to  earxjf  on  two  transactions  with  one  capital,  and 
hewever  we  may  shift  the  matter  from  pillar  to  post,  this  is  the  oonclusion 
to  which  every  one  who  dispassionately  eYaraines  tne  subject  must  ultimately 
sniTe. 

How  then  axe  the  eonse^pienees  ef  so  alarming  a  state  of  alEMrs  to  be 
areited  f  Is  tke  trade  and  oommeree  of  the  country  to  be  crippled,  or  are 
nulways  to  be  limited  t  Tk^  election  between  one  and  the  other  must  be 
made,  for  both  cannot  go  on  to  the  extent  proposed,  there  is  not  the  capital 
&r  both ;  and  if  no  measores  are  adopted  to  limit  the  railways  within  the 
sorplus  sarings  and  capital  of  tke  country,  we  shall  find  the  commerce  and 
lereaue  of  tke  country  i^iminiflh^  btdlion  will  i^imi-ninti  in  the  coffers  of  the 
Bank,  and  ultimately  no  class  will  toSer  so  much  as  the  railway  proprietors 
thsmselTes. 

The  fiust  IS)  thsre  has  been  an  OTer-speonlation  in  railways ;  that  specular 
tion  must  be  wound  up  befbre  the  money  market  again  assumes  an  whole- 
soBM  slate,  and  this  will  take  a  very  eonsideiable  time  to  aocomplish ;  noTer 
will  the  adi^se  of  ^  the  most  haste  the  worst  speed ' '  be  more  clearly  demon^ 
Bliated  than  in  tke  ease  of  railways.  No  one  denies,  in  &ot  every  one  ad« 
mits,  that  sooner  or  later  the  suifaoe  of  tke  United  Kingdom  will  be  inteiw 
sected  witk  railways,  but  the  operation,  if  it  is  to  be  carried  out  success- 
fuDy,  must  be  done  gradually ;  it  has  taken  himdreds  of  years  to  construct 
our  present  roads  and  canab,  the  process  has  been  mdual,  but  it  has  been 
achieved,  and  so  will  it  be  with  railways.  In  faet,  there  is  no  such  mistake 
as  to  imagine  that  they  can  be  construotett  otherwise  than  gradually,  or 
fitfter  than  the  surplus  capital  and  income  of  the  country  aooumulate. 

This  is  the  conclusion  to  which  the  most  eminent  financial  authorities  in 
the  kingdom  have  arrived,  and  it  is  the  oonclusion  to  which  the  publio 
ought  to  be  brought  by  those  orgtaxa  which  devote  theihselves  to  instruct 
and  guide,  rather  than  to  delude  with  fdtile  hopes.  In  the  monthly  sum* 
nuuv  which  we  propose  to  give  ef  monetary  affairs,  we  shall  endeavour 
fikithfullT  to  ^register"  the  truth.  And  the  publio  may  rel;^  that  it  is  as 
impossible  witii  restricted  banking  and  cunrencv  laws  to  enter  into  unlimited 
undertiUdni^s,  as  it  is  to  float  a  frigate  with  water  only  sufficient  for  & 
wheory. 

We  are  no  alaimists,  ouy  interests  are  wound  up  in  the  progress  of  rail- 
ways, but  we  cannot,  without  the  severest  distress  arising  from  the  unnar 
toral  displacement  of  capital,  spare  more  than  a  oertain  amount  in  any  one 
year  for  their  construction,  nor  would  it  be  prudent  to  do  so  if  we  could  ; 
let  it  be  remembered  that  from  the  impetus,  the  unnatural  impeiw,  given  to 
nulways,  every  article,  every  element  connected  with  their  construction, 
has  risen  withm  the  last  three  years  at  least  30  per  cent.  Iron,  wood,  the 
wages  of  labour,  bricks,  the  greatest  component  parts  of  railways,  have 
risen  at  least  to  that  extent ;  and  in  fact,  if  the  railways  at  present  before 
pariiament  were  granted,  th^  eovid  not  be  candruekd.  because  the  elements 
of  their  construction  could  not  be  supplied,  save  at  those  exorbitant  prices 
which  would  be  perfectly  ruinous  to  the  shareholders. 

It  is  therefore  to  be  hoped,  that  the  legislature,  in  mercy  to  the  commer- 
cial interests,  and  in  mercy  to  the  railway  interests  themselves,  will  limit 
the  amount  of  rulways  to  be  constructed  in  any  one  year ;  we  are  aware  that 
this  is  a  most  diflleult  task,  and  quite  contraxy  to  that  principle  which  we 
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admit  to  be  sound,  of  leaving  capital  peifectlj  unfeetrieted.  But  sorely 
the  legislature  might  classify  uiose  distncts  which  most  require  nulmty  ac- 
commodation ;  and  at  all  events  those  lines  which  compete  with  those  it 
present  in  existence  ought  to  be  postponed  untU  such  time  as  those  places 
at  present  without  any  railwav  accommodation  are  supplied ;  every  thiiig 
diould  be  done  to  economize  the  capital  of  the  country,  and  limiting  is 
much  as  possible,  as  we  have  before  urged,  the  amount  to  be  employed  in 
any  one  year  to  the  surplus  capital  and  savings  of  the  country. 

In  the  mean  time,  it  is  positively  necessary  that  some  alteration  should 
take  place  in  the  present  cumbrous  manner  of  employing  the  defjosits. 
The  Accountant-General  should  be  empowered  to  lend  it  on  the  security  of 
stock  and  exchequer  bills,  or  to  the  Bank  of  England  at  a  low  rate  of  in- 
terest. 

This  would  be  best  for  the  depositors  and  the  commercial  community ; 
we  reject  the  idea  of  lending  it  on  bills  of  exchange,  those  to  whom  it  would 
be  lent  on  stock  and  exchequer  bills  are  the  proper  channels  to  employ  it  for 
conmiercial  purposes. 

The  state  of  the  monejjr  market  has  been  very  unsatisfactory  during  the 
month ;  with  the  exception  of  a  few  of  the  first  class  bankers,  no  one  has 
had  any  money  to  lendT  save  the  Bank  of  England  ;  a  crisis  appeared  inevit- 
able^ and  to  avert  it,  the  Bank  agreed  to  make  advances  untd  the  9di  of 
Apnl,  at  which  period  l^e  dividends  wiQ  become  payable ;  but  for  the 
reasons  stated  at  the  commencement  of  this  article,  we  see  no  chance  of 
money  becoming  abundant,  although  it  may  become  Uu  scarce. 

The  Bank  of  England  lend  on  approved  securities  at  3^  per  cent,  bat  the 
discount  brokers  take  money  "  on  odJO,  **  at  3^  per  cent. ;  this  clearly  indi- 
cates the  true  state  of  the  discount  market,  and  the  probability  that  money 
will  continue  at  high  rates  for  some  time  to  come. 

Thb  Funds. 

Notwithstanding  the  great  pressure  for  monev  during  the  month,  the  rise 
in  ^e  funds  has  been  very  connderable.  At  tne  beginning  of  the  month 
Consols  were  95,  but  as  soon  as  it  became  known  that  Uie  amount  of  deposits 
paid  into  the  hands  of  the  Accountant-General  were  to  the  extent  of  eleven 
millions  and  a  half  for  Engli^  lines  only,  an  amount  much  greater  than 
was  by  many  expected,  anci  that  large  investments  would  consequently  be 
made  in  stock  and  exchequer  bills,  a  considerable  rise  took  place,  and  con- 
sols reached  97  J  {  ;  in  fact  the  rise  became  so  rapid  in  consequence  of  in- 
vestments of  the  Accountant-General,  or  rather  in  anticipation  of  what  he 
might  buy,  that,  we  presume,  the  directors  of  the  railway  companies  became 
alarmed,  and  the  investments  were  suspended. 

The  consequence  of  this  suspension  has  been  a  reaction  in  the  funds,  from 
97i  to  96J. 

Now,  we  do  not  think  a  better  illustration  could  be  given  of  the  eflect  of 
so  much  capital  being  at  oiice  employed  in  the  construction  of  railways,  as 
regards  the  cost  of  their  construction  by  the  sudden  demand  of  so  much 
labour,  iron,  &c.,  &c.,  tiian  has  been  shown  in  the  unnatural  rise  in  the 
fiinds  from  so  much  money  being  suddenly,  instead  of  gradually  invested  in 
them ;  the  result  in  both  instances  will  be  the  same  after  the  sudden  demand 
ceases ;  Consols,  iron,  labour,  &c.,  wiQ  all  retrogade.  If  the  rise  in  Consols 
had  been  natural,  railway  shares  (we  speak  of  those  of  the  established  lines) 
would  likewise  have  risen  instead  of  remaining  stationary,  and  in  most  cases 
being  rather  depressed  than  otherwise ;  but  the  public  may  rely  that  sooner  or 
later  all  things  will  find  their  level,  and  when  the  result  of  the  transactions 
of  Parliament  in  regard  to  railwavs  are  ascertained — ^the  bubble  schemes 
vanished  into  thin  air — the  miserable  remnants  of  the  deposits  returned  to 
their  deluded  victims — and  the  amount  of  railways  sanctioned  brought 
within  the  limits  to  which  they  must  be  brought,  viz.,  the  surplus  savings 
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and  capital  of  the  oountxy,  the  public  will  then  invest  with  increased 
oonfidenoe  in  bond  fidt  undertakings,  which  eA'en  at  their  present  prices 
paj  handsome  dividends;  and,  notwithstanding  the  favourable  circumstances 
of  last  year,  their  traffic  is  yet  increasing  at  the  rate  of  25,000^.  per  week,  and 
that  too  in  the  face  of  a  general  reduction  of  fares  and  increased  accommo- 
dation to  the  public. 


The  gross  Receipts  of  Railway  Traffic,  made  up  from  the  week  ending 
January  24th,  to  the  week  ending  February  21st,  showing  likewise  the 
Traffic  of  the  corresponding  weeks  of  1845. 


Total 
■mount 


uwdtobe 


Total 

amount 

already 

expended. 


Last  dividend. 


Per 
•bare. 


Per 

cent, 
per 


Namb  ov  Railway. 


184& 


1845. 


ieo,ooo 

1,441,163 


140,903 

1,597,267 

607.823 

580,302 


£  s,  d. 
0  19  6 
3  0  0 
/90f., 
\12«. 

list.. 

\6«6ii 


0    0 


£  *'   d.  £  £ 

2  10   0  Arbroath  and  Forfar  ........  Returns  imperfec .. 

6   0    0  Birmingham  and  Gloucerter  I  A„,i^^.^^^jh 

4    0   0.  Bristol  and  Glouoetter......i        Hidhmds. 


9  19   O.Chester  and  Birkenhead 9,006 


1,544 


970,000 
9110,000 
362,000 

4,644^1 

1,600,000 


631,958 
349,736 
153,506 
302,118 

4,090,328 

1,686,996 


1    4    0 

8"o   0 
0  10   0 


3  14  0  Dublin  and  Drogheda. . 
9  0  OtAublin  and  Kingstown 
6   0   0>t)undee  and  Arbroath. 


9   0   0 
E.6A\ 

6    0    0 


Durham  and  Sunderland  . 
Eastern  Counties  and  Northern 

and  Eastern   

Edinburgh  and  Glasgow 


2.427 
3,049 

9,478 


0.821 


2.174 
2,765 


2,343 


14,763 
7.943 


1,453,000 


9,364A» 


1,730»00 


1,104.773 

806,134 

2,597^7 

82,888 
1,296,106 
8,179.980 


1  10 
0  5 
9  10 


3    0 
3    4 


6  0 
2  0 
10    0 


0  Glasgow,  Paisley,  and  Ayr. . . 
0  Glasgow,  Paisley,  and  Greenock 
O.Grand  Junction,  amalgamated 

with  Birmhigham 

GraTesend  and  Rochester  . . . 

0  Great  North  of  England 

OGreat Western  


7.170 
2i787 


476 
6l'.e67 


5,382 
2.674 


55.404 


2,837,375 
6,419,000 
]A»S,000 
9400,000 


701,740 
1.774,ffll 
6,997,085 
1,677,802 
9,653,673 


1  10  0 

5    0  0 

5    0  0 

0  9  0 

1  0  0 


Hartlepool 3,549 

Hull  and  Selbv,  amalg.  with  York  &  N.  Midland 
Liverpool  and  Manchester,  amalg.  with  Birmingh. 
Lond.  and  Birm.  &  Grand  June.  ' 

0  London  and  Blackwall  

0  London  and  Brighton 


197,065 
2,725 
13,988 


105.776 
3.883 
12.558 


tti,.'n3 

4,9ia,uoo 

2,888,000 

4*743,333 

650,000 


642,592 
2,620.724 
1.906.062 
3>372,240 

842.725 


0  7    0 

1  17    6 

1  sm 

2  18    0 
2  14    0 


3  10  0 

9    0  6 

6    2  4 

8  6  0 

5  16  0 


London  and  Cxoydon 

London  and  South  Western . 
Manchester  and  Birmingham 

Manchester  and  Leeds 

Manchester  and  Bolton,  &  Bury 


4,961 
20,443 
16.061 
91,551 

3.669 


2.003 
18.029 
12,290 
ret.  imp. 
3,202 


6,316,800 
I,250/»0 

siObOOO 


6,636,105 
1,137,385 
l,972/)81 
316.869 
573,818 
1,000,551 


3  13  9 

1  "2  6 

15  0 

0  10  0 

3    7  6 


6  15 


Midland    

Newcastle  and  Carlisle « 

Newcastle  and  Darlington 

Newcastle  and  North  Shields  .. 

Norfolk 

N.  Union  &  Bolton  de  Preston, 
amalg.  with  Man.  and  Leeds. . 


61,645 
6,230 
9.ff32 
1,644 
4,618 


47.942 

5.881 

4.100 

1,368 

retJmp. 


1,233,000 

3,817,277 

640.000 

993,035 

996.606 


432,014 

1,313.285 

4,284.994 

611,073 

358,353 

1,6^,859 


0  19    6 


0  16    0 
2    6  11 


50«..25«. 


2  10 
5   0 

3  4 
3  14 
5  10 

10    0 


Preston  and  Wyre 
Sheifleld  and  Manchester  . 


South'Eastern  and  Dover 
TaffVide 

Ulster .Returns  imperfect. 

York  and  North  Midland 17,444      


1.782 
5.949 
19^480 
4.029 


1.417 
2.419 
17*338 
3.191 


l,0fm.OOO 
1 


2,082,916 


0  18  9 
0  18  6 


8    0    0 
8    0    0 


FoRxiGN  Railways. 

Paris  and  Orleans Returns  imperfect. 

Paris  and  Rouen....  ^ \  19.852  |  15.564 
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Direct  ManchesL  ( RBmington*») 
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50 

50 

60 

ATerage 

14.16 
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SO 
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25 

m 
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Direct  Northern 

Dublin  and  Belfast  Junction 

Dublin  and  Oalway 
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East  Lincolndiire 
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Ely  and  Huntingdon  . ., 
Gloucester,  Aberyvtwith,  and 

Central  of  Wales 
Goole,  Doncaster,  h  Sheffield 
Grand  Union(Nottinc.&Lynn) 
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Liverpool,    Manchester,  and      9i 
Newcastle  J  unction 

London  and  Birmingham  ....    100 

Do.  Thirds 16 

Do.  Quarters 2 

Do.Fifths   2 
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London  and  Brighton 60 
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DalSharei  
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Newcastle  and  BerwicI 
Newry  and  Enniskillen 
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North  witish 
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Da  Dalkeith 
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Northern  and  Eastern 
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Mi.  Morbison,  the  member  for  Inverness,  who  has  stood  forward  for 
some  years  as  the  reformer  of  railway  abuses  and  the  champion  of  pub- 
lic lights,  has  this  year  come  out  with  a  pamphlet  and  a  motion  upon 
the  subject.  For  ourseWes  we  are,  as  we  have  shown  on  frequent  oc- 
casions, by  no  means  unmindful  of  ihe  claims  of  the  public  to  fair  and 
conciliatory  treatment  at  the  hands  of  the  great  carrying  monopolists  of 
the  day,-^by  no  means  blind  to  the  narrow  and  illiberal  policy  in  the 
latter,  which  has,  to  a  considerable  extent,  marred  both  their  utility  and, 
as  we  fancy,  their  interests  also.  But  in  all  such  cases  we  are  inclined 
to  look  forward  to  the  influence  of  experience  as  the  great  practical  re- 
former, being  always  loth  to  interpose  superior  authority  in  the  manage- 
ment of  commercial  property,  particularly  when  in  so  doing  we  must  in- 
cur more  or  less  the  odium  of  committing  a  breach  of  the  public  faith. 

Fffst,  with  respect  to  fares : — ^We  have  always  been  of  opinion  that 
they  have  been  much  too  high,  and  that  the  glorious  secret  of  the  penny 
po^age  has  yet  to  be  applied  to  these  conveyances,  and  must  one  day  be 
so  with  equal  advantage  to  the  shareholder  and  the  public.  When  we 
see  railway  companies  volunteering  excursion  trains,  as  they  did  all  last 
snmmer  and  the  summer  before,  and  carrying  their  thousands  and  tens 
of  thousands  out  and  home,  to  Brighton,  Dover,  Cambridge,  and  other 
places,  at  a  gross  sum  averaging  not  much  more  than  a  halfpenny  per 
head  per  mile,  we  must  imagine  that  they  did  so  with  profit,  and  that 
being  the  case,  we  are  necessarily  led  to  ask, — Which  is  most  profitable, 
to  carry  fifly  people  at  an  average  of  twopence  a  mile,  or  five  thousand 
at  a  halfpenny?  Or,  if  it  be  answered  Uiat  five  thousand  would  not 
travel  every  day  even  if  they  were  carried  for  nothing,  we  are  yet  at 
liberty  to  take  a  medium  figure,  and  estimate  the  relative  profitableness 
of  a  small  load  at  twopence  and  threepence  a  head,  or  a  large  load  at  a 
penny  or  penny  farthing  per  head.  In  all  these  calculations  it  should  be 
borne  in  mind  that  in  every  ordinary  train  the  dead  weight  of  the 
engine  and  tender,  and  the  expense  of  driver,  guards,  &c.,  are  fixed 
figares,  whether  the  available  portion  of  the  train  be  large  or  small; 
and  that  the  weight  of  two  or  three  carriages,  more  or  less,  makes  but 
a  small  portion  of  the  total  weight  to  be  drawn  by  the  engine.  It  would 
he  difficult  to  enter  into  detailed  calculations  upon  this  point,  particularly 
in  a  general  article  like  the  present;  indeed  the  information  afforded  by 
the  officers  of  the  various  companies  is  not  very  precise  in  regard  to  it. 
As  a  rough  guess,  however,  it  might  not  be  going  too  far  to  say  that  the 
absolute  excess  of  expenditure  required  to  carry  twelve  carriages,  would 
not  be  20  per  cent  more  than  that  required  to  carry  half  the  number. 
This,  we  feci  pretty  certain,  is  an  estimate  within  the  mark;  and,  if  so, 
the  obvious  result  appears  that,  in  fairly  loaded  trains,  the  capabilities  of 
the  traffic  are  more  than  double  the  proportion  of  the  demands  of  the 
power.    When  we  come  to  consider  very  small  and  inadequately  loaded 

*  Observations  on  Railway  Legislation,  by  James  Morrison,  Esq.,  M.P.,  1846, 
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trains,  of  wliicli  there  are  many  upon  every  line  every  day,  the  areameot 
in  favour  of  increased  numbers,  at  reduced  rates,  becomes  sdH  more 
striking  and  convincing.  That  this  view  of  the  matter  has  not  been  al- 
together overlooked  by  some  of  our  railway  directors,  at  least  in  regard 
to  the  conveyance  of  parcels,  appears  from  the  following  paragraph 
which  we  found  in  the  Manchester  Guardian  a  few  days  ago: — 

**  We  rejoice  to  see  the  application  of  a  low  unifonn  rate  of  oairiage,  what- 
ever the  distance,  adopted  on  lailwaya,  and  of  railways  of  the  mneoompany, 
so  &r  as  relates  to  parcels  of  small  bulk  and  light  weight.  The  Manchester 
and  Leeds  Railway  Company's  report,  presented  b^  the  directon  to  the  pro- 
prietors on  Wednesday  last,  stated  that  the  principle  of  low  fixed  rates,  ir- 
respective of  distance,  had  been  applied  to  the  carnage  and  delivery  of  par- 
cels, not  only  on  their  own  line,  but  also  on  neighbouring  linos.  On  Monday 
last,  at  a  meeting  of  the  Trent  Valley  Railway  Company,  Mr.  Edward  Tootal 
stated  that  on  the  series  of  lines  connecting  Manchester  and  Liverpool  with 
Birmingham  and  London,  combining  the  London  and  Birmingham,  Grand 
Junction,  Manchester  and  Birmingham,  and  Trent  Valley  linee,  in  future  to 
be  under  the  management  of  an  amalgamated  and  consolidated  company, 
under  the  title  of  the  London  and  North  Western  Railway  Company,  Qx:^ 
sessing  a  capital  of  fourteen  millions  sterling,)  all  parcels  under  12  lbs.  weight 
would  be  carried  from  one  end  to  the  other,  and  to  all  intermediate  places, 
at  the  uniform  charge  of  one  shilling ;  and  that  this  plan  was  ultimately  to 
be  extended  to  all  the  lines  between  Falmouth  or  Dover  at  the  south,  and 
Glasgow  at  the  north !  This  is  one  of  the  advantages  that  will  result  fioitt  a 
connected  series  of  railways  being  under  the  sole  management  of  ond  com- 
pany. Another  advantage  very  speedily  to  result  is  the  establishment  of 
telegraphs  between  London  and  Liverpool  and  London  and  Manchester,  by 
means  of  which  it  is  expected  that  intelligence  can  be  transmitted  between 
the  metropolis  and  Manchester  in  three  minutes  or  less !  These  great  bene- 
fits are  the  result  of  a  union  of  interests ;  and  if  the  public  accommodation 
is  to  be  thus  provided  for,  and  at  lower  rates  for  passengers  and  goods,  which 
have  been  promised,  no  one  will  have  reason  to  regret  me  amalgamation." 

In  regard  to  passenger  traffic,  the  same  principle  of  uniformity  of  rate 
could  not  be  applied,  because  each  person  occupies  a  certain  definite 
space  in  the  train,  to  the  exclusion  of  another ;  whereas,  in  the  matter 
of  parcels,  they  do  not  perceptibly  affect  the  arrangements  of  the  traio, 
as  the  chief  item  of  expense  is  chargeable  to  the  trouble  of  receiving, 
booking,  and  delivery.  We  still  hope,  however,  that  in  regard  to  pas- 
senger traffic  also,  the  directors  of  our  railway  companies  may  find  a  more 
liberal  and  broader  principle  of  dealing  possible  without  loss  or  inconve- 
nience; a  larger  margin  in  the  distances  determining  the  fares  being  ad- 
missible, together  with  a  much  lower  scale  of  tariff.  But  this  is  a  subject 
upon  which  we  will  not  speculate  more  at  present. 

We  come  now  to  a  second  point  upon  which  we  agree  with  Mr.  Mor- 
rison that  wo  have  been  signally  in  error,  and,  as  we  have  too  much 
reason  to  apprehend,  with  consequences  awaiting  us  most  direful  to  our 
commercial  interests.  We  mean  the  excessive  speculation  to  which  onr 
first  successes  in  railway  enterprise  led,  and  the  shameless  manner  in 
which  the  poor  public  has  been  left  unprotected,  at  the  mercy  of  deign- 
ing pretenders.  We  agree  with  Mr.  Morrison  that  this  excess  of  specu- 
lation has  been  mainly  attributable  to  the  large  dividends  which  many  of 
our  principal  lines  have  been  paying  upon  their  capital,  under  their  pre- 
sent system  of  high  charges.  We  agree  with  him  also,  in  the  opinion 
that  there  is  a  limit  beyond  which  it  is  not  either  advisable  or  safe  to  en- 
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gftge  the  capital  of  the  nation  in  any  one  hrancli  of  industry.  But  we 
will  go  farther  upon  the  latter  point, — that  neither  is  it  possible  to  launch 
out  in  snch  investments  much  further  than  prudence  would  sanction.  A 
proof  of  this  we  have  in  the  reaction  which  has  latterly  prevailed  in  the 
nilway  market — scrip  of  projected  lines  being  not  only  at  a  discount,  but 
the  sl^res  of  many  of  the  sanctioned  lines  being  in  the  same  predica- 
D^t,  their  calls  unpaid,  and  their  works  threatened  to  come  to  a  tern* 
poiBiy  stand-still. 

We  have  in  all  such  cases,  involving  qnestions  of  over-speculation  or 
nnder-specnlation,  a  firm  and  enduring  confidence  in  the  natural  con- 
sangnimty  of  cause  and  effect.  Every  body  knows  how  absurd  it  is  to 
call  out  to  a  man  rushing  headlong  down  a  steep  hill  to  stop  and  reflect 
upon  what  he  is  about.  Just  as  vain  is  it  to  persuade  a  man,  whose 
pocket  has  a  plethora  of  money,  not  to  invest  it  in  a  speculation  which 
promises  to  be  profitable ;  and,  on  the  other  hand,  equally  vain  and  un- 
necessary is  it  to  tell  him  not  to  do  so  when  his  pocket  is  empty. 

With  these  opinions  upon  the  principle  of  the  thing,  it  is  unnecessary 
for  us  to  discuss  with  Mr.  Morrison  the  precise  amount  which  might  be 
fairly  aUotted  out  of  the  annual  income  of  the  country  to  railway  works ; 
whether  twenty-five  millions— or  more,  or  less.  Indeed,  it  would  seem 
rash  for  anv  one  to  hazard  an  opinion  as  to  the  figure,  when  our  Prime 
Minister  himself,  after  promising  to  reveal  the  precise  amount  to  Par- 
liament, has  hitherto  hesitated  to  do  so.  As,  however,  Mr.  Morrison's 
opinion  upon  subjects  of  this  kind  are  entitled  to  some  weight,  we  ex- 
tract the  following  passage  from  his  pamphlet : — 

"We  know,  that  in  a  countrv  in  a  progressive  state  of  social  and  commer- 
cial improvement,  and  in  which  every  branch  of  industry  is  rapidly  extend- 
tag^  a  great  demand  must  exist  for  investments  for  a  vast  variety  of  objects, 
haying  an  equal  claim  with  railways  to  the  consideration  of  Parliament.  A 
huge  amount  of  capital  is  annually  required  to  meet  the  immense  expendi- 
ture incurred  in  adding  to  our  towns,  and  in  the  construction  of  the  new 
establishments  which  are  constantly  arising  and  spreading  on  all  sides  in  the 
great  seats  of  manufacturing  industry.  And,  not  to  speak  of  other  demands, 
an  outlay  of  many  millions  a  year  will  certainly  be  required  for  many  years 
to  come,  in  carrymg  on  those  most  beneficial  improvements  in  draining  and 
apiculture  that  are  now  everywhere  practised  or  called  for,  and  that  have 
already  made  such  immense  additions  to  the  productive  capacities  of  the 
country.  I  am  inclined  to  think  that  those  whose  opinion  upon  such  a  sub- 
ject is  best  entitled  to  consideration  would  regard  it  as  a  very  liberal  esti- 
mate were  it  to  be  supposed  that  twenty,  or  at  most  five-and-twenty  millions 
a  year  could  be  advantageously  applied  to  railways. 

"  But  it  appears  that  we  are  actually  expending  twenty-four  millions  a 
year,  or  thereabouts,  on  the  railways  now  m  progress ;  and  the  immense 
nomber  of  railway  projects  which  it  is  supposed  will  be  sanctioned  in  the 
course  of  the  present  session,  will,  if  they  take  effect,  double,  or  it  may  be, 
treble  this  expense  ;  that  is,  they  will  double  or  treble  the  sum  which  the 
country  can  conveniently  spare  for  such  projects.  So  disproportionate  a 
drain  on  our  resources  cannot  faU  greatly  to  raise  the  value  of  money,  and 
consequently  to  occasion  much  distress.  Indeed  there  is  very  little  doubt 
that  tnis  effect  would  have  been  already  produced  to  such  an  extent  as  se- 
riously to  inconvenience  trade,  had  not  the  last  two  or  three  years  been  a 
period  of  large,  or  probably  I  should  say,  of  unprecedented  profits.  But  it 
would  be  dangerous  to  assume  that  these  will  continue.  All  experience 
shows  that  periods  of  great  prosperity  are  sooner  or  later  followed  by  a  re- 
action. 
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''  An  excessive  expenditure  upon  railways  would  not  only  raise  the  value 
of  money,  to  the  great  inconvenience  of  the  manufacturing  and  trading  in- 
terests, and  of  landholders  whose  estates  are  encumbered ;  out  it  would  &r- 
ther  tend  to  produce  a  serious  derangement  in  the  labour  market 

"  Already  we  have  complaints  on  all  hands  that,  from  the  inducement  held 
out  by  the  high  wages  paid  to  those  engaged  in  them,  labourers  are  leaving 
other  employment  for  railways.  And  in  some  cases,  as  in  the  vicinity  S 
Glasgow,  the  price  of  coals  is  rapidly  advancing,  from  the  difficulty  of  get- 
ting labourers  to  work  in  the  mines.  It  is  true,  that  a  st^idY,  gradual,  and 
pennanent  increase  in  the  demand  for  labour  is  above  idl  things  to  le  de- 
sired. But  a  sudden  and  violent  demand,  drawing,  by  the  temptation  of 
high  wages,  great  numbers  of  people  from  their  usual  modes  of  life,  to  en- 
gage in  an  employment  which  must  necessarily  terminate  in  a  few  years, 
and  which  will  most  probably  come  to  a  stand  on  the  occurrence  of  a  bad 
harvest  or  a  commercial  revulsion,  must,  in  every  point  of  view,  whether 
moral  or  economical,  be  productive  of  the  most  baneful  effects." 

To  return  now  to  the  subject  of  fares,  to  which  Mr.  Morrison  devotes 
himself,  and  upon  a  proper  adjustment  of  which  he  chiefly  bases  his 
scheme  of  reform.  We  confess  that  our  first  opinion  upon  this  point  is 
very  much  in  accordance  with  that  in  regard  to  railway  speculatioD,— 
namely,  that  things  should  be  left  to  themselves,  and  the  Directors  learo 
from  experience  how  much  their  interests  and  those  of  the  public  de- 
pend upon  one  another.  And  if  this  were  a  matter  of  ordinary  com- 
mercial investment,  and  open  to  the  ordinary  facilities  for  competition, 
we  should  be  right  in  such  a  view  of  the  case.  But  in  railway  business 
it  cannot  be  denied  that  there  are  many  features  very  distinct  from  those 
of  the  general  business  of  society.  From  the  necessary  circumstances 
of  the  case,  a  railway  is  to  all  intents  and  purposes  a  monopoly, — a  mo- 
nopoly defying  competition,  except  under  circumstances  of  discourage- 
ment, resulting  from  delay  and  expense,  which  would  render  its  chance 
so  remote  and  improbable  as  to  fairly  put  it  out  of  consideration  as  an 
element  in  the  management  of  the  affairs  of  the  Company.  It  cannot  be 
denied,  moreover,  that  upon  every  principle  of  fairness,  Parliament,  in 
granting  that  monopoly,  granted  it  with  an  implied  compact  of  holding 
it  in  trust  in  some  degree  for  the  advantage  and  convenience  of  the  pub- 
lic. For  it  must  be  obvious,  that  except  upon  the  pretence  of  promoting 
the  interests  of  the  public,  a  railway  company  would  have  no  grounds  to 
call  upon  Parliament  to  lend  the  sanction  of  its  high  authority  for  tlie 
interference  with  the  rights  and  property  of  private  individuals  necessary 
to  carry  their  scheme  into  effect.  The  observations  of  the  Irish  Rail- 
way Commissioners,  in  their  Second  Report,  so  entirely  express  our  views 
upon  this  subject,  that  we  adopt  their  words  in  preference  to  any  we 
could  use : — 

*'  So  great  are  the  powers,  so  vast  the  capabilities  of  a  railroad,  that  it 
must,  wherever  established,  at  once  supersede  the  common  road ;  and  not 
only  will  all  the  public  conveyances  now  in  use  disappear,  but  even  the 
means  of  posting  will,  in  all  probability,  rapidly  decline,  and  eveniuaUy, 
perhaps,  cease  to  be  found  along  its  line.  These  effects  may  be  expected  as 
the  necessary  consequences  of  opening  a  railway.  Its  superiority  is  too 
manifest  and  decided  to  admit  of  rivalry ;  it  possesses  almost  unlimited 
means  of  accommodation ;  no  amoimt  of  traffic  exists  on  any  road,  or  is 
likely  to  exist,  which  a  single  railway  is  not  capable  of  conveymg ;  no  con- 
course of  passengers  which  it  cannot  promptly  dispose  of ;  the  velocity  of 
the  locomotive,  when  impelled  oven  at  a  very  considerable  reduction  of  it* 
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full  power,  surpasses  the  greatest  speed  which  the  best  appointed  coach,  on 
the  best  made  road,  can  maintain :  in  short,  where  the  capabilities  of  the 
system  are  brought  fully  into  operation,  thcj  present  such  an  accumulation 
of  advantages,  as  to  render  it  an  instrument  of  unequalled  power  in  ad- 
vancing the  prosperity  of  a  country. 

"  It  therefore  deeply  concerns  the  public,  whose  welfare  is  inseparably  con- 
nected with  all  that  tends  to  improve  the  internal  resources,  or  to  maintain 
the  commercial  and  manufacturing  superiority  of  these  countries,  that  such 
works  should  be  promoted  ;  and,  consequently,  every  encouragement,  con- 
sistent with  the  regard  due  to  other  interests,  should  be  given  to  capitalists 
who  may  be  willing  to  imdertake  them.  Their  propositions  should  be  sub- 
mitted to  a  competent  and  duly  constituted  tribunal ;  and,  if  approved, 
should  be  adopted  and  stamped  as  national  enterprises.  As  such,  they 
should  be  protected  from  all  unnecessaiy  expense — ^from  extravagant  de- 
mands for  compensation — from  vexatious  opposition,  and  from  the  ruinous 
competition  of  other  companies.  To  that  extent  they  have  a  strong  claim 
on  tlie  protection  of  the  State. 

^  'Buty  on  the  other  hand,  the  public  interest  would  require  that  they  should 
be  hoond  by  such  conditions,  and  held  subject  to  such  well-considered  regu- 
lations and  effective  control,  as  shall  secure  to  the  country  at  large  the  full 
benefit  and  accommodation  of  this  admirable  system. 

''The  practice  hitherto  followed  in  England  has  been  almost  the  very  re- 
verse of  that  which  we  here  recommend.  No  preliminary  steps  are  taken  on 
behalf  of  the  public,  to  ascertain  whether  the  proposed  raolroad  be  well 
sdapted  to  its  specific  object,  or  calculated  to  form  a  part  of  a  more  general 
Bjsiem.  The  best  and  the  worst  devised  schemes  are  entertained  alike,  being 
equally  exposed  to  opposition,  and  left  e^qually  unprotected  against  the  dif- 
ficulties which  interested  parties  may  raise  up  against  them.  Nay, — a  rail- 
way bill  may  be  passed,  or  it  may  be  rejected ;  but  the  fate  of  the  project 
merely  proves  the  number  and  influence  of  its  respective  supporters  or  op- 
ponents. Its  failure  or  success  is  no  test  whatever  of  its  merits,  as  a  mea- 
sure of  ffeneral  utility ;  for  that  consideration  forms  a  very  small  part  of  the 
inquiry  before  Parliament. 

•  •  • 

*'  Lastly,  as  to  economy ;  it  may,  without  fear  of  contradiction,  be  stated, 
that  the  practice  hitherto  followed  leads  necessarily  to  the  highest  possible 
rates  of  charge.  The  expenses,  which  are  generally  excessive,  of  obtaining 
the  sanction  of  Parliament,  the  exorbitant  payments  frequently  extorted  as 
compensation,  or  to  buy  off  a  vexatious  opposition ;  the  superfluous  and 
wasteful  profusion  often  displayed  in  the  construction  of  the  work  itself,  all 
concur  to  demand  a  large  return  from  the  public ;  which  the  proprietors, 
as  carriers,  being  unrestricted  as  to  the  rates  of  charge,  will  not  fail  to  en- 
force. And  they  will  the  less  scruple  to  do  so,  because  competition,  the 
usual  remedy  against  a  disregard  or  the  public  accommodation,  would  be 
ruinous,  and  can,  in  such  cases,  be  rarely  resorted  to." 

These  are  considerations  which  Parliament  has  hitherto  strangely 
neglected ;  or  if  they  have  attempted  to  meet  them  at  all,  have  done  it  so 
inadequately,  as  to  leave  the  apprehended  evil  almost  without  a  remedy. 
We  by  no  means  sanction  the  principle  of  government  or  parliamentary  in- 
terference with  the  management  of  the  property  of  individuals ;  but  in 
the  case  of  railways,  so  vitally  involving  the  commercial  interests  of  the 
community,  there  appears  to  be  a  ground  for  reserving  a  power  in  ex- 
treme cases,  to  be  held  over  the  heads  of  wrong  doers  as  an  element  of 
moral  influence.  Parliament,  indeed,  asserted  something  of  this  principle, 
when  they  limited  the  powers  of  railway  companies,  in  granting  their 
acts  originally.     They  have  asserted  it  still  more  strongly  since,  when 
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passing  tbe  Post  Office  Act,  and  otber  provisions  relating  to  the  legolaF 
tion  of  railways. 

We  consider  it  certainly  a  most  grievons  error  on  the  part  of  pariifr- 
ment,  that,  in  the  beginning  of  railway  legislation,  they  did  not  assert 
what  they  have  since  partially  assamed,  namely,  a  power  to  revise  the 
tariff  of  railways  from  time  to  time.  The  reservation  of  this  power  would, 
we  apprehend,  be  amply  sufficient,  without  a  single  occasion,  perhaps,  for 
bringing  it  into  operation;  and  the  principle  upon  which  it  might  be  as- 
serted appears  to  us  to  be  a  very  just  and  rational  one.  Railway  mone^ 
poly  is  granted  in  the  first  instance,  limited  to  a  certain  tariff,  having  a 
view  to  a  certain  rate  of  dividend,  calculated  upon  estimates  of  expendi- 
ture and  receipt,  the  best  which  the  then  exbting  experience  afford. 
But  it  is  notorious  that  the  expense  both  of  constructing  and  working 
railways  has  very  considerably  diminished  since  the  first  great  experi- 
ment in  railways  was  made,  and  common  sense  and  common  equity 
would  suggest  that  the  tax  upon  the  public  in  the  way  of  fares  and 
toll  should  be  relaxed  proportionately. 

But,  at  the  same  time,  whilst  we  would  advocate,  and  indeed  if  neces- 
sary enforce,  a  low  tariff  of  charges,  as  likely  to  prove  equally  advan- 
tageous to  the  railway  companies  themselves,  and  the  public,  we  would 
by  no  means  do  it  in  the  spirit  which  seems  to  pervade  Mr.  Morrison  s 
pamphlet  now  under  consideration.  It  is  very  true  that  some  of  the 
principal  lines  of  railway  pay  very  large  dividends,  some  as  high  as  10 
per  cent.  Bat  do  we  grudge  the  shareholders  this  reward  for  their  en- 
terprise ?  Far  from  it.  If  they  have  reaped  advantages  themselves, 
they  have,  at  the  same  time,  conferred  great  benefits  upon  the  conununity; 
and  the  greater  number  of  them  are  still  engaged  in  investing  the  profits 
of  their  first  railway  speculations  in  new  ventures,  which,  though  they 
may  not  be  equally  profitable  to  the  promoters,  will  perhaps  produce 
even  more  signal  benefits  as  regards  the  public.  For  it  is  not  merely  in 
the  great  highways,  which  have  always  been  the  beaten  track  of  com- 
merce, that  railways  are  of  use  to  the  community;  it  is  when  their 
branches  become  extended  into  comparatively  secluded  districts  that  their 
scope  and  power  will  be  fully  appreciable.  Parliament,  perhaps,  com- 
mitted a  mistake  in  1844,  when  they  passed  the  act  empowering  the  re- 
vision of  tolls  of  future  railways  from  time  to  time,  but  made  such  revi- 
sion contingent  upon  the  paying  of  a  dividend  exceeding  10  per  cent, 
and  with  a  guarantee  annexed  of  making  up  a  10  per  cent,  dividend  to 
the  shareholders  as  long  as  the  revised  tariff  continued  in  force.  We  all 
know  how  easy  it  is  in  the  management  of  public  companies  to  keep 
down  a  dividend,  if  it  be  considered  desirable;  or  to  put  a  promising  or 
discouraging  aspect  upon  affiiirs  as  circumstances  may  seem  to  dictate. 
This  error,  however,  was  remedied  in  1845,  with  regiurd  to  all  rsilwajs 
hereafter  to  be  made,  parliament  reserving  a  general  power  of  reviang 
the  fares  whenever  it  might  see  fit.  In  regard  to  the  lines  established 
previous  to  the  year  1845,  it  would  certainly  in  our  opinion  be  desirable 
on  public  grounds  that  they  should  be  open  to  a  similar  power  of  revision; 
but  this  would  be  an  interference  with  the  rights  of  property,  which  parlia^ 
mentary  practice  would  hardly  sanction.  The  same  end,  however,  might 
be  attained,  in  a  greater  or  less  degree,  by  imposing  the  necessary  re- 
strictions upon  any  occasion  where  the  sanction  of  parliament  was  re- 
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qnirad  for  the  omalgamadon  of  smaller  lines  with  the  old  trunks.  In 
fid,  looking  generally  at  the  case,  we  consider  that  the  old  companies, 
Gooadering  the  power  of  parliament  to  authorize  dangerous  rivaJs,  and 
eoDsidering  the  force  of  public  opinion  which  would  be  loudly  called 
forth  by  a  perseTerance  in  practices  amounting  to  or  savouring  of  extor- 
tion, would  willingly  submit  themselves  to  a  fair  jurisdiction  in  this 
matter.  We  have  all  seen  that  in  regard  to  the  penny-a-mile,  or  par-> 
liimentary,  carriages,  which  were  only  enforced  upon  the  new  companies, 
the  old  ones  voluntarily  conformed  to  the  system :  and,  upon  similar 
principles,  we  are  convinced  that  they  would  do  the  like  in  other  points 
in  which  a  strong  public  necessity  appeared  to  be  involved. 

Mr.  Morrison,  however,  would  go  to  work  in  a  more  hostile  spirit, 
md  though  he  does  not  dare  in  plain  language  to  propose  a  direct  inter- 
ferenoe  with  the  property  of  the  London  and  Birmingham  or  Great  West- 
ern Companies,  recommends  the  use  of  the  implement  of  competition,  in 
a  spirit  which  we  cannot  consider  either  just  in  itself,  or  consistent  with 
national  good  faith. 

**  It  has  been  contended  that  the  immense  outlay  by  most  of  the  leading 
English  railway  companies,  occasioned  by  the  great  excess  in  the  cost  per 
mile  of  their  lines  over  the  cost  of  lines  in  other  countries,  justifies  and  ren- 
ders neceseaiy  the  maintenance  of  a  proportionally  higher  rate  of  fores  on  the 
EnH^liflh  railways.  But  the  rateof  dividend  on  the  stock  of  several  of  these  com- 
paoies  is  10  per  cent.  And  it  does  not  follow,  whatever  may  have  been  their 
cost,  that  they  should  be  allowed  to  monopolize  the  traffic  between  the  towns 
and  districts  which  they  connect,  to  insure  so  great  a  dividend  to  their  pro- 
prietors. No  such  monstrous  proposition  as  this  can  be  entertained,  if  a 
pew  line  could  in  any  case  be  constructed  for  half  the  expense  of  an  exist- 
ing line,  or  supposing  the  expense  to  be  the  same,  if  it  were  constructed  by 
parties  who  would  be  satisfied  with  a  dividend  of  5  instead  of  10  per  cent., 
parliament  is  bound  to  sanction  the  new  line,  unless  the  company  make  a 
corresponding  reduction  in  the  fares  on  the  present  line. 

"  If  railways  may  now  be  constructed  for  20,000/.  per  mile,  where  50,000/. 
was  formerly  expended,  do  those  who  have  laid  out  the  latter  sum  imagine 
that  parliament  or  the  public  will  grant  them  such  a  protection  from  com- 
petition as  may  enable  them  by  hi^h  rates  of  charge  to  obtain  a  profit  of  10 
per  cent,  on  that  part  of  their  capital  which  has  been  wasted,  as  well  as  on 
the  part  which  would  now  suffice  to  construct  their  lines]  If  the  share* 
holders  of  the  London  and  Birmingham,  the  Great  Western,  and  other  rail- 
way  lines,  believe  that  they  are  to  be  permitted  to  flourish  at  the  expense  of 
the  public  bv  means  of  ihsX  protection  which  is  hunted  down  on  all  sides,  I 
apprehend  they  will  experience  a  disappointment.  The  monopoly  of  the 
landowner  is  not  to  be  suppressed  to  make  way  for  the  monopoly  of  railway 
speculators.  The  latter  must  accommodate  themselves  to  the  new  order  of 
tnings.  The  proprietors  of  an  old  line  of  railway  are  in  the  position  of  a 
manufacturer  who,  having  constructed  machinery  on  an  old  and  expensive 
plan,  finds  it  superseded  by  more  economical  or  powerful  machinery :  but 
were  such  a  man  to  attempt  to  obtain  a  higher  price  for  his  work  than  would 
remunerate  those  who  woi^  with  the  improved  machinery,  and  asked  par- 
liament to  assist  him  in  doing  this,  should  we  not  consider  him  as  fitter  for 
Bedlam  than  for  the  Exchange  V 

Now,  in  these  observations,  Mr.  Morrison  treats  railways  just  as  he 
would  a  matter  of  general  commerce  or  manufacture,  open  to  every  body 
to  try  his  fortune  at  when  he  thought  proper,  and  without  the  sanction 
of  any  superior  authority.  It  is  obvious,  however,  that  the  cases  are  by 
no  means  paralleL     The  railway  company  undertakes  a  great  work,  a 
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work  which  is  intended  to  last  for  ages,  under  sanction  of  parliament, 
and  under  the  impHed  assurance  that  they  sball  enjoy,  without  unneces- 
sary molestation,  the  fruit  of  their  labour  and  enterprise.  Mr.  Morrison 
himself,  in  another  part  of  his  pamphlet,  expatiates  upon  the  nunons 
consequences  of  laying  down  too  many  miles  of  railway;  of  establish- 
ing, for  instance,  two  lines  of  railway  between  given  termini,  instead  of 
one,  for  the  mere  purpose  of  competition.  Yet  if  the  principle  iuToWed 
in  the  passage  just  quoted  were  carried  out,  one  of  these  results  must  occur, 
"—cither  that  a  second  line  of  railway,  at  a  cost  of  20,000/.  a  mile,  must 
be  laid  down,  to  compete  with  one  which  cost  50,000/.  a  mile,  or  that 
tho  latter  must  be  worked  at  a  loss,  or  at  best  an  inadequate  profit  upon 
the  original  outlay.  That  outlay,  be  it  remembered,  was  undertaken 
upon  the  best  means  of  information  which  the  times  at  which  the  work 
was  commenced  afforded, — it  was  sanctioned  by  parliament,r-and  it 
would,  we  humbly  submit,  be  nothing  less  than  robbery  for  parliament 
now  to  turn  round  and  say,  we  will  treat  you  strictly  according  to  the 
present  rate  of  things,  even  though  it  virtually  inflict  upon  you  a  penalty 
for  having  been  the  first  to  lead  the  way  in  this  great  and  useful  field  of 
enterprise. 

We  are  inclined  to  look  at  railway  enterprise  in  this  country  rather  as 
a  grand  and  general  scheme,  in  which  tho  more  profitable  will  compen- 
sate for  the  less  profitable  lines;  and  viewing  the  subject  in  this  light, 
there  appears  to  be  an  obvious  fallacy  in  the  complaint  suggested  in  the 
following  passage  in  Mr.  Morrisons  pamphlet: — 

'^  The  subject  of  rail wav  amalgamation,  which  is  now  going  on  to  such  an 
inunense  extent,  is  one  which  demands  the  immediate  attention  of  pariifr- 
ment.  Mr.  Qladstone's  bill  of  1843  provided  that,  in  the  case  of  future 
railways,  after  the  payment  of  a  dividend  of  10  per  cent.,  the  surplus  refe- 
nue  of  the  company  should  be  applied  to  the  reduction  of  charges  to  the 
public.  Now,  whatever  may  be  thought  of  this  provision,  seeing  Uie  infinite 
number  of  ways  in  which  it  may  be  evaded,  it  at  all  events  imposes  on  par- 
liament the  duty  of  watching  amalgamation  bills,  lest  they  miuce  an  end  of 
the  advantages,  such  as  they  are,  which  Mr.  Qladstone's  act  was  intended  to 
secure  to  the  public.  For  it  is  plain  that  a  railway  which  yields  a  large 
revenue,  and  which  may  therefore  come  within  the  10  per  cent,  clause,  may, 
by  amalgamating  with  a  less  profitable  line,  reduce  the  dividend  on  the 
larger  capital,  formed  by  the  umon  of  the  two,  below  the  rate  at  which  the 
provision  comes  into  effect,  and  may  consequently  defeat  it  altogether^ 

If  only  the  most  profitable  lines,  or  the  most  profitable  portions  of 
lines  were  to  be  worked,  the  existence  of  railways  would  rather  effect 
an  injury  than  otherwise  to  tho  country,  by  rendering  the  inequality  of 
populousness  and  circumstances  in  different  districts  greater  than  diey 
would  naturally  be.  The  absorption,  therefore,  of  the  less  frequented 
lines  by  the  great  railway  trunks  of  the  country,  is,  in  our  opinion,  a 
matter  to  be  encouraged ;  for  by  no  other  means  probably  could  they  be 
kept  in  efficient  operation. 

And  now  a  word  upon  the  enormous  profits  of  railways,  which  Mr. 
Morrison  so  begrudges  their  proprietors.  This  gentleman  only  talks  of 
the  fact  of  several  of  them  ^^  paying  a  dividend  of  10  per  cent."  Bat 
ho  does  not  tell  us  how  many  pay  much  less,  and  how  many  for  a  long 
time  paid  none  at  all.  In  1842  we  find,  out  of  tliirty-nine  railways,  that 
four  paid  10  per  cent.,  one  7^  per  cent.,  four  6  per  cent.,  four  5  per 
cent.,  three  4  per  cent.,  three  Si  per  cent.,  twelve  paid  3  or  less  than 
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S  per  cent.,  Gome  of  them  as  low  as  1^  and  ^  per  cent. ;  and  of  the  re- 
maining eight  there  is  no  mention  of  a  dividend.  In  1 845  four  railways 
paid  10  per  cent.,  three  9  per  cent,  two  8  per  cent.,  one  7  per  cent., 
one  6|  per  cent.,  seven  6  per  cent.,  one  5^  per  cent.,  nine  5  or  less  than 
5  per  cent.,  four  less  than  4  per  cent.,  five  2  or  2^  per  cent.  The  gene- 
ral average  of  dividend  upon  the  whole  amount  of  capital  expended  in 
such  workbg  lines  was,  in  1842,  5|  per  cent.;  now  it  may  he  stated  at 
somewhat  more,  perhaps  6  or  6^  per  cent.  But  out  of  this  it  should  he 
recollected  how  much  is  reinvested  in  railways  yet  in  course  of  con- 
stmction,  and  the  return  from  which  is  a  remote  and,  in  some  cases, 
doahtful  contingency.  Upon  the  whole,  considering  how  purely  experi- 
mental the  first  investments  in  nulways  were,  how  discouraging  their 
aspect  was  for  a  long  time  to  those  who  had  emharked  in  them,  and 
bow  much  money  had  to  he  raised  in  loans  at  expensive  rates  of  interest, 
we  do  not  think  that  the  fruits  hitherto  reaped  are  so  rich  as  to  he 
grudgingly  conceded  to  them. 

Mr.  Morrison,  however,  thinks  differently.  Railway  proprietors  are 
in  his  eyes  a  sort  of  rapacious  monsters,  whom  it  would  he  fair  game  to 
despoil  and  exterminate  as  speedily  as  possible,  and  all  for  the  good  of 
the  state.  He  mighUIy  admires  the  French  system  of  concession  upon 
leases,  (we  shall  see  how  accurate  his  notions  upon  the  facts  of  this 
matter  are  presently,)  and  imagines,  that  if  we  could  only  tickle  our 
English  Railway  Companies  so  as  to  make  them  deliver  up  the  fee- 
simple  of  their  property  at  the  end  of  a  certain  number  of  years,  we 
should  have  a  revenue  for  the  use  of  the  public  sufficient  to  pay  off 
the  national  debt.  It  is  really  droll  to  find  an  honest,  plodding  man 
of  business,  as  Mr.  Morrison  has  always  been  considered  within  the 
precincts  of  his  own  counting-house,  talking  such  visionary  nonsense. 
It  should  be  observed,  that  he  does  not  boldly  demand  that  this  act 
of  confiscation  should  be  perpetrated  outright  as  regards  existing  Com- 
panies; but  he  certainly  implies  it  as  a  necessary  part  of  his  plaii;  or  if 
not,  where  do  all  his  calculations  result  ?  We  give  this  remarkable 
scheme  in  his  own  words; — 

'^  It  would  be  difficult  to  over-estimate  the  degree  to  which  individual 
convenience  and  general  prosperity  may  be  promoted  by  a  right  policy  on 
this  subject ;  that  is,  by  enforcing,  in  the  case  of  the  railways  now  before 
Parliament,  the  greatest  degree  of  cheapness,  immediate  and  remote,  of  se- 
curity, and  of  every  possible  advantage,  which  the  peculiarly  &vourable 
drcomstanoes  of  our  position  enable  us  to  secure.  Perhaps  the  vast  magni- 
tude of  the  question  with  which  Parliament  has  to  deal  may  be  best  shown 
bv  comparing  our  railway  revenue  with  the  national  debt.  The  interest  on 
the  latter  does  not  much  exceed  28,000,000^.  A  capital  of  560,000,000^. 
therefore,  if  producing  5  per  cent.,  would  yield  a  sufficient  annual  revenue 
to  pay  this  interest. 

"  Now,  the  cost  of  the  railways  already  completed  in  Qreat  Britain  and 
Ireland  is  about  70,000,000^.,  and  the  estimated  cost  of  the  lines  now  in 
coarse  of  present  construction  is  more  than  60,000,000^.  But  it  is  the  opi- 
nion of  every  one  best  acquainted  with  the  subject,  that  the  amount  already 
vested  in  railways  in  this  country  is  but  a  small  part  indeed  of  what  will 
ultimately  be  required.  The  host  of  schemes  now  before  Parliament  con- 
finns  this  view ;  at  the  same  time  that  the  actual  revenue  on  the  lines 
already  completed,  and  the  estimated  revenue  from  those  that  are  being 
made  or  before  Parliament,  considerably  exceeds  5  per  cent.  And  if  we 
take  into  account  the  steadily  progressive  and  apparently  boundless  increase 
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of  biuiness  on  almost  erery  line,  it  is  more  than  probable  that  the  neeipis 
on  our  railways,  after  the  system  has  been  completed,  will  amount  to  a 
gigantic  sum. 

^*  At  all  events,  it  may,  I  am  satisfied,  be  unhesitatingly  laid  down  that  the 
total  reyenue  of  our  railways,  in  some  twenty  or  thirty  years,  will  amount 
to  a  large  proportion  indeed  of  the  interest  on  our  debt,  or  of  28,000,00(y.  * 
and  it  is  neither  absurd  nor  unreasonable  to  expect  that  it  may  even  eaoal 
or  suipass  that  amount.  And  if  such  be*the  case,  it  is  plain  that  the  aaop- 
tion  mm  the  commencement  of  a  system  of  terminame  leases,  whidi  the 
experience  of  France  has  shown  to  be  of  easy  introduction,  would  have  re- 
lieved us  within  the  present  century,  and  perhaps  in  a  much  shorter  time, 
from  the  burden  of  the  whole  or  of  the  greater  part  of  our  debt. 

"  And  happily,  thouj^h  we  have  neglected  many  opportunities  for  securing 
even  a  moderate  portion  of  such  gigantic  advantages,  we  have  still  many 
in  our  power.  We  may  deal  as  we  please  with  the  schemes  now  before 
Parliament ;  but  if  we  neglect  or  throw  away  this  opportunity  of  securing 
the  public  interests,  none  such  can  ever  again  occur.  I  would,  therefore, 
beg  of  the  Legislature  and  the  country  not  to  neglect  or  evade  their  duty 
on  this  oocaaion.  Let  them  no  longer  be  amused  by  the  alleged  haswd  of 
railways.  If  planned  with  the  most  ordinary  iudgment  they  are  peculiarly 
safe  investments.  The  monopoly  of  the  producers  is  on  the  eve  of  being 
destroyed ;  and  do  not  let  us  in  the  same  session,  and  almost  in  the  same 
breath,  confirm  a  still  more  odious,  more  oppressive,  and  far  more  inde- 
fensible monopoly  on  the  part  of  the  public  carriers.  In  dealing  with  rail- 
ways Government  and  Parliament  should  have  in  view  the  sinffle  object 
of  securing  the  best  terms,  inunediate  and  ultimate,  for  the  puUia  The 
shareholders,  like  the  landholders,  may  safely  be  left  to  take  care  of  them- 
selves ;  and  there  is  infinitely  little  fear  of  their  being  overreached,  or  of 
their  becoming  parties  to  a  bad  bargain. 

"  It  has  been  already  seen  H)  that  if  the  French  system  of  conceding  rdl- 
way  lines  for  terms  of  years  nad  been  adopted  in  this  country,  a  revenue 
adeouate,  or  more  than  adequate,  to  defray  the  interest  of  the  national  debt 
would,  at  no  very  distant  period,  have  accrued  to  the  public  frY>m  railways 
But,  though  we  have  hitherto  unfortunately  overlooked  such  immense 
advantages,  that  surely  is  no  reason  why  we  should  continue  to  overlook 
them.  On  the  contrary,  it  should  make  us  more  anxious  and  more  deter* 
mined  to  profit  by  tho  means  still  in  our  power ;  so  that  by  the  better 
husbanding  of  them  we  may,  in  as  far  as  possible,  repair  the  losses  occasioned 
by  our  previous  folly  and  shortsightedness." 

Mr.  Morrison  then  calmly  declares  that,  *^  it  is  for  the  interest  of  the 
Railway  Companies  that  the  existing  system  should  be  changed."  We 
apprehend,  however,  that  Railway  Companies,  like  the  owners  of  other 
property,  will  be  bard  to  be  convinced  of  the  advantages  of  giving  np 
their  all  for  the  public  weal.  Would  not  a  much  shorter  way  of  settling 
the  national  debt  be  to  get  the  holders  of  consols,  &c.,  to  give  up  their 
claims  at  some  period  convenient  to  themselves,  their  heirs,  ezecoton, 
and  assigns  ? 

But  if  persuasion  fails,  force  it  appears  is  to  be  resorted  to :  the  force 
of  public  opinion  and  agitation.  We  cannot  too  strongly  denounce  the 
unblushing  manner  in  which  this  is  insinuated  in  the  concluding  pas- 
sages of  Mr.  Morrison's  remarkably  candid  and  statesmanlike  pam- 
phlet :— 

^It  is  not  in  the  nature  of  things  that  it  should  be  permitted  to  goon. 
Inordinate  profits  growing  out  of  monopolies  obtained  from  the  want  of 
knowledffe  or  the  carelessness  of  the  Legislature,  cannot  continue  for  ever. 
They  wiu  be  condenmed  in  public  opinion-Hin  agitation  will  be  oomm«ioed 
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agiiHBt  them,  and  they  nill  be  suppreued  amid  the  cheers  of  all  except  the 
few  who  may  happen  to  profit  by  them.  If  the  eidflting  companies  oe  not 
blind  to  the  signs  of  the  times,  they  will  lose  no  time  in  reducing  their  figures 
and  improTing  their  accommodations ;  and  if  Parliament  be  not  strangely 
neglectful  of  its  most  sacred  duties  and  obligations,  it  will  take  care  that  in 
the  establishment  of  new  lines  the  public  interests  shall  be  effectually 
seemed* 

Thank  heaven  we  have  yet  a  House  of  Lords;  and  as  long  as  they 
faftTe  a  rood  of  land,  or  a  title  of  honour  to  leave  to  their  posterity,  they 
will  never  be  brought  to  sanction  this  battue  amongst  the  railway  share- 
holders of  England. 

We  come  now  to  say  a  few  words  about  Mr.  Morrison's  grand  hobby, 
namely,  "  the  French  system,"  which,  upon  the  principle  that  children 
are  generally  much  wiser  then  their  fathers,  he  prefers  vastly  to  our 
own,  and  which  he  has  strenuously  advocated  both  in  his  pamphlet  and 
in  Ins  speech  in  the  House  on  the  19th  of  March,  when  he  made 
a  motion  for  the  appointment  of  a  "  Special  Committee  to  inquire  whe- 
ther, without  discouraging  legitimate  enterprise,  conditions  may  not  be 
embodied  in  railway  acts,  better  fitted  than  those  hitherto  inserted  in 
them  to  promote  and  secure  the  interests  of  the  public." 

This  motion  was  agreed  to  by  the  by,  but  what  it  will  come  to  we 
will  not  pretend  to  prophesy.  We  hope  it  may  not  turn  out  a  mare  s 
nest,  as  Sir  Robert  Peel  s  &mou8  committee  did.  Well,  Mr.  Morrison 
talks  largelv  of  the  superior  advantage  of  granting  concessions  of  rail- 
ways for  long  leases,  as  in  France,  instead  of  in  perpetuity,  as  in 
England;  and  expatiates  upon  the  hard  and  grinding  terms  which  the 
French  Government  are  enabled  to  force  upon  the  miserable  capitalists, 
(heaven  save  the  mark,)  who,  without  the  aid  of  the  government  go-cart, 
would  never  have  had  the  courage  or  the  means  to  undertake  works  of 
such  a  character.  But  did  it  ever  occur  to  the  hon.  gentleman's  mind, 
that  before  vou  can  grant  a  lease,  long  or  short,  there  is  a  very  im- 
portant condition  required,  namely,  that  you  be  in  possession  of  the  land 
or  thing  leased  ?  ^low,  in  France,  this  always  has  been,  and  still  is,  the 
case:  in  the  first  instance  great  part  of  the  works  were  executed,  as 
well  as  the  land  purchased  by  the  Government,  and  now  the  land  is 
provided  by  the  Government  and  let  to  the  Railway  Companies,  as  it 
were  upon  a  building  lease.  And  when  we  consider  the  sort  of  works 
which  are  generally  put  upon  lands  let  out  upon  lease,  particularly  short 
leases,  we  must  say  we  are  not  inclined  to  overrate  the  value  of  the 
ndlways  which  will  find  their  way  into  the  hands  of  the  French  Govern- 
ment at  the  end  of  their  several  terms,  despite  the  vigilant  supervision 
which  the  latter  will  doubtless  have  over  the  works  and  conduct  of 
affairs,  with  a  view  to  the  resulting  remainder.  However  this  mav 
turn  out,  the  fact  in  the  mean  time  is  simply  this,  that  the  French 
Government  provide  the  necessary  land  for  their  railways,  and  let  it  out 
to  the  best  advantage  to  the  Company  or  Companies  willing  to  build 
and  work  the  said  railway  for  a  certain  term  of  years.  In  England,  on 
the  other  hand,  the  case  is  very  different.  Here  the  fee-simple  of  every 
mile  of  land  occupied  by  a  railway  is  purchased  by  the  Company,  by 
whom  it  is  constructed,  who,  moreover,  are  obliged  to  give  compensa- 
tion for  damage  and  severance,  to  neighbouring  proprietors.  The 
money  value  of  this  difference  between  the  two  cases  of  the  English  and 
Frendii  railway  proprietor  may  be  judged  of  by  the  fact,  that  according 
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to  the  general  mass  of  the  estimates  of  tlie  principal  railways  oonstmcted 
in  England,  the  first  cost  for  the  purchase  of  land  has  been  about  one- 
fifth  of  the  whole  outlay.  Now,  taking  Mr.  Morrison's  own  figures  as 
to  the  value  of  constructed  and  sanctioned  railways,  from  the  rerersion 
of  which  he  looks  to  pay  the  national  debt;  that  amount  bdng 
£130,000,000,  the  cost  for  land  is  £26,000,000.  At  compound 
interest  this  sum  would  double  itself  in  fourteen  years,  and  quadruple 
itself  in  twenty-eight  years.  In  a  word,  if  the  Government  of  this 
country  were  to  provide  the  land  for  our  railways,  and  grant  it 
upon  leases  of  only  thirty-five  years,  it  would  by  that  time  have  paid 
much  more  than  the  whole  original  outlay  upon  the  railway ;  and  the 
Companies  would  be  gainers  raQier  than  losers  by  the  adoption  of  ^^the 
French  system  "  *. 

There  are  some  other  points  connected  with  this  subject  whidi  are 
so  ably  treated  by  Mr.  Mangles,  who  replied  to  Mr.  Morrison,  that  we 
give  them  in  his  words : — 

**  The  honourable  gentlenum  had  dwelt  much  upon  the  excellency  of  the 
French  system,  but  seemed  to  have  forgotten  the  inteimediate  steps  by  which 
they  had  arrived  at  their  present  stage,  and  that  in  1842  the  French  govern- 
ment had  offered  large  advantages,  such  as  undertaking  half  the  expense  of 
constructing  the  railways ;  while,  as  a  proof  that  the  success  in  this  country 
had  been  a  means  of  enabling  the  French  to  construct  their  railways,  those 
advantages  offered  by  the  law  of  1842  were  insufficient  to  persuade  parties 
to  come  forward  and  avail  themselves  of  them.  If  he  had  not  been  misin- 
formed, the  honourable  member  himself  had  been  one  of  those  who  drew 
back  because  the  advantages  offered  bv  the  French  government  were  less  than 
they  were  fairly  entitled  to.  He  (Mr.  Mangles)  did  not  pretend  to  say  that  the 
French  system  was  not  the  best  for  France,  but  look  at  the  practical  results 
of  the  two  systems.  In  England  that  system  of  private  enterprise,  with 
which  the  honourable  gentleman  had  n)und  fault,  had  been  aaopted  aad 
encouraged,  and  he  found  by  the  report  of  the  Gauge  Commissioners,  that 
the  number  of  miles  of  railway  completed  in  the  United  Kingdom  was  2,264 ; 
that  the  number  of  miles  sanctioned  in  1844  was  787 ;  that  the  number  of 
miles  comprised  in  bills  that  had  passed  the  Commons,  and  seem  likely  to  be 
sanctioned,  was  about  2,840 — ^making  a  grand  total  of  miles  of  railway  made, 
sanctioned,  or  likely  to  be  sanctioned,  up  to  Julv,  1645,  in  round  numbers, 
5,891.  That  was  the  result  of  the  system  with  which  the  honourable  gentle- 
man found  BO  much  fault.  Now  what  was  the  result  in  France  of  the  system 
pursued  there  1  He  had  endeavoured  to  get  the  most  accurate  information 
on  the  Bubiect,  and  he  believed  that  the  French  had  only  376  miles  of  rail- 
way actually  open  [hear,  hear].  The  honourable  member  had  dwelt  much 
upon  the  advantages  to  be  derived  to  the  public  from  the  cheap  fares  on  the 
French  railways,  but  had  he  made  any  accurate  calculations  on  the  subject } 
J)id  he  suppose  that  one-tenth  of  those  enormous  lines  now  open  in  England, 
would  have  been  constructed  if  we  had  pursued  the  Frenck  system  from 
the  beginning  7  Towards  the  north  there  was  now  railway  communication 
almost  to  Newcastle,  and  westward  to  Exeter.  In  another  direction  a  lino 
was  opened  to  Chester,  and  soon  would  be  to  Holyhead ;  while  southward 
there  were  lines  to  Brighton  and  Dover ;  and  eastward  there  was  railway 
communication  with  Norwich.  Now,  he  asked  the  honourable  gentleman  to 
ciitinuite  the  difference  in  profits  which  had  accrued  to  the  merchants  of 
Liverpool  or  the  manufacturers  of  Manchester  from  the  great  lines  of  com- 
munication, as  compared  with  the  difficulties  of  transit  to  Marseilles,  the 

*  The  tprms  of  concession  have  varied  in  different  cases,  but  since  1842  we  believe 
the  ooncessions  have  been  upon  the  principle  of  j^nting  the  use  of  the  land,  rcot 
free,  for  a  certain  term,  in  consideration  of  the  remainder  in  the  whole  property  in 
the  railway.  The  previous  concessions,  whatever  their  terms,  were  at  least  equallv 
advantageous  to  the  companies  in  effect. 
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ereat  emporium  of  French  commerce,  endured  bj  the  merchants  of  France. 
Was  not  that  a  consideration  of  importance  ?  It  really  seemed  as  if  the 
lerj  excellence  and  energy  of  the  English  system  were  brought  as  *^rgu- 
ments  against  it,  and  its  success  adduced  as  a  reason  for  preferring  the 
French  system,  which,  so  far  as  success  was  concerned,  had  been  a  signal 
Mure  [hear,  hear].  According  to  their  own  system,  me  French  had  had 
tojpay  a  nandsome  premium  to  English  capitalists  on  the  Rouen  and  Orleans 
railways.  It  was  a  fact  about  which  there  could  be  no  dispute,  that  very 
many  of  the  French  lines  had  been  constructed  by  the  employment  of 
Engush  capital ;  and  now  that  the  French  had  taken  them  into  their  own 
hands,  it  would  be  necessary  for  them  to  pay  a  considerable  premium  to  the 
English  capitalist,  which  was,  in  point  of  fact,  a  reward,  and  a  very  just  one 
too,  for  his  enterprise  [hear,  hear].  His  belief  was,  though  he  had  not  the 
documents  there  to  prove  it,  that  the  present  prices  in  England  were  very 
little  higher  than  those  sanctioned  by  the  French  Legislature.  At  any  rate, 
he  would  venture  to  predict,  that  before  the  terms  of  the  French  leases  were 
out,  the  English  fares  would  be  lower  than  the  French  tariff.  As  a  step 
towards  this  result,  he  was  authorized  to  state  that  in  the  bill  for  amalga- 
mating the  London  and  Birmingham  Railroad  Company  with  other  com- 
panies, those  companies  had  voluntarily  reduced  their  fares  to  the  following 
m&xiTnum  rates  for  all  ordinary  trains,  namely — First  class,  2d.  per  mile  ; 
second  ditto,  Ihl.  per  ditto  ;  third  ditto,  Id.  per  ditto,  (as  fixed  oy  act  of 
Parliament.)    Ana  there  would  be  a  proportionate  reduction  on  goods." 

Mr.  Hayter  added  some  important  points  bearing  upon  the  comparison 
between  the  systems  at  home  and  abroad  : — 

"  The  honourable  member  for  Inverness  wished  to  introduce  the  French 
railway  system  into  this  country,  but  he  had  carefully  avoided  mentioning  the 
Belgian  railways  [hear,  hear].  In  Belgium,  every  railway  was  free  from  all 
taxation,  either  parochial  or  general.  In  France,  railways  were  not  entirely 
free  from  taxation,  but  they  were  very  nearly  so  ;  they  were  required  to  pay 
only  an  amount  of  rates  equal  to  that  which  was  paid  by  the  land  before  the 
railway  was  constructed,  while  they  paid  no  direct  tax  to  the  government 
[hear,  hear].  Therefore,  in  point  of  fact,  when  they  came  to  consider  the 
aifference  between  the  two  systems,  they  should  recollect  that  in  one  there 
was  a  large  continuous  annuity  to  the  state,  alid  in  the  other  scarcely  any  tax 
for  the  public  benefit  whatever.  Now  he  would  for  a  moment  consider 
which  of  these  two  systems  was  the  best.  He  would  first  suppose  the  case 
of  the  Great  Western  Railway  as  applicable  to  a  French  line.  In  France 
railways  were  granted  on  leases  for  an  average  period  of  about  thirty-seven 
yeara,  at  the  end  of  which  time  they  were  to  become  the  property  of  the 
state.  Now,  if  the  30,000?.  paid  by  the  Great  Western  Railway  to  the  go- 
vernment were  laid  out  at  4  per  cent,  interest,  the  amount  at  the  end  of  thirty- 
seven  years  would  be  3,201,385/.  Therefore  the  government  would  receive  in 
thirty-seven  years  an  amount  equivalent  to  three  millions  and  upwards  from 
that  railway  alone,  even  supposing  the  present  taxation  not  to  increase,  while 
the  sum  contributed  to  local  taxes  would  amount  to  an  equal  sum,  making  the 
entire  sum  contributed  by  that  railway  alone  nearly  equal  to  six  millions 
sterling.  But  then,  what  was  done  in  the  French  system  1  Would  such  a 
railway  in  France,  at  the  end  of  thirty-seven  years,  be  worth  six  millions,  or 
anythmff  like  such  a  sum  ?  [hear,  hear.]  When  his  honourable  friend  con- 
trasted we  two  systems,  and  spoke  of  the  enormous  benefits  derived  by  the 
state  from  the  course  adopted  in  France,  he  had  carefully  avoided  all 
allusion  to  the  taxation  paid  by  the  English  railroads,  though,  had  he 
entered  into  that  point,  he  would  nave  found  that  their  own  government  de- 
rived a  larger  profit  from  railways  than  accrued  under  the  French  plan 
[hear,  hear].  But  there  were  great  evils  resulting  from  the  practice  of 
granting  terminal  leases,  independently^  of  this  question  of  taxation.  It  was 
well  known  that  short  lines  of  railway  in  connexion  with  main  lines  did  not 
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pay,  and  that  it  was  only  firom  advandng  the  traffic  on  the  main  line  that 
they  were  enabled  to  be  undertaken.  But  with  a  short  terminable  lease  the 
interest  of  the  company  becomes  less  year  by  year,  and  they  are  thus  le« 
able  and  willing  to  deyelop  the  traffic  of  the  country  by  constructing  these 
lateral  lines,  wnich  they  would  be  induced  to  construct  if  they  had  a  pe^ 
petual  interest  in  the  concern  [hear,  hear].  In  fact,  if  they  contrasted  the 
English  and  French  systems  in  any  light,  they  would  find  that  the  plsn 
adopted  by  this  country  was  the  wiser,  ana  the  more  advantageous  of  the 
two  to  the  state  [hear,  hear]. 

Mr.  Hudson  also  made  a  bnsiness-like  and  telling  speech  in  reply  to 
the  hon.  member  for  Inverness,  from  which,  however,  our  space  will 
not  allow  us  to  make  any  extracts.  It  chiefly  referred  to  the  capabili- 
ties of  our  capitalists  to  carry  out  all  really  useful  lines  that  the  country 
might  require. 


THE  GAUGE  COMMISSION. 

It  seems  to  be  now  pretty  generally  conceded  that  the  Report  of  the 
Gauge  Commission  (which  we  commented  upon  at  some  length  in  our 
last)  has  by  no  means  settled  the  question.  Specious,  but  one-sided,  it 
seems  to  have  been  made  up  of  the  opinions,  or  rather  prejudices,  of 
those  whom  the  Commissioners  called  before  them  as  witnesses,  rather 
than  framed  of  deliberate  judgment  by  the  Commissioners  from  simple 
facts  brought  under  their  knowledge ;  and  as  the  majority  of  narrow 
gauge  engineers  and  employees  was  of  necessity  greatly  superior  to  that 
of  those  in  the  broad  gauge  interest,  the  result  is  easily  accounted  for. 
The  press,  however,  in  treating  of  the  subject  as  disposed  of  in  the 
famous  *' Report,"  seem  to  be  pretty  equiuly  divided.  Government 
have  not  as  yet  taken  any  step  in  the  matter,  or  given  any  indication  of 
the  course  they  intend  to  pursue ;  but,  if  rumour  be  correct,  they  will 
not  go  the  whole  hog  with  the  narrow  gauge  party.  Certes,  if  they  do 
support  the  Commission,  there  will  be  this  difficulty  to  provide  for— 
namely,  the  payment  of  the  outlay  necessary  to  carry  into  effect  these 
alterations  of  the  broad  to  the  narrow  gauge.  It  can  hardly  be  ex- 
pected that  the  broad  gauge  company  should  be  made  to  pay  for  the  rod 
to  whip  themselves  with,  and  John  Bull,  we  fancy,  will  be  slow  to  pull 
out  a  million,  or  a  million  and  a  half,  for  the  saJce  of  uniformity,  and 
that  in  a  system  the  superiority  of  which  is,  to  say  the  least,  prettj 
stoutly  disputed. 

Towards  the  close  of  the  month,  (March  20th,)  we  received  two  inter- 
esting publications,  both  bearing  on  this  subject.  The  first,  entitled 
*^  Observations  on  the  Report  of  the  Gauge  Commission,''  is  an  elaborate 
and  able  document,  evidently  emanating  from  authority;  the  other,  s 
pamphlet  "  On  the  Broad  and  Narrow  Gauge,"  by  Henry  Lushington, 
Esq.,  is  powerfully  written,  and  attacks  and  ridicules  the  four  Commis- 
sioners and  their  logical  conclusions  mthout  mercy.  For  the  present 
we  restrict  ourselves  to  the  former  publication,  which  treats  in  detail  of 
almost  every  point  in  the  Report.  We  extract  a  few  passages  bearing 
upon  some  of  the  more  prominent  features  of  the  case.  First,  of  the 
appointment  and  proceedings  of  the  Commission :«-« 
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"  The  Oomnuitioii  being  appointed  in  the  month  of  Jul^,  conunenoed  their 
proceedings  by  taking  evidence  in  August.  And  here  it  may  be  right  to 
adrert  to  the  change  of  circimistances  which  has  since  deprived  the  broad 
nuge  lines  of  the  able  advocacy  and  assistance  of  witnesses  connected  with 
ti^e  Qnnd  Junction  Railway.  Since  the  month  of  August,  that  Company 
hu  arranged  with  the  London  and  Birmingham  Company  for  an  amalj^ama- 
tion  of  interests,  and  may  consequently  be  considered  as  interested  m  the 
confederacy  for  opposing  any  second  or  competinfif  line  towards  the  North. 
Captain  Huish,  the  secretary  of  that  company,  although  he  was  one  of  the 
most  active  and  energetic  advocates  for  the  Qreat  Western  lines  in  June 
last  and  especially  in  promoting  the  Birmingham  and  Oxford  Junction 
Railway,  has  been  since  examined  by  the  Commission  in  favour  of  the  nar- 
row gauge.  And  here  it  is  requested  that  a  verv  careful  perusal  may  again 
be  made  of  the  preceding  circular  letter,  printed  in  the  last  page,  as  a  proof 
of  the  r^  opinions  entertained  by  the  Directors  of  the  Qrand  Junction 
Railway,  atf  to  the  advantages  of  the  broad  gauge— and  the  capability  of 
introducing  it  with  the  narrow  gauge.  It  win  be  impossible,  of  course,  in 
these  observations,  tiiorou^hly  to  analyze  the  evidence  given  to  the  Com- 
missionerB,  inasmuch  as  it  is  not  yet  published  ;  but  as  far  as  the  parties 
connected  with  the  broad  ^uge  have  been  permitted  to  see  it,  they  feel 
bound  to  remark,  without  mtending  to  reflect  in  the  sliffhtest  degree  upon 
the  character  of  the  witnesses^  or  upon  the  fairness  witn  which  thev  may 
hare  intended  to  state  their  views,  that  nearly  the  whole  of  that  evidence 
may  be  resolved  into  arguments,  opinions,  and  advocacy  of  parties  deeply 
interested  in  a  particular  system,  and  long  since  committed  strongly  to  that 
system,  by  the  contests  in  which  they  have  been  engaged.  No  distinction 
is  sought  to  be  made  on  this  point  between  the  advocates  of  the  narrow  and 
the  broad  gau^e  ;  but  in  the  almost  total  absence  of  impartial  evidence,  it 
certainly  was  important  to  have  adopted  the  most  rigid  means  of  checking 
loose  statements— of  testing  the  value  and  truth  of  the  testimony  of  parties 
so  comanitted— of  separating  expressions  of  feeling  and  prejudices  from  sound 
and  well-supported  opinions — and  repeated  assertions  from  established 
fiwjts." 

The  writer  then  takes  up  the  question  of  the  break  of  gauges,  clearly 
showing  that  it  is  incorrect  to  assume  that  it  is  tlie  sole  cause  of  change 
of  carriages  for  passengers ;  instancing  the  case  of  cross  and  diverging 
lines,  where,  as  they  become  more  numerous,  the  change  of  carriage  wiU 
necessarily  be  frequent  With  respect  to  goods,  he  contends  that  the 
effect  of  competition  will  be  sufficiently  beneficial  to  counterbalance  the 
trouble  and  expense  of  shifting  goods,  instancing  the  following  case : — 
"^  That  in  consequence,  no  doubt,  of  the  competition  of  water  carriage, 
the  cost  pf  conveying  goods  from  Birmingham  to  Bristol,  including  the 
formidable  change  of  gauge  at  Gloucester,  was  less  in  proportion  to  the 
distance,  than  that  of  conveying  the  same  goods  on  the  London  and  Bir- 
mingham Railway  to  London,  without  any  break  of  gauge."  He  adds 
farther :  '^  that  the  mere  fear  of  the  competition  of  the  Oxford,  Wor^ 
tester,  and  Wolverhampton  Railway,  on  which  the  much  dreaded  break 
'  of  gauge  was  to  occur,  and  which  will  be  a  considerably  longer  line  to 
London,  had  caused  a  reduction  of  charges  on  the  London  and  Birming« 
ham  Railway  of  twenty-five  per  cent.,  being  more  than  ten  times  the 
amount  of  the  whole  cost  of  transfer  which  any  railway  company  would 
undertake,  including  all  risks  and  charges,  at  from  two-pence  to  six- 
pence per  ton." 

Wiui  respect  to  the  relative  powers  of  the  express  trains  on  the  broad 
and  narrow  gauge  lines,  the  writer  states  this  remarkable  fact,  that  ^^  On 
the  narrow  gauge  line,  with  one  exception,  the  express  trains  are  con- 


280  RAILWAY   BB0I8TEB. 

fined  exclusively  to  the  conveyance  of  first  class  passengers ;"  whereas 
the  broad  gauge  express  train  carries  both  classes  of  passengers.  He 
then  gives  the  following  statement : — 

"  The  total  number  of  passengers  who  have  travelled  in  the  Great 
Western  Express  Trains,  upon  an  average  of  each  journey,  since  they 
commenced  running,  on  the  10th  of  March,  1845,  is  as  follows : — 

Total  number  of  Journeys.    First  Class.       Second  Glass.         Total. 
596  ...    28,697    ...      46,581       ...     75,278 

Average  per  journey    ...       48        ...         78  ...       126 

'^  Mr.  Bniy^res,  the  Superintendent  of  the  London  and  Birmingham 
Railway,  has  given  a  statement  to  the  Commissioners,  in  answer  to  ques- 
tion 1 266,  by  which  the  average  on  their  express  trains  may  he  ascer- 
tained, at  the  very  best  season  of  the  year,  viz.,  for  the  month  of  Au- 
gust, 1845  :— 

Down  Express  Trains,  (No  Trains  on  Sundays.) 

Number  of  Passengers.  Average  per  Train,  Passengers. 

1,613         -S-  26  Week  days  =  62." 

This  may  have  since  increased,  but  there  are  no  means  of  ascertain- 
ing it. 

As  to  the  difiiculty  of  adapting  the  narrow  gauge  waggons  to  tlie 
broad  gauge,  the  writer  says : — ^^  If  the  Commissioners  had  only  sought 
for  an  explanation  from  those  who  suggested  the  expedient,  the  state- 
ments made  by  the  opponents  would  have  been  easily  refuted.  If  the 
trucks  were  upon  springs,  there  would  not  be  any  difficulty  in  placing 
the  waggons  upon  them ;  nor  would  there  be  any  danger  in  securing 
the  waggons  for  the  journey.  On  an  ordinary  Ascot  race  day,  400 
or  500  private  carriages  are  thus  treated  at  Paddington,  without  diffi- 
culty or  accident,  notwithstanding  the  unusual  press  of  business  at  tbe 
same  time."  Upon  the  important  question  of  the  comparative  dead 
weight  in  the  narrow  and  broad  gauge  trains,  the  accuracy,  and  indeed 
the  candour  of  the  Commissioners  is  seriously  impugned : — 

*^  In  relation  to  locomotive  expenditure  on  traffic,  there  is  a  most  promi- 
nent and  a  still  more  decided  error  in  the  comparison  of  weights  of  passen- 
ger trains,  and  in  the  consequent  reasoning  upon  them  in  pages  16  and  17 
of  the  report,  than  in  the  cost  of  construction  of  engines,  carriages,  &c. 

*'  In  the  first  place,  in  stating  the  passen^r  trains  on  the  br^d  gauge  at 
an  average  of  sixty-seven  tons,  the  Commissioners  must  have  forgotten  that 
it  was  distinctly  stated  by  Mr.  Gooch  in  evidence,  and  confirmed  in  a  written 
report,  that  this  weight  comprehended  luggage  and  parcel  vans,  mail  csr- 
riages,  private  carriages  on  trucks,  and  horse-boxes^  on  all  the  lines,  besides 
a  oonsiaerable  quantity  of  goods  taken  on  the  Bristol  and  Exeter  and  the 
Cheltenham  and  the  Oxford  branch  lines,  which  was  at  that  time  convejed 
with  the  passenger  trains,  and  which  consequently  formed  a  portion  of  the 
service  performed  by  the  locomotive  engines,  with  such  trains,  as  explained 
by  Mr.  Gooch,  whose  statement  did  not  profess  to  give  the  weight  of  car- 
nages required  for  passengers  exclusively,  out  simply  to  show  the  comparer 
tive  cost  of  locomotive  power  for  each  mile  of  journey  according  to  the 
actual  load  carried. 

^  After  thus  increasing  the  real  average  weight  of  the  passenger  carriages 
by  all  the  goods,  as  well  as  the  horse-boxes,  &c.,  conveyed  witii  them,  this 
total  is  in  the  next  paragraph  theoretically  converted  exclusively  into  rail- 
way carriages  at  the  estimated  weight  of  nine-and-a-haJf  tons  per  carriagej 
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and  the  absurd  result  is  obtained  that  the  Great  Western  Company  run  in 
ereiy  train  on  an  aTerage  seven  passenger  carriages,  which,  in  the  usual 
proportion  of  first  and  second  class,  would  contain  three  hundred  and  forty- 
four  passengers.  Surely  the  extravagance  of  this  proposition  might  have 
induoed  the  Commissioners  to  pause  oefore  they  reasoned  upon  such  calcu- 
lations, which  it  can  only  be  supposed  were  furnished  by  the  narrow  gauge 
agenta 

''It  is  difficult  to  comprehend  the  purpose  for  which  seven  first  class  car- 
riages of  the  narrow  gauge  are  then  referred  to  in  the  same  paragraph  in 
contrast  with  seven  of  the  broad  gauge,  the  former  being  on  four  wheels 
vith  three  bodies  holding  eighteen  persons  in  eadi,  and  toge^er  one  hun« 
dred  and  twenty-six  passengers,  while  the  latter,  if  first  class  carriages,  be- 
ing on  six  wheels,  with  four  bodies,  would  hold  thirty-two  in  each  carriage, 
and  together  two  hundred  and  twenty-four  passengers. 

*^  The  effect  of  it  on  a  casual  reader  must  be  to  leave  the  impression  that 
the  broad  gauge  requires  a  dead  load  of  six^-seven  tons  to  convey  the  same 
namber  of  Mssengers  as  forty-six  and  a  half  tons  on  the  narrow  gauge ;  the 
fiwt  bdnff,  nowever,  as  within  the  knowledge  of  the  Commissioners,  and  even 
noognised  by  the  details  in  this  very  paragraph,  that  while  the  seven  first 
class  narrow  ^uge  carriages,  as  stated  by  them,  would  convey  one  hundred 
and  twenty-six  passengers,  and  weigh,  with  the  passengers  and  luggage, 
foity-six  and  a  half  tons,  four  first  class  Great  Western  Bailway  carnages 
would  cany  one  hundred  and  twenty-eight  passengers,  and  weigh,  if  full  of 
passengers,  fort^^-three  tons  only,  being  a  dead  weight  of  carriages  of  six 
hundred  and  nine  pounds  on  tne  narrow  gauge,  but  of  five  hundred  and 
twenfy-eight  poundis  only  on  the  broad  gauge,  for  each  first  class  pas- 

''The  comparison,  if  it  had  been  made  for  second  class  passengers,  ^fer« 
snoe  to  whicl^  however,  must  have  been  accidentally  omitted  in  the  Gauge 
Report,)  would  be  still  more  in  favour  of  the  broad  gauge.  In  evidence  be- 
fore the  Commissioners  (Question  3317)  it  was  proved  that  three  hundred 
and  thirty-six  pounds  was  the  average  dead  weight  of  carriage  required  on 
the  narrow  gauge,  and  two  hundred  and  twenty-four  pounds  on  the  broad 
gauge,  for  ench  second  class  passenger.*' 

Two  more  short  extracts  and  we  have  done  with  points  of  detail :— « 

"  If  the  average  weight  of  trains,  so  frequentljr  quoted,  be  of  any  value  as 
a  guide  to  safety  by  avoiding  the  use  of  two' engines  for  one  train,  it  might 
have  been  fairly  stated  as  an  exemplification  of  the  greater  power  of  the 
Great  Western  engines,  that  with  average  loads  of  sixty-seven  tons,  a  se- 
cond engine  is  only  employed  in  15|  out  of  1000  journeys  while  on  the 
Soudi  ¥^stfim  it  has  been  used  with  an  average  weight  of  forty  tons  for 
passengers'  drains  in  46  out  of  1000,  and  on  the  London  and  Birmingham 
lailway  in  288  out  of  100  journeys.  *  *  *  *  In  cost  of  locomotive 
power  there  are  certain  expenses  which  are  constant  and  unvarying,  what- 
ever the  size  or  nower  of  the  engine — ^thus,  the  wages  of  the  engine-man, 
and  fire-man  wiu  be  in  all  cases  the  same ;  the  frequency  of  repair,  and  the 
facility  of  repair,  will  certainly  not  be  increased  if  they  are  not  diminished, 
by  the  power  of  the  engine ;  the  cost  of  oil,  tallow,  and  small  stores,  the 
proportion  of  salaries  for  management,  clerks,  and  storekeepers,  will  be  the 
same  per  engine,  whatever  the  power  or  size, — ^the  wages  for  deazdng  and 
l^hting  fires  are  as  nearly  as  possible  the  same — there  is  no  appreciable 
difference.  In  the  article  of  coke  alone,  is  there  any  real  difference  of  cost 
between  a  powerful  and  a  weak  engme — ^between  a  large  and  a  small  engine  1 
Now,  assuredly,  with  these  plain  facts  well  understood,  it  is  pretty  clear  that 
the  engine  that  wiU  convey  83  tons  instead  of  55,  or  in  the  same  proportion, 
will  be  relatively  the  most  economical  engine,  and  if  the  only  difference  ox 
expense  be  the  coke  consumed,  it  would  remain  to  show  that  there  must  be 
a  very  great  waste  indeed  in  that  article,  in  a  huge  and  powerful  engine 

VOL.  III.  t 
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woiiung  below  its  full  power,  to  Juitify  the  Mffumption  of  the  Oonmis* 
sioners. 

The  ^*  ObservationB"  conclnde  with  the  following  summary  of  the 
case: — 

'<  For  these  and  ▼arioua  other  reasons  it  is  humbly  submitted,  in  ooa- 
clusion,  that  no  sufficient  ^unds  have  been  shown  to  justify  the  leoGOh 
mendations  of  the  Commissioners  to  intetfere  by  legislative  enactmaat  with 
the  progress  of  mechanical  sdenoe  w  skill— 4hat  it  would  be  meet  injunoos 
to  the  public,  and  extremely  unjust  to  the  companies  who  have  ecBtnbatad, 
upon  the  faith  of  Parliamentai^  sanction,  to  construct  lines  of  railway  on 
the  broad  gauge,  (thus  at  length  proved  to  have  been  eminently  suocesval,) 
to  adopt  any  of  the  recommendations  in  the  Report — that  such  a  step  must 
inevitably  terminate  all  chance  of  future  improvements  in  raOway  tiavelliBg 
— and  arrest  at  once  and  for  ever  all  competition,  alreadv  sanctioned  by 
Parliament,  between  independent  systems  for  the  public  advantage,  or  for 
the  development  of  an  immense  traffic,  still  capable  of  being  brouj^t  into 
active  movement  throuj^hout  the  country,  especially  in  the  mining  snd 
manufacturing  districts  m  the  centre  of  England,  as  well  as  between  Loodoa 
and  Dublin,  which  will  affi:>rd  an  adequate  remuneration  to  the  promotiM, 
as  well  of  tne  narrow,  as  of  the  broad  gauge  lines.*' 


REPORT  UPON  THE  PRESENT  CONDITION  akd  RELATIVE 
MERITS  OP  THE  HARBOURS  of  LARNE,  LOCH  RYAN,  PORT 
PATRICK,  DONAGHADEE,   and  BELFAST  ;    Sdbveykd  bt 

ORDBR    OF    THE    LoRDS    COKMISSIONSBS    OP    THE    AdMIBALTY,      By 

Captain  Oeoboe  Evans,  R.N. 

The  following  report  needs  no  comment ;  the  abilities  of  Captain  Evans 
are  generally  acknowledged,  and  at  the  present  moment  the  doeament 
cannot  fail  to  be  received  with  interest. 

Gwyder  House,  Whitehall,  81st  Janoaiy*  1946. 

Sir, — In  compliance  with  the  orders  contained  in  your  letter  of  the 
25th  of  November,  1845,  desiring  that  I  should  proceed  to  examioe, 
and  report  upon,  the  present  condition  of  the  harbours  of  Lame,  Loch 
Ryan,  Port  Patrick,  Donagbadee  and  Belfiast, — 

After  a  careful  examination  of  them,  I  have  the  honour  to  submit  the 
following  report : — 

LARNB. 

This  port  is  the  safest  and  the  easiest  of  access  of  any  on  the  north-cast 
coast  of  Ireland.  Since  my  last  report  on  Lame,  in  1836,  a  veiv  cor- 
rect chart  of  it  by  Commander  Mudge,  R.N.,  baa  been  published  by  the 
Admiralty.  A  lighthouse  has  been  erected,  and  lit  up,  by  the  Irish 
Ballast  Office,  on  the  eastern  side  of  the  entrance,  and  a  quay  200  feet 
long,  with  jetties  projecting  on  piles,  having  sixteen  feet  water  alongside 
them  at  low  springs,  have  been  constructed  inside  the  entrance  by  Mr. 
Agnew,  the  proprietor  of  the  port,  at  an  expense  of  only  1,350/. 

These  unprovementa  have  rendered  Lame  the  most  eligible  port  of 
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oonmnmiettion  with  Scotland  of  any  on  the  north-east  coast  of  Ireland. 
If  a  railroad,  tending  to  create  a  mercantile  traffic,  were  constructed 
from  Lame,  either  to  Be]fa^t,  or  the  north  of  Ireland,  the  poit  of  Lame 
contains  the  most  eligible  sites  for  docks,  quays,  and  warehouses; 
which,  from  the  ahundaiice  of  materials  at  hand,  and  cheapness  of  la- 
bour, might  he  constructed,  as  Mr.  Agnew's  works  prove,  at  a  very 
moderate  expense. 

While  sounding  and  examining  Lame,  I  had  an  exeellent  opportunity 
of  observing  the  effects  of  a  heavy  gale,  from  the  northward  right  into 
the  harbour,  on  the  11th  of  December  last.  I  watched  the  entrance 
during  the  continuance  of  the  gale,  and  at  all  heights  of  the  tide :  very 
little  swell  entered :  the  regular  trading  steamer  from  Portrash  came  in 
after  dark,  diachaiged  part  of  her  cargo,  took  in  another,  and  departed 
for  Liverpool  in  the  height  of  the  gale.  During  her  stay  in  the  port, 
which  was  only  one  hour  and  a  half,  she  lay  peHectly  tranquil  along* 
side  Mr.  Agnew's  jetty. 

The  old  rabble  walls  and  cottages  on  the  beach,  just  inside  the 
entrance  of  the  port  of  Lame,  distinctly  prove  that  for  ages  no  sea  of 
any  violence  could  have  entered  the  hwbour,  or,  situated  as  they  are, 
barely  dear  of  highwater  mark,  they  would  have  been  washed  away. 

LOCH  RYAN. 

This  port,  which  in  winter  frequently  affords  shelter  to  three  or  four 
hundred  sail  riding  in  perfect  security,  is  safe  of  approach  and  easy  of 
access,  day  or  night,  in  any  weather. 

Since  I  reported  on  Loch  Ryan  in  1836,  a  tower  has  been  built  on 
Cairn  Point,  and  I  am  informed  that  a  lantern  is  to  be  placed  on  it  this 
summer.  When  this  is  lit,  the  Caim  Point,  which  has  seven  fathoms 
water  close  to  it,  can  be  approached  on  the  darkest  night  without  hesi- 
tation ;  and  nothing  will  be  required  to  make  it  the  most  eligible  port 
of  communication  with  the  nort-east  coast  of  Ireland,  but  a  pier  or 
jetty,  for  the  accommodation  of  passengers  and  goods. 

There  are  three  places  in  Loch  Ryan  which  have  been  spoken  of  as 
eligible  for  embarking  mails,  passengers,  and  goods,  namely,  Finnert 
Bay,  Caim  Ryan,  and  Stranraer. 

Havinff  had  a  very  good  opportunity  of  observing  the  effects  of  the 
heavy  gales  of  last  month  (December,  1845)  on  the  different  localities 
of  this  loch,  I  have  no  hesitation  in  declaring  my  opinion  that  Cairo 
Bjan  is  the  best  place  either  for  a  packet  station,  or  the  terminus  of  a 
nulroad  for  goods  or  passengers. 

Finnert  &y,  which  is  two  miles  nearer  the  entrance  of  the  loch  than 
Caim  Ryan,  is  too  exposed,  and  would  require  a  very  extensive  and 
solid  breakwater,  the  expense  of  which  would  far  outweigh  any  ad- 
vantage the  two  miles  might  afford ;  independent  of  which,  from  the 
nature  of  the  present  bay,  it  would  in  all  probability  be  soon  filled  up 
with  shingle. 

Stranraer  has  certunly  very  good  anchorage ;  bat  the  present  pier  is 
dry  at  low  water,  and  would  require  to  be  considerably  extended.  The 
Soiur  shoal  is  also  very  much  in  the  way  of  vessels  going  up  to  Stran- 
raer, in  ihick  weather  or  dark  nights,  and  passengers  going  to  Ireland, 
from  Gla^ow  and  the  north,  would  have  to  pass  Oaim  Ryan  on  their 

u2 
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way  to  Stanraer ;  thus  adding  five  miles  by  land,  and  the  same  distance 
bock  again  by  water,  to  their  journey. 

I  therefore  feel  justified  in  giying  the  preference  to  Cairn  Ryan, 
where  a  very  eligible  site  for  a  pier  or  jetty  presents  itself  at  the  Claddj- 
house  point. 

A  pier  might  be  constructed  in  a  north-west  direction-  from  the 
Claddy  point,  extending  about  half  a  cable's  length,  which  would  Itave 
from  fourteen  to  eighteen  feet  alongside  of  it  at  low  springs  for  nesrlj 
its  whole  length,  as  the  Claddy  point  is  steep  too.  This  pier  might  be 
constructed  of  wood  or  stone,  there  being  no  pressure  of  sea  to  in* 
jure  it. 

The  Claddy  point  has  also  the  advantage  of  a  rivulet  of  fresh  water, 
which  might  be  conveyed  in  pipes  along  the  pier  for  the  use  of  the 
vessels,  filling  the  boilers,  &c.,  &c.,  and  the  level  ground  about  the 
Claddy  point  offers  a  most  desirable  site  for  the  terminus  of  a  railroad. 

PORT   PATRICK. 

After  a  careful  examination  of  this  port,  I  see  no  reason  to  alter  the 
report  I  made  of  it  in  1836,  and  which  has  been  confirmed  by  every 
naval  officer  that  has  been  subsequently  applied  to,  namely,  that  Port 
Patrick  is  not,  nor  ever  can  be  made,  a  safe  harbour,  either  to  run  for 
or  depart  from  in  westerly  or  south-westerly  gales,  without  incurnog  a 
most  enormous  expense. 

The  plan  which  I  have  the  honour  to  submit  will  sliow  the  nature  of 
the  port  better  than  any  description  I  can  give  of  it  in  writing.  It  will 
be  seen  that  it  lies  open  to  the  prevailing  winds  from  the  westward  and 
south-west,  which  cause  a  heavy  sea  to  roll  into  it,  and  with  such  tio- 
lence  as  to  prevent  any  vessel  lying  in  the  outer  harbour,  or  even  in 
the  inner  one,  without  sustaining  injury  to  her  hull,  fastenings,  or 
engines. 

The  only  way  to  subdue  the  swell  in  the  inner  harbour  would  he  to 
remove  the  old  pier  that  tends  to  direct  it  there ;  but  the  doing  so 
would  leave  no  place  of  shelter  to  the  few  small  vessels  trading  to  the 
port. 

The  present  small  steamers  employed  to  convey  the  mails  cannot  get 
in  or  out  of  Port  Patrick  at  low  water,  there  being  only  three  feet  water 
over  the  bar  leading  to  their  berths.  In  spring-tides  they  lie  aground, 
even  in  their  berths,  at  low  water.  This  circumstance  not  only  pre- 
vents any  regularity  in  the  arrival  or  departure  of  the  mails,  but  would 
render  any  attempt  at  their  acceleration  by  a  railroad  useless. 

During  westerly  and  south-westerly  gales,  even  steamers  cannot  enter 
or  depart  from  Port  Patrick  without  imminent  risk  of  life. 

.  On  entering,  if  it  be  low  water,  they  must  run  aground  on  the  bar, 
and  lie  exposed  to  the  sea :  if  there  be  water  over  Uie  bar,  they  mast 
depend  on  catching  the  check-ropes,  when  pasnng  Mr.  Cook's  Craig; 
for,  if  they  miss  them,  they  run  the  risk  of  being  knocked  to  pieces 
against  the  cliff. 

On  departing  there  is  so  little  room  to  get  way  on  the  vessel,  that  if 
she  be  struck  with  two  following  seas  at  the  entrance,  she  would  in  ail 
probability  lose  her  way,  and  fall  off  with  her  head  towards  the  pier  or 
rocks,  rendering  it  impossible  to  give  her  either  head  or  stem  way  with 
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the  engines ;  so  that  sbe  must  either  be  dashed  against  the  piers,  or 
driven  into  the  harbour,  against  Mr.  Cook's  Craig,  there  being  no  room 
to  tarn  her,  either  by  dropping  an  anchor,  or  the  use  of  sails  or 
eoflnes. 

Should  any  accident  occur  to  the  engines,  on  the  first  shock  they 
reoeiTe  in  going  out  between  the  pier  heads,  the  vessel  must  be  dashed 
to  pieces. 

The  lighthouse,  which  was  erecting  on  the  south  pier  head  when  I 
was  there  in  1836,  has  not  been  lit  since  1839.  It  cannot  be  ap- 
proached in  bad  weather ;  the  green  sea  breaks  thirty  feet  over  the 
lantern,  and  the  pier  it  stands  on  is  so  frequently  under  water  that  it 
has  the  appearance  of  a  half-tide  rock.     I  understand  that  in  conse- 

rce  of  the  foundation  of  the  south  pier  giving  way,  which  threatened 
destruction  of  the  lighthouse,  a  vast  quantity  of  stones  weighing 
several  tons  each,  were  a  few  years  ago  thrown  into  the  outward  angle 
of  the  south  pier  and  jetty. 

These  laige  blocks,  instead  of  protecting  the  masonty  during  tho 
westerly  gales,  acted  as  battering-rams  for  its  destruction,  being  hurled 
against  the  angle  with  such  force  as  to  cause  considerable  damage. 

They  finally  disappeared,  having  been  driven  in  various  directions 
after  pounding  themselves  to  pieces. 

The  north  pier,  as  will  be  seen  by  the  plan,  fortunately  has  not  been 
finished ;  for  if  it  were,  it  would  be  a  very  hazardous  experiment  to  steer 
a  vessel  into  the  harbour  during  a  south-westerly  gale. 

At  present  the  swell,  which  rebounds  from  the  south  pier  and  jetty 
across  the  entrance  of  the  harbour,  expends  itself  amongst  the  rocks  on 
the  north  side ;  but  were  the  north  pier  finished  there  would  be  a  check 
and  rebound  from  it  that  would  so  agitate  the  entrance  as  to  defy  any 
man  to  steer  through  it. 

In  short,  however  suitable  Port  Patrick  might  have  been,  and  no 
doubt  it  possessed  great  advantages  when  small  sailing  sloops  were  em- 
ployed to  convey  the  mails,  it  is  clearly  manifest  that  after  ue  introduc- 
tion of  steam  vessels  it  should  have  been  abandoned,  not  only  from  its 
incapability  of  admitting  steam  vessels  of  sufficient  length  and  power  to 
ensure  a  reguhir  and  safe  passage  across  those  stormy  seas,  but  because 
there  were  other  ports  not  far  off  better  situated  with  regard  to  mail 
deliveries,  and  which  might  be  entered  or  departed  from  in  perfect  secu- 
rity in  any  weather,  and  by  the  largest  class  of  steamers,  namely,  Loch 
Ryan  and  Loch  Lame. 

Were  Loch  Ryan  and  Loch  Lame  at  present  adopted,  it  would  only  ' 
be  necessary  to  erect  a  jetty  at  Cairn  Ryan,  as  Mr.  Agnew  offers  the  use 
of  his  at  Lame  gratis. 

Should  a  fair  trial  be  given  to  ascertain  the  relative  merits  of  the  pre- 
sent route  vid  PortpatridE  and  Donaghadee,  and  the  route  I  have  the 
honour  to  propose  by  Loch  Ryan  and  Loch  Lame,  the  mails  and  pas- 
sengers could  be  emlwrked  at  Cairn  Ryan  in  any  weather,  and  the  pier 
need  not  be  constructed  till  the  result  of  the  trial  would  enable  a  decision 
to  be  formed* 

DONAGHADEE. 

I  beg  to  submit  a  plan  of  this  harbour  which  will  give  a  much  better 
idea  of  it  than  any  description  of  mine. 
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A  reference  to  the  sotindinssy  marked  red,  wliieli  I  took  last  tnontli, 
will  show  the  extent  the  harbour  has  silted  up  nnce  I  sounded  it  in 
1830. 

I  found  a  quantity  of  large  stones  extending  from  just  inside  the  en- 
trance to  a  "puddle  dyke"  in  the  centre  of  the  harbour  that  had  nerer 
been  removed:  those  stones  had  been  washed  into  the  harbour  from 
the  glacis,  during  easterly  and  south-easterly  gales,  and  ought,  together 
with  the  puddle  dyke,  to  have  been  removed. 

Donaghadee,  In  its  present  contracted  and  shallow  state,  will  not 
admit  of  larger  steamers  than  those  now  employed,  and  even  they  find 
great  difficulty  in  entering  it  at  low  water,  during  easterly  gales. 

There  is  no  serious  objection  to  Donaghadee  as  a  packet  station,  it 
being  situated  on  a  weather-shore,  during  the  prevailing  winds,  and 
frequented  by  the  packets  during  daylight  only :  it  might  be  deepened 
to  ten  feet  all  over ;  but  it  is  evident,  however,  that  it  is  too  small  to  be 
of  any  service  as  a  harbour  of  refuge. 

It  will  always  require  an  annual  expenditure  to  keep  it  up,  and  has 
not  capacity  for  admitting  that  length  of  vessel  which  aione  could  ensure 
regularity  and  safety  in  conveying  the  mails  across  those  seas. 

BELFAST. 

I  have  the  honour  to  submit  a  plan,  showing  the  improvements  that 
have  taken  place  in  Uiis  harbour  since  I  reported  on  it  in  1886.  All 
that  part  coloured  *^  brown"  is  entirely  new,  consisting  of  embankments 
formed,  and  a  cut  made  and  deepened  to  nine  feet  at  low  water.  They 
are  at  present  excavating  and  deepening  the  river  from  the  bridge  down 
to  the  cut,  and  widening  the  quays  at  the  north  or  town  side  of  the 
river  to  meet  the  rapidly  increasing  demands  of  the  trade.  When  these 
works  are  finished,  vessels  drawing  nine  feet  water  will  be  able  to  get 
Up  to  the  quays  of  Belfast  at  low-water  springs. 

There  will  be  always  some  difficulty  in  navigating  the  tortuous  part  of 
the  channel,  mitil  the  second  cut  is  made,  (particularly  in  thick  weather 
or  dark  nights,)  owing  to  the  great  length  of  the  steam  vessels  now 
generally  in  use.  When  the  second  cut  is  made  down  to  Garmoyle,  the 
channel  will  be  straight.  Gas  lamps  may  be  placed  at  intervals  along 
the  embankment,  which  would  enable  steam  vessels  to  run  up  and  down 
at  all  times,  as  easily  as  a  carriage  goes  along  the  street.  As  a  port  of 
communication  with  Scotland  and  the  north  of  England,  there  is  no 
doubt  but  a  great  many  passengers  would  find  it  very  convenient  to  be 
landed  at  Belfast ;  yet  it  must  be  remembered  that  the  sea  passage 
between  it  and  Cairn  Ryan  is  fifteen  miles  longer  than  that  between  the 
Cairn  and  Lame,  and  although  those  fifteen  tniles  are  performed  in  tho 
comparatively  smooth  water  of  Belfast  Lough,  considerable  delays  might 
reasonably  bo  expected  from  navigating  it  in  thick  weather,  or  dark 
nights,  particularly  among  the  shoals  at  the  Upper  and  narrow  part  of 
it :  on  tne  other  hand,  passengers  or  mails  landed  at  Lame  might  be 
sent  in  two  directions.  Those  for  the  northern  parts  of  Ireland  might 
go  direct  by  a  railroad  to  Ballymeno,  or  by  the  new  road  along  the  north 
coast  of  Antrim  to  Coleraine,  Londonderry,  Donegal,  and  STigo,  while 
the  other  portion  destined  for  Belfast,  and  the  whole  of  the  centre  and 
south  of  Ireland,  would  find  a  rapid  and  economical  mode  of  transmis- 
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fion  by  means  of  a  railroad  to  Belfast  It  is  therefore  reasonable  to 
sappose  that  a  ibajority  of  the  passengers  would  prefer  the  safest  and 
most  espedidons  sea  passage,  which  is  manifestly  that  between  Loch 
Ryan  Imd  Loch  Lartie,  in  cc)nsequence  of  there  being  no  limit  to  the 
size  or  power  of  the  steamers  which  might  be  placed  on  that  line. 

Having  complied  with  your  instructions  by  reporting  to  the  best  of 
my  ability  Oh  the  present  state  of  Loch  Lame,  Loch  Ryan,  Port  Patrick, 
Donadiadee  ahd  Belfiist,  I  humbly  submit  for  their  lordships'  informa- 
tion the  fbllbwing  trials  I  made  last  month,  (December,  1845,)  to  test 
tberelatite  merits  of  the  route  by  Port  Patrick  and  Donaghadee  with  that 
by  Loch  Ryan  and  Loch  Lame,  as  represeuted  in  the  inclosed  sketch 
of  the  Irish  Channel. 

On  the  22nd  of  last  month  I  went,  during  one  of  the  hardest  gales 
we  had  this  winter  from  the  West-noHh-west,  in  the  Albion,  an  iron 
merchant  steamer,  from  Stranraer  to  Belfast  (49  miles)  in  five  hours 
and  a  half. 

The  Albion  is  about  200  tons  burthen,  has  130  horse-power,  and 
draws,  when  loaded,  six  feet  and  a  half  water.  She  had  a  full  caigo, 
and  averaged  nine  miles  an  hour  against  the  gale.  I  timed  her  from 
passing  Cairn  Ryan  to  abreast  of  Lame,  and  she  ran  the  distance 
(30  nules)  in  three  hours  and  a  half. 

This,  considering  the  circumstances  of  wind  and  weather,  is  as  long  a 
passage  to  woldd  occur  during  the  jrear  between  Cairn  Ryan  and 
Lame. 

I  also  went  on  the  17th  of  last  month  in  the  ^'  Pike"  mail  boat,  Lieut. 
Boyton,  from  Donaghadee  to  Port  Patrick.  The  water  was  smooth : 
we  had  a  leading  \(ind,  and  the  sails  were  set;  yet,  owing  to  the  limited 
size  and  power  of  the  boat,  we  were  two  hours  and  fifty  minutes  run- 
nii^  across  (19  miles). 

This  clearly  proves  the  great  superiority  of  the  Lame  and  Loch 
R)in  route ;  for  the  Albion  went  against  the  hardest  gale  we  had  this 
winter  two  miles  an  hour  faster  than  the  largest  boat  that  could  enter 
Port  Patrick  could  go  in  fine  weather  with  a  fair  wind. 

The  mail  boats  during  adverse  sales  are  obliged  to  tack,  under  steam 
and  canvass,  across  the  channel,  having  neither  length  nor  power  to 
stem  the  s^e* 

The  **  rike,"  Lieut.  Boyton,  was,  under  such  circumstances,  nine 
honn  and  a  half  crossing,  a  few  days  before  I  went  in  her. 

It  will  naturally  occur  to  you.  Sir,  to  ask.  Why  has  not  the  route  vid 
Port  Patrick  been  abandoned  long  ago  if  there  be  such  objections  to  it  ? 
The  reason  is  easily  explained.  When  the  Commissioners  of  Inquiry 
into  the  Post-office  department,  in  1836,  strongly  and  unanimously 
recommended  in  their  Report  (6th  Report  of  the  Commissioners  ap- 
pointed to  inquire  into  the  department  of  the  Post-office,  1836)  that  no 
further  expense  should  be  incurred  on  Port  Patrick  or  Donaghadee,  and 
that  Cairn  Ryan  and  Lame  should  be  adopted  as  the  best  route  for 
the  mails,  the  proprietors  of  Port  Patrick,  and  th6  civil  engineer,  stated 
that,  if  the  money  then  voted  for  the  completion  of  Port  Patrick 
(23,700/.)  was  expended  on  it,  the  harbour  would  be  rendered  perfectly 
safe,  and  possess  ample  accommodation  for  the  reception  of  first-class 
steameis  drawing  12  feet  water  and  upwards. 

Although  the  Lords  of  the  Treasury  had  complied  with  the  recom- 
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mcndatbn  of  the  Commissioners  of  Inquiry,  by  stopping  the  works  and 
paying  off  tho  workmen,  yet  their  lordships,  considering  that  nearly 
150,000/.  public  money  had  already  been  spent  on  Port  Patrick,  and 
that  the  engineer  was  quite  confident  of  success,  consented  to  go  on 
with  the  works. 

The  present  state  of  Port  Patrick  sufficiently  exphuns  the  result 
Under  these  circumstances,  it  is  my  humble  opinion  that  it  is  wdl 
worthy  of  their  lordships'  consideration,  whether  a  fair  trial  of  the  two 
routes  is  not  desirable.  By  granting  it,  their  lordships  will  settle  a 
question  which  for  many  years  has  been  the  cause  of  considerable 
anxiety  to  the  bankers,  merchants,  and  manufacturers  of  Scotland  and 
the  north  of  Ireland. 

I  hare  the  honour  to  be,  Sir, 

Your  most  obedient,  humble  Servant, 

Oxo.  Evans,  Capt  B.  N. 
To  Capt  W.  A.  B.  Hamiltow,  R.N., 
Seoetaiy  to  the  Adminlty,  kc 


DESCRIPTIVE  NOTICE  OP  THE  MINES  AND  AMALGA- 
MATION  PROCESS  OF  MEXICO. 

(  Contimud/rom  pag%  2ia) 

It  will  be  observed  that  quicksilver  performs  a  verjr  important  part  in 
the  process  of  amalgamation,  the  silver  being  through  its  agency  collected 
from  the  ore :  but  this  is  onlv  done  at  an  enormous  loss  of  its  own  bulk, 
occasioned  in  part  mechanically  from  its  minute  subdivision  through  such 
an  immense  mass  of  matter,  out  principally  from  the  chemical  action 
upon  it  during  the  reducing  process.  The  consumption  of  quicksilTer 
varies  in  different  districts,  according  to  the  nature  of  the  ores,  the 
climate,  and  the  practical  skill  attained  by  the  operator. 

In  some  places  and  on  some  ore  the  loss  of  (juicksilver  is  as  low  as 
ten  ounces  for  every  marc  of  silver  produced,  while  in  others  it  exceeds 
twenty  ounces;  the  average  loss  may  however  be  taken  to  be  a  pound  of 
quicksilver  for  every  half  pound  of  silver  extracted. 

Thus  then,  if  we  assume  the  silver  produced  in  Mexico  by  amalgama- 
tion to  be  1,400,000  marcs,  or  700,000  lbs.  avoirdupois,  in  Uie  course  of 
a  year*,  the  consumption  of  quicksilver  will  be  double  that  amount, 

*  "  The  total  coinage  in  1841  amounted  to — 

751,058  doUan  in  gold,  and  12,731,787  doUan  in  nber. 

ToUl    2,000,000  16,000,000 


These  amounts  represent  11^867  marcs  of  gold  and  1,777,777  marcs  of  silver."— Sf. 
Clair  Duport,  de  fa  production  des  Metaux  precioux  au  Mezique,  Sec. 

Amount  of  coinage  in  Mexico  in  the  years  1843  and  1844 :— 
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thai  is  1,400,000 lbs., or  14,000  quintals;  and  as  the  prodace  of  ihe 
Spanish  quicksilver  mines  is  about  22,000  quintals  per  annum,  it  foUows 
that  of  this  quantity  Mexico  alone  consumes  two-thirds ;  which  shows 
how  mutually  dependent  Spain  and  her  old  colony  still  are  upon  each 
other  in  this  particular. 

The  produce  of  the  Mexican  mines  has  always  been  found  to  be  in- 
fluenced by  the  price  of  quicksilver,  because  of  course  where  the  con« 
sumption  is  so  great  of  an  article  which  must  be  obtained  and  paid  for 
before  the  produce  of  the  mines  is  available,  the  capital  required  is  pro- 
portionally larger,  and  the  costs  of  the  concern  are  enhanced,  so  that  a 
serious  check  is  given  to  mining  enterprise.  Hence  the  Spanish  govern- 
ment, when  in  possession  of  Mexico,  passed  laws  by  which  the  miners 
were  supplied  with  quicksilver  from  Spain  at  a  certain  moderate  price, 
this  being  at  one  time  so  low  as  fortpr-three  dollars  per  quintal,  being  a 
redaction  in  1776  from  the  former  pnce  of  sixty-two  dollars  per  quintal, 
at  which  it  had  been  supplied  since  the  year  1767 :  and  it  is  on  record 
that  as  the  quicksilver  became  cheapened  to  the  miner,  so  the  beneficial 
effects  of  the  government  measures  were  seen  in  the  augmentation  of 
the  amount  of  silver  produced,  with  all  the  advantages  to  the  state  direct 
and  indirect  arisine  therefrom. 

Gircumstanoes  idtered  with  the  loss  of  Mexico  by  Spain ;  but  still  for 
several  years  after  the  revival  of  Mexican  mining  in  1824,  when  the 
English  companies  were  established,  the  price  of  quicksilver  did  not 
exceed  1«.  9^.  per  lb.  in  London,  or  sixty  dollars  per  quintal  in  Mexico. 
A  contract  was,  however,  afterwards  concluded  between  the  house  Of 
Messrs.  Rotbschild  and  Sons  and  the  Spanish  government,  under  which 
a  complete  monopoly  of  the  quicksilver  from  the  mines  of  Almaden 
(the  chief  source  of  supply)  fell  into  the  hands  of  the  Rothschilds,  who 
have  since  held  it,  and  have  from  time  to  time  raised  the  price  until  it 
reached  4s,  6<L  per  lb.,  at  which  it  still  continues.  The  present  pHce  in 
Mexico  is  140  dollars  per  quintal,  more  than  three  times  that  at  which 
the  article  was  once  supplied  under  the  Spanish  rule,  and  eighty  dollars 
per  quintal  more  than  in  1828 :  whence  it  follows  that  upon  the  con- 
sumption of  Mexico,  the  difference  of  cost  of  quicksilver  amounts  to 
1,120,000  dollars  per  annum,  equivalent  to  an  extra  tax  of  about  ten 
per  cent,  upon  the  silver  produced. 

The  simplicity  of  the  Mexican  process  of  amalgamation,  as  applicable 
to  large  masses  of  ore,  is  evident  from  the  fact,  that,  although  288  years 
have  elapsed  since  its  first  introduction,  no  plan  that  has  been  proposed 
subsequently  has  been  found  advantageous  enough  to  supersede  it ;  and 
yet  it  is  generally  acknowledged  to  be  very  imperfect,  inasmuch  as, 
besides  the  enormous  consumption  of  qnickalver  in  the  operation,  the 
quantity  of  silver  extracted  from  the  ore  is,  upon  the  average  of  all 

184d.        Gold 020,582  doUars. 

saver 11,021.480 

Total 12,242,012 

1844.        Gold  726,762 

Silver 18»027,879 

13,754,641  doUan. 


_J 
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Mexico,  not  more  than  tlree-fourths  of  tbat  which  it  actaally  oontflms; 
and  thus  there  is  a  waste  of  twenty-five  per  cent.,  or  apwards  of 
450,000  marcs  of  silver  per  annum,  worth  nearly  4,000,000  dollars. 

The  attention  of  many  scientific  men  has  heen  directed  to  the  sabject, 
and  various  plans  have  heen  suggested  and  tried,  hut  have  invariably 
failed,  either  hecause  they  required  more  skill  and  care  than  can  be 
ohtained  in  Mexico,  or  were  not  adapted  to  the  peculiar  circumstances 
of  the  country.  In  some  localities  the  German  harrel  process  has  beeo 
introduced  with  success;  such  is  the  case  particularly  at  Oaxaca, 
Bolanos,  Real  del  Monte  and  Pachuca,  hut  it  is  questionable  wheiber  it 
can  be  applied  advantageously  in  districts  where  fuel  is  scarce  and  dear, 
and  where  there  is  no  water  power  to  tdm  the  barrels.  Moreover,  tbe 
first  cost  of  erection  is  comparatively  very  heavy,  and  is  a  fatal  ohjectioti 
to  the  general  application  of  this  process  in  Mexico.  Be  this  as  it  may, 
however,  it  has  been  found  to  answer  exceedingly  well  at  the  places 
above  mentioned ;  and  at  Real  del  Monte  ores  which  in  the  patio  tordeess 
lose  twenty  to  forty  per  cent,  of  the  silver,  are  reduced  in  the  barrels 
with  an  average  loss  of  only  ten  or  fifteen  per  cent. — the  consumption  of 
quicksilver  being  at  the  same  time  diminished  to  about  two  or  three 
ounces  per  marc  of  silver  obtained. 

A  patent  has  lately  been  obtained  in  Mexico  for  certain  improvements 
in  the  barrel  process,  it  being  proposed  to  use  the  perchloride  of  iron,  or 
any  other  substance  containing  chlorine,  in  lieu  of  salt.  It  is  also  pro- 
posed to  save  the  liquid  from  the  barrels  which  contains  chloride  of  iron, 
and  to  use  this  over  again  in  the  reduction  of  other  ore,  and  thos 
economize  the  salt  or  perchloride  of  iron  or  other  substance  fVom  wbidi 
the  requisite  chlorine  for  the  conversion  of  the  silver  into  a  chloride  is  to 
be  obtained. 

Mr.  J.  C.  Bowring,  who  has  had  many  years'  experience  in  the  reduc- 
tion of  the  ores  of  silver,  both  in  Peru  and  Mexico,  and  has  dcvbtcd  much 
time  and  attention  to  an  examination  of  the  subject,  disputes  the  tbeoty 
of  the  amalgamation  process  hitherto  received,  and  proposes  certain 
modifications  in  the  latter  which  he  is  now  endeavouring  to  carry  into 
effect  in  Mexico— the  principal  of  these  is  the  use  of  an  oxychloride  of 
copper  instead  of  the  magistral  at  present  employed  ^ 

*  Before  Mr.  Bowritig  left  England,  in  1845,  he  kindlv  ftimiihed  me  with  tbe 
following  paper,  express^  for  this  article.  A  more  detailed  paper  by  Mr.  Bow- 
ring on  the  tame  subject  had  been  previously  read  at  the  Annual  Meeting  of  tbe 
British  jjissoeiation  for  the  Advancement  of  Science; — 

"  The  theory  of  the  diemical  decompositions  which  take  place  in  the  Metien 
amalinimation  process  has  hitherto  been  supposed  to  be,  thai  the  blehlotide  of  oop|wr 
which  Is  formed  by  the  contact  of  magistral  and  common  salt,  abandons  its  cUonoe 
to  the  silver,  the  sulphur  of  which  combines  with  the  copper,  and  the  chloride  of 
silver  is  decomposed  oy  the  mercury  with  which  the  precious  metal  becomes  ainalg^ 
mated.     The  rollowing  considerations,  however,  will  disprove  this  theory : — 

'*1.  Ores  containing  silver  combined  only  with  chlorine,  are  considered  by 
Mexican  miners  as  those  most  diflficult  of  reduction,  and  the  loss  of  mercury  csoied 
by  them  is  at  least  treble  that  experienced  in  those  which  contain  only  sulphuretSiSod 
the  process  is  much  more  tedious.  To  practical  men  also  the  appearance  of  tbe 
amalgams  proceeding  from  these  different  combinations  of  diver,  when  assays  sie 
taken  out  of  the  tortas,  are  a  convincing  proof  that  the  theories  of  their  reductioo 
cannot  possibly  be  similar,  for  in  the  chloride  the  quicksilver  is  instantlv  attacked, 
and  its  elobules  are  very  difficult  to  be  united  by  friction,  on  account  of  their  being 
covered  with  a  thin  coating^  of  protocfaloride  (calomel),  whereas,  when  opentiog 
upon  BulphuretSy  the  mercuiy  is  always  bright,  (except  at  the  very  beginmng  of  the  pro- 
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Of  the  metliods  wbicli  have  been  suggested  at  varions  times  for  ex- 
tracting the  silver  from  the  ores  of  Mexico  without  th©  agency  of  quick- 
silrer,  none  seem  to  promise  so  well  as  a  process  recently  discovered  in 

eea,)  and  does  not  separate  into  globules,  unless,  indeed,  too  large  a  quantity  of 
nttgntnl  lias  been  used,  wben  the  appearance  becomes  similar,  though  in  a  slighter 
degree^  to  thai  when  chloride  of  silrer  has  been  reduced. 

*'  Various  plans  have  been  imagined  to  diminish  ot  efen  entirely  to  do  away  with 
the  Ims  of  mercury,  on  the  hypothesis  that  chloride  of  silver  is  formed«  and  in  ores 
containing  this  native  combination,  as  those  of  the  district  of  Catorce,  great 
adrantages  are  derived  by  boiling  them  in  copper  vessels,  as  by  the  contact  of  this 
netal  the  chloride  is  decomposed  before  the  mercury  is  added,  thus  rendering  the  loss 
of  this  searoely  appreciable.  Upon  this  dasa  of  ores  many  of  the  plans  proposed 
by  European  chemists  have  been  successfully  tried,  but  all  haveinvariwly  &ued  when 
wlphurets  of  silver  have  been  attempted  to  be  reduced  by  them. 

"  2.  Although  the  experiments  of  M.  Boussingault  prove  that  a  strong  solution  of 
flie  bichloride  of  copper  mixed  with  one  of  salt,  placed  in  contact  with  sulphuret  of 
dlfw,  form,  after  some  lapse  of  time,  chloride  of  silver-and  sulphuret  of  copper,  stilt 
in  practice  this  cannot  be  the  ease,  for  in  many  instances  a  solution  of  leas  than  one 
oince  of  sulphate  of  copper  is  required  in  $eveiUu  pounds  of  water,  and  even  in  the 
ores  most  difficult  of  reduction  the  quantity  is  rarelv  more  than  eight  otmces.  Number- 
less experiments  have  been  made  in  Mexico  to  bring  this  principle  into  practice,  but 
after  leaving  the  ore  for  two  months  exposed  to  the  action  of  a  solution  of  bichloride 
of  copper  in  one  of  salt«  a  trace  even  of  chloride  of  silver  is  rarely  to  be  found;  md 
then,  on  adding  the  mercuhr,  the  process  larts  as  long  as  in  ordinary  cases,  when  it  is 
pat  b  before  i&  sulphate  of  copper :  from  the  constant  feilure  of  thoe  trials  it  is  evi*' 
dent  that  the  theory  on  which  they  are  founded  must  be  fallacious. 

**  Ihe  presence  of  mercury  bemg  thus  necessary,  not  merely  as  the  means  of  col- 
lecting the  particles  of  silver  disseminated  through  the  ore,  but  also  as  a  chemical 
annt,  the  action  of  bichloride  of  copper  upon  it  must  be  considered.  By  this  action, 
vraich  takes  place  instantaneously,  a  protochloride  of  both  metals  is  formed,  and  that 
of  the  copper  b^  absorbing  oxygen  n-om  the  atmosphere  becomes  converted  into  an 
oxychloride,  which  by  giving  up  its  oxygen  to  Uie  sulphur  combined  with  the  silver, 
leaves  this  in  a  metallic  state,  and  free  to  amalgamate  with  the  mercury.  This  is 
proved  by  boiling*  native  sulphuret  of  silver  with  oxycbloride  of  copper  in  a  solution 
of  common  salt,  when  metallic  silver  will  be  obtained;  or  as  a  more  practical  experi- 
ment, by  mixing  some  rich  ore  with  these  materials  and  mercury  at  the  ordinary  tem- 
perature ;  in  about  an  hour  the  whole  of  the*  silver  will  have  become  amalsamated, 
when  on  separating  all  the  soluble  salts  by  titration,  on  the  addition  of  chloride  of 
barium,  sulphate  of  baiytes  will  be  precipitated,  equivalent  in  quantity  to  that  of  the 
Mlphur  which  has  been  acidified ;  it  will  thus  be  made  evident  that  the  sulphuric  acid 
can  only  have  been  formed  bv  the  decomposition  of  the  sulphuret  of  silver,  and  could 
not  have  existed  if  this  metal  had  become  combmed  with  chlorine  according  to  the  old 
theory  of  the  process. 

**  The  action  of  oxycbloride  of  copper  in  the  reduction  of  silver  ores  seems  to  be 
eontimious,  and  its  theory  thus  offers  some  analoffy  to  that  of  the  manufocture  of  sul- 
phuric acid ;  by  giving  up  its  oxygen  to  the  sulphur  previously  combined  with  the 
silver  the  oxychbride  of  copper  is  converted  into  a  protochloride,  and  this  into  a 
bichloride  by  the  action  of  the  chlorine  which  is  jevolved  by  the  decomposition  of  tlie 
salt  when  attacked  by  the  sulphuric  acid  that  has  been  formed.  This  bichloride  is 
again  decomposed  by  the  mereury,  and  first  a  proto  and  then  an  oxycbloride  ctf 
copper  are  formed ;  the  sulphur  of  the  silver  becomes  acidified,  and  the  action  is  con- 
tinued in  the  same  manner  until  the  whole  of  the  metal  is  amalgamated. 

"  The  imperfections  in  the  Mexican  amalgamation  process  arise  chiefly  from  the 
small  quantity  of  oxycbloride  of  copper  that  can  be  employed ;  for  by  using  too  large 
a  propoHion  of  the  sulphate  the  mercury  becomes  sensibly  attacked,  and  when  its  sur- 
face »  not  perfecdy  clean  it  will  not  take  up  the  particles  of  silver.  The  use  of  salt 
in  the  tortas  has  always  been  supposed  to  be  to  dissolve  the  chloride  of  silver  formed 
during  the  process,  but  its  real  object  is  to  assist,  first,  in  the  formation  of  the  oxy- 
chloride  of  copper,  and  to  dilMlre  it  afterwards,  thus  readering  it  more  fit  to  act  upon 
the  sulphuret  of  silver." 
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Oermany  by  Mr«  Ziervogel,  who  has  establiBhed  it  at  Hettstadt  for  the 
separation  of  silver  from  copper  ores  and  copper  regolus.  This  method 
having  come  mider  the  notice  of  Mr.  A.  £.  Spangenbeig,  he  conceived  the 
idea  of  applying  it  to  the  silver  ores  of  Mexico,  with  what  success  will 
he  ascertained  in  the  course  of  a  few  months,  Mr.  S.  having  gone  to 
Mexico  with  the  object  of  introducing  the  process  there.  By  Mr.  Zier- 
TOgel's  discovery  we  are  in  fact  offered  the  choice  of  two  procesBes, 
which  I  now  proceed  to  describe  as  briefly  as  possible,  so  as  to  make 
them  sufficiently  well  understood  without  entering  into  more  detail  than 
is  consistent  with  a  descriptive  notice  of  this  kind. 

The  first  discovery  is  that  chloride  of  silver  is  more  readily  soluble  in  a 
hot  saturated  solution  of  salt  than  in  a  cold  solution.  The  prdiminary  part 
of  this  process  consists  as  in  the  barrel  process  of  calcining  die  ore  with  salt, 
(4  or  5  per  cent  is  considered  sufficient,)  by  which  means  the  silver  is  con- 
verted from  a  sulphuret  into  a  chloride.  Thus  prepared  the  ore  is  at  once 
removed  from  the  furnace  into  a  suitable  vessel  or  tub,  and  ahot  satofated 
solution  of  salt  is  poured  upon  it,  and  coming  in  contact  with  the  chlo- 
ride of  silver  takes  it  up  and  holds  it  also  in  solution.  This  solution  is 
drawn  off  into  other  tubs  containing  metallic  copper,  by  means  of  which 
the  silver  is  immediatelv  precipitated,  and  remains  at  the  bottom  of  the 
tub,  while  the  liquid  still  holding  salt  and  chlorine  in  solution  is  brought 
back  by  a  simple  contrivance  to  its  original  starting  point,  and  may  be 
used  over  and  over  again  without  any  serious  diminution  of  the  quantity 
ofsalt 

The  second  discovery  is  that  sulphate  of  silver  is  soluble  in  hot  water 
alone.  The  sulphuret  of  silver  is  by  careful  roastings  in  a  reverberatory 
furnace  converted  into  a  sulphate,  which  is  ascertained  by  proper  tests. 

From  the  furnace  the  ore  is  thrown  into  a  suitable  tub  and  hot  water 
immediately  poured  upon  it.  The  liquid  now  holding  the  sulphate  of 
silver  in  solution  is  drawi^  off  into  oUier  tubs,  and  ^vtr  precipitated 
as  in  the  first-mentioned  process.  This  second  process  is  best  adapted 
for  ores  which  contain  a  large  proportion  of  iron  and  copper  pyrites,  be- 
cause a  certain  quantity  of  sulphur  must  be  present  to  insure  the  con- 
version of  the  silver  into  a  sulphate. 

Next  to  quicksilver  the  most  costly  article  used  in  the  amalgamation 
process  is  salt,  which  is  procured  partly  from  the  sea-coast,  but  mostly 
from  the  interior  of  the  country,  being  collected  from  beds  of  lakes, 
which  afford  a  very  large  supply,  but  the  price  at  the  mines  is  enhanced 
by  the  expensive  carriage.  Hence  at  the  mines  of  Guanaxuato  and 
Real  del  Monte  they  pay  at  the  rate  of  a  dollar  per  arroba,  or  nearly 
twopence  per  lb.  for  the  coarse  salt  used  in  the  process  of  amalgams* 
tion,  being  four  times  the  retail  price  of  fine  salt  in  London.  The  Sal 
Tierra  of  Zacatecas,  calculating  upon  the  quantity  of  salt  it  contains,  is 
hut  little  more  than  half  the  above  price. 

There  can  scarcely  be  said  to  be  any  general  rule  for  apportioning  the 
salt  to  the  ore  in  the  Mexican  process ;  it  is  dependent  upon  the  expe- 
rience or  the  caprice  of  the  Azoguero,  and  likewise  upon  the  nature  and 
composition  of  the  ore,  which  is  often  exceedingly  complex  and  difficult 
of  redaction  ». 

*  The  following  is  an  analysis  by  Mr.  J.  E.  D.  Rodgers,  of  an  on:  from  the  Sud 
Bngida  vein  at  Real  de|  Monte;-— 
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Ify  however,  we  take  the  average  oonsumption  of  salt  to  he  3  Ihs.  to 
eTery  quintal  of  ore  reduced,  the  whole  quantity  of  salt  used  in  the 
amalnmation  process  in  Mexico  amounts  to  6,000  tons  per  annum, 
which,  at  80  dollars  per  ton,  costs  to  the  mines  480,000  dollars. 

The  magistral,  or  sulphuret  of  copper  and  iron  calcined,  is  ohtained 
in  its  crude  state  also  from  the  interior  of  the  country,  the  principal  sup* 
ply  heing  derived  from  the  copper  mines  of  Tepe»Edi,  twenty  leagues 
sonth*east  of  Zacatecas,  and  Mazapil,  sixty-five  leagues  north  of  Zaoa* 
tecas.  Its  cost  at  Zacatecas  is  about  ^8  per  ton,  and  at  Real  del 
Monte  nearly  ^20  per  ton,  owing  to  the  ereater  distance  from  the 
source  of  supply.  Still  in  the  aggregate  it  is  less  expensive  in  the  pro- 
cess of  amalgamation  than  the  salt. 

With  the  exception  of  a  small  quantity  of  lime,  quicksilver,  salt  and 
magistral  are  tiie  only  ingredients  used  in  the  amalgamation  process ; 
and  with  these  and  the  simple  apparatus  employed  in  Mexico  about  seven- 
eighths  of  the  silver  produced  is  extracted  from  the  ore,  the  enormous 
Snantities  of  which  may  he  inferred  from  the  fact  that  the  average  pro- 
ace  does  not  probably  exceed  3  oz.  of  silver  from  every  100  lbs.  weight 
<^ore. 

From  the  data  herein  eiven  it  is  easy  to  calculate  that  the  quantity 
reduced  every  year  to  an  lumost  impalpable  powder  cannot  be  less  than 
200,000  tons. 

llie  effect  of  operations  so  extensive  may  be  readily  conceived. 
Vast  numbers  of  persons  are  employed,  and  many  towns  and  villages 
are  dependent  upon  the  mines  for  their  very  existence. 

With  the  prosperity  of  the  mines  agriculture  thrives  and  trade  and 
commerce  derive  ereat  encouragement. 

In  conclusion,  I  would  remark  with  respect  to  the  loss  sustained  by 
English  Companies  in  the  prosecution  of  mining  undertakings  in  Mexico, 
that  much  of  it  has  arisen  from  the  circumstance  of  their  not  having 
given  due  credit  to  the  Mexicans  for  skill  in  the  application  of  the  means 
they  possessed. 

The  excellent  code  of  mining  laws  established  by  ihe  Spanish  govern- 
ment, and  an  examination  of  the  mines  and  reduction  works,  serve  to 
show  that  the  Spaniards  and  the  Mexicans,  rude  as  some  of  their  opera- 
tions appear  to  us,  had  good  practical  laaowledge  of  the  subject,  and 
knew  very  wdl  how  to  work  the  mines  so  as  to  extract  their  riches. 
Experience  has  proved,  nevertheless,  that  when  selected  with  judg- 
ment and  under  careful  management  the  mines  of  Mexico  may  be  made 
to  answer  the  purpose  of  the  capitalist ;  and  the  well-known  instance  of 
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the  Veta  Grande  mioes  in  Zacateoas,  which  gave  a  dear  piofit  in  eleven 
years,  from  1838  to  1888  both  inoluaive,  of  1,450,000/.  sterUng,  and 
several  other  recent  cases  that  might  be  adduced,  prove  that  the  Hexicu 
mines  are  still  capable  of  yielding  very  lai|;e  and  profitable  returns. 

There  is,  mdeed,  reason  to  believe — ^now  that  attention  is  directed  to 
new  or  comparatively  untried  veins,  of  which  there  aro  plenty  in  Meiioo, 
instead  of  expending  large  sums  upon  the  old  and  aeep  mines,  dist 
other  rich  deposits  of  ore  may  be  discovered;  and  it  may  he  well  for 
those  who  have  embarked  their  capital  in  the  mines  of  Mexico,  not  to 
give  way  altogether  to  disappointment,  but  to  consider  whether  bj 
adopting  a  system  which  experience  has  proved  to  be  the  correct  one, 
far  better  results  may  not  accrue,  and  in  the  end  prove  that  the  disre- 
pute into  which  Mexican  mining  has  fallen,  has  arisen  almost  solely 
from  the  erroneous  principle  upon  which  the  English  companies  were 
conducted  at  the  outset  as  regards  the  selection  of  their  mines. 
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COURT  OF  EXCHEQUER— Fbb.  27. 

{Sittings  at  If  in  Pritis  in  London,  before  the  Loan  Chibt  Baboh  and  O^mm 

Juriea.) 

WAL8TAB  p.  BPOTTIBWOOna. 

This  was  an  action  of  assumpsit  against  Mr.  Andrew  Spottiswoodi^as  one 
of  the  pTorisional  committee  of  the  Direct  Birmingham,  OxfordL  Reading 
and  Brixton  Railway  Company,  to  recover  back  the  sum  of  78f.  16f^  the 
amount  of  deposits  paid  by  the  plaintiff  on  thirty  shares  in  the  above  im- 
dertakin^,  which  had  been  allotted  to  her,  and  for  which  she  could  not 
afterwards  obtain  scrip  from  the  committee. 

The  defendant  and  certain  other  persons  agreed  to  form  the  above  com- 
pany with  a  capital  of  2,000,000;.,  in  80,000  shares  of  26/.  each.  The  plain- 
tiff was  a  widow,  who,  seeing  the  advertisement  in  the  Fictortal  TimeSf  ap- 
plied for  shares,  obtained  a  letter  of  allotment,  and  paid  the  deposit.  Her 
son  applied  for  the  scrip  several  times,  but  the  answer  was  that  it  was  not 
ready,  and  he  was  referred  to  Messrs.  Blunt  and  Spottiswoode,  as  managen. 
He  saw  Mr.  Blunt,  who  said  the  directors  had  taken  counseFs  opinion,  and 
had  come  to  the  resolution  of  not  issuing  any  scrip.  Mr.  Blunt  said  that  to 
repay  the  money  would  be  impossible,  as  the  greater  part  of  it  had  been 
expended.  He  said,  **  Not  all  the  members  of  the  managing  committee  had 
paid  their  deposits,  but  they  would  do  so." 

The  Lord  Chief  Baron  OMerved,  that  he  saw  no  reason  for  not  believing 
that  this  company  was  honestly  commenced,  or  for  imputing  to  the  present 
defendant,  or  to  the  persons  who  were  associated  with  him,  any  firaudulent 
motives  in  connexion  with  it.  The  statement  of  the  counsel  for  the  de- 
fendant seemed  to  him  to  make  an  end  of  the  case.  That  statement  was, 
that  400,000  shares  had  been  applied  for,  that  the  committee  had  allotted 
70,000,  and  that  of  these  70,000  the  deposits  had  been  paid  on  4,000  onlj. 
It  struck  him  that  this  case  fell  entirely  within  the  case  of  Nockels  v.  Cross- 
by,  and  others,  3  Bamewall  and  [Cress,  814,  in  which  it  was  held,  that 
where  a  scheme  for  establishing  a  tontine  was  put  forth,  stating  that  the 
money  subscribed  was  to  be  laid  out  at  interest,  and  irhere,  i^ter  sohscrip- 
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tioni  had  been  pidd  io  the  directozs  in  whom  the  management  of  the  con- 
cern was  Tested,  and  before  any  part  of  the  money  was  laid  out  at  interest, 
the  diiectoxs  lesolyed  to  abandon  the  project,  each  subscriber  might,  in  an 
action  for  money  had  and  received,  recover  the  whole  of  the  money  advanced 
by  him,  without  the  deduction  of  anv  part  towards  the  payment  of  the  ex- 
penses mcurred.    In  this  case  he  fully  concurred. 

The  Jury  instantly  returned  a  verdict  for  the  plaintiff  on  the  first  and 
seeond  counts. — ^Damaces  78/.  I6s. 

The  defendant  had  Uberty  to  move  to  enter  a  nonsuit. 


CIVIL  SIDE.— MAinsTOHB,  Mabch  11. 
(Brfor^  Lord  Chief  Juaice  Dbsxaiv.) 

H'DOWALL     V,     nUNRIirOTON     AND    0TH1B8. 

This  was  an  action  brought  to  recover  the  amount  of  a  bill  for  printing  books 
of  reference,  circulars,  and  other  matters  in  connexion  with  a  projected  rail- 
way called  tne  London,  Nottingham^  and  Sheffield  Direct  Railway. — Serjeant 
Shee  and  Mr.  Lush  were  for  the  plaintiff;  Mr.  Prentice  appeared  for  the  de- 
fendants. 

The  plaintiff  is  a  printer  in  Fleet  Street,  and  he  had  been  engaged  to  per- 
form the  work  specified  in  the  declaration.  The  defendant  and  the  ower 
parties  mentioned  in  the  record  had  taken  proceedings  in  connexion  wiUi 
the  nulwaj  in  question,  and  they  were  now  sued  as  the  parties  who  were  re- 
sponsible tor  the  payment  of  the  plaintiffs  claim. 

The  juiy  having  consulted  for  a  short  time, — ^The  Lord  Chief  Justice  told 
them  that  there  was  no  defence  to  the  present  action.  The  defendants  had 
suffered  their  names  to  be  put  forth  to  the  public  as  part  of  the  managing 
committee  of  the  scheme  m  question,  and  they  were  legally  responsible  to 
the  plaintiff. 

A  verdict  was  returned  for  the  plaintiff  for  the  sum  of  167/.  17^.  Qd. 

FnrLATSOH  H.  PILBBOW, 

The  plaintiff  is  an  engineer,  and  he  sued  the  defendant,  the  well-known 
atmospheric  railway  projector,  for  a  balance  due  to  him  for  services  rendered 
in  making  surveys  for  tiie  Qiavesend  and  London  Direct  Atmospheric  Rail- 
way, for  which  the  defendant  was  the  engineeri — Serjeant  Shee  and  Mr.  Willes 
were  for  the  plaintiff;  Mr.  M.  Chambers  and  Mr.  Li;sh  for  the  defendant 

David  Finlayson,  the  brother  of  the  plaintiff,  deposed  that  in  the  henn- 
aing of  Octob^  last,  he  was  in  the  HaU  of  Commerce,  in  London,  where  he 
saw  a  person  named  Beaumont,  who  required  the  services  of  the  plaintiff  to 
surrey  the  line  and  make  the  levels  for  the  proposed  London  and  Gravesend 
Railway.  An  appointment  was  afterwards  made  to  meet  at  the  office  of  Uie 
company  in  King  William  Street,  and  they  there  saw  the  defendant,  who 
said  that  any  arrangement  made  with  Mr.  iBeaumont  was  just  the  same  as  if 
made  with  nimself,  and  it  was  then  agreed  that  the  plaintiff  was  to  have 
three  guineas  a  day,  but  it  was  stated  tluit  he  could  not  have  any  money  on 
account,  because  the  deposits  had  not  come  in.  In  consequence  ot  this  agree- 
ment the  plaintiff  proceeded  to  mske  the  necessary  surveys,  and  was  occu- 
pied in  so  doing  until  the  16th  November. 

Cross-examined. — He  was  not  aware  that  Mr.  Pilbrow  had  disposed  of  his 
atmospheric  railway  patent  to  a  company  who  were  to  work  it  on  their  own 
behalf  There  might  have  been  somethingof  the  sort,  but  he  was  not  aware 
of  the  fact,  and  he  always  considered  Mr.  Pilbrow  the  responsible  man.  He 
took  away  one  or  two  of  the  prospectuses,  in  order  that  he  might  see  whe- 
ther they  contained  the  names  of  any  resposible  persons  firom  whom  he 
might  recover  the  money  due  to  him  *'  one  of  these  odd  days.**  The  com- 
pany was  indebted  to  hini  32/.  or  33/.  for  services  he  had  rendered.  Witness 
was  employed  by  Air,  Beaumont,  who  was  the  engineer,  to  take  bearings  upon 
the  line. 
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Mr.  Arthur  Bei^ainin  Burke  gave  nmilar  eyidence  M  to  the  dumcter  of 
the  agreement. 

CrMs-exaxninecL — ^Before  witness  was  a  wine-merehant  he  used  to  go  on 
messages  for  the  plaintiff,  and  assist  him  in  his  business.  Sometimes  he 
gare  mm  half  a  sorereign,  and  sometimes  a  sorereign,  according  to  the  nun- 
ner  in  which  he  employed  him. 

This  was  the  plaintiffs  case. 

Mr.  Chambers  said  the  defence  he  had  to  offer  to  this  action  was,  that  the 
defendant  was  not  liable  to  the  plaintiff,  and  he  never  entered  into  an j  such 
agreement  as  the  one  refened  to.  The  &ot  was,  he  was  the  proprietor  of  a 
new  principle  of  railway  traction  upon  the  atmospheric  pnndple^  and  he 
disposed  ot  his  invention  to  the  company  in  question,  and  the  only  connex- 
ion he  had  with  them  was  that  he  was  occasionally  consulted  with  ngud  to 
the  details  of  his  invention.  The  actual  engineer  was  Mr.  Beaumont,  and 
he  it  was  who  made  the  arrangement  with  uie  plainti£^  and  was  liable  to 
him,  if  anybody  was. 

Mr.  Beaumont  was  called  as  a  witness.  He  deposed  that  he  was  appointed 
"  engineer  in  chief**  to  the  Gravesend  and  London  Direct  Railway.  About 
the  beginning  of  October  they  were  desirous  of  preparing  to  fp>  tiefore  Par* 
liament.  He  went  to  the  Hall  of  Commerce  and  saw  the  plamtiff  walking 
about  with  a  level  on  his  shoulder  (a  laugh). 

Mr.  Chambers. — I  suppose  that  was  to  indicate  that  he  wanted  a  job  (re- 
newed laughter). 

Witness. — He  supposed  it  was.  As  there  was  a  jpreat  demand  for  persons 
of  that  class,  he  entered  into  communication  with  nim,  and  eventually  of- 
fered him  three  guineas  a  day;  but  as  witness  at  that  time  had  not  himself 
made  any  positive  engagement  with  the  company,  he  was  desirous  of  commu- 
nicating with  Mr.  PilDrow  before  he  completed  the  engagement;  but  when 
he  did  so  it  was  entirely  upon  his  own  responsibility.  He  had  paid  the 
plaintiff  72/.  10».,  and  he  considered  this  was  a  great  deal  more  than  he  was 
entitled  to.  All  he  had  for  this  sum  was  the  small  plan  which  he  now  oro- 
duced;  and  there  was  an  error  of  fifty  feet  in  the  levels,  which^  if  they  nad 
gone  to  parliament,  would  have  had  the  certain  effect  of  throwmg  out  iheb 
bill. 

In  cross-examination  the  witness  admitted  that  the  defendant  was  fie- 
auently  consulted  in  the  course  of  the  proceedings,  and  that  he  was  oonsi- 
aered  a  responsible  party. 

S^eant  Bhee  was  about  to  reply  upon  this  evidence,  when  the  Lord  C9uef 
Justice  intimated  that  nothing  had  been  proved  to  affect  the  plaintiirs 
claim. 

The  Jur^  accordingly  returned  a  verdict  for  the  plaintiff,  for  the  full 
amount  clauned,  117/.,  less  the  sum  he  had  received  on  behalf  of  the  com- 
pany from  Mr.  Beaumont. 

VICE-CHANCELLOR'S  COURT.— Maboh  U. 
(Before  Sir  J.  L.  Kkight  Bavos.) 

LORD  WARD  V.  THB  OXFORD,  W0RCS8TBR,  AND   WOLVERHAMPTON   RAILWAY 

COMPANT. 

Mr.  Wigram  (with  whom  was  Mr.  R.  Palmer)  moved  for  an  injunction 
restraining  the  Oxford,  Worcester,  and  Wolverhampton  Railway  Company, 
their  workmen,  servants,  or  agents,  from  enterine  upon,  unng,  or  intenering 
with  the  plaintiff's  lands  in  the  parish  of  Dudley,  without  his  lorddiip's 
consent,  tor  any  purpose  not  expresslv  authorised  by  the  Company's  Act, 
until  the  purchase-money  or  compensation  to  be  given  for  the  lands  required 
for  the  purposes  of  the  lailway  should  be  paid  or  secured ;  that  tiiev  might, 
in  like  manner,  be  restrained  from  buildmg  or  erecting  upon  the  lands  of 
the  plaintiff  certain  turrets  or  observatories  now  in  the  course  of  erection, 
or  any  other  works  of  a  like  nature ;  and  Irom  casting  up,  throwing,  laying,  or 
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depotttiitf,  or  ooniinuing  to  caet  up,  throw,  lay  or  deposit  any  spoil ;  or 
hoBi  sixinng,  digging,  or  excavating  any  shafts  or  pits.  It  was  stated, 
in  support  of  tne  application,  that  Lord  Ward  was  the  owner  of  estates 
at  Duoley,  through  which  the  railway  was  intended  to  pass,  being  car- 
ried below  the  level  of  the  ground  a  considerable  number  of  yards,  and 
passing  through  a  tunnel  900  feet  in  length.  The  Act  which  had  been 
obtained  by  the  company,  empowered  them  to  enter  lands  for  the  purpose 
of  examining  the  nature  of  the  strata,  and  to  lay  out  the  line  proijosed.  The 
agents  of  the  company  had  entered  we  land  of  the  noble  plaintiff,  for  this 
poipoae^  on  the  21st  of  February  last,  and  had  dug  holes  in  the  ground,  of 
a  considerable  depth,  and  of  about  four  feet  in  width.  No  objection  had 
been  made  to  this,  but,  subsequently,  on  the  3rd  of  Mardi,  the  agents  of  the 
company^  as  it  was  idleged,  had  again  entered  and  commenced  nmking  holes, 
lizteen  feet  square,  apparently  for  the  formation  of  a  permanent  tunnel. 
The  noble  plaintiff  complained  that  this  had  been  done  without  any  notice, 
or  any  offer  of  compensation.  The  company  had  authority  to  make  the 
borings  for  the  purpose  of  examining;  the  strata. 

The  Yice-Obanoellor. — ^How  does  it  appear  that  the  authority  given  by 
the  Act  is  exhausted  ? 

Mr.  Wigram  stated  that  the  works  authorized  by  the  Act  were  merely  of 
a  preliminary  or  temporary  nature,  whereas  those  attempted  and  now  com- 

Slained  of  were  permanent.  The  defendants  had  been  served  witU  notice  to 
esiflt  The  solicitor  of  the  company  had  answered,  that  they  had  no  inten* 
tion  of  entering  on  the  land  without  Lord  Ward's  assent ;  that  the  company 
wished  to  obtam  his  lordship's  permission  to  occupy  the  land  permanently, 
and  intimating,  that  imtil  this  was  obtained  the  workmen  would  confine 
themselves  to  preliminary  proceedings.  The  acts  complained  of  had  taken 
place  on  the  3rd  of  March.  The  affidavits  in  support  of  the  motion  stated, 
that  according  to  the  opinions  of  persons  of  experience,  the  present  works 
could  not  be  wanted  for  any  preliminary  purpose. 

His  Honour  inquired  whether  any  form  of  injunction  had  gone  so  far  as 
to  restrain  parties  from  ^^ entering  upon"  the  land.  He  should  have  thought 
lousing  or. interfering  with,"  sufficient.  In  reference  to  that  part  of  the  in- 
junction which  prayed  that  the  companv  might  be  restrained  from  "  casting 
un,  throwing,  laving,  or  depositing  spoil,"  and  '^continuing"  to  do  this,  his 
Honour  observed  to  the  counsel  for  the  motion,  **  Tou  have  a  net  lai^e 
enough  to  catch  the  whole  company."  He  would  grant  the  injunction  until 
further  order,  an  undertaking  oeing  given  to  abide  by  any  order  which  the 
Conrt  might  make  as  to  damages. 

This  being  the  third  seal  after  Hilary  Term,  the  Court  disposed  of  several 
other  motions,  most  of  which  were  of  a  technical  nature. 

{Before  Sir  J.  Wigram.) 

PAR80HB  V.  MUNTZ  AND  0THEB8. — SOUTHAMPTON  AND  OXFORD  JUNCTION 
RAILWAY  COMPANY. 

Mr.  K«  Parker  and  Mr.  Hetheiington  moved  that  the  defendents,  Muntz, 
Spooner,  and  others,  who  are  the  directors  of  the  Southampton,  Manchester, 
and  Osbford  Junction  Railway  Companv,  mi^ht  be  restrained  by  the  injunc- 
tion of  the  Court  from  parting  with,  depositing,  assigning,  transferring,  or 
disposing  of  the  monies  or  securities  belonging  to  the  company,  and  now  in 
the  hanSs  or  power  of  the  defendants,  or  any  part  or  portion  of  the  same,  to 
any  other  company,  or  to  any  other  person  or  persons.  The  motion  was 
made  on  behau  of  Mr.  Parsons,  the  former  solicitor  of  the  company,  who 
had  been,  as  was  alleged,  chiefly  instrumental  in  the  formation  or  the  com- 
Winy,  and  who  claimed  about  900/.  from  them,  in  respect  of  his  bill  of  costs. 
This  gentleman's  claim  was  fully  discussed  a  short  time  since,  when  the  case 
came  before  the  Court,  upon  demurrer.  The  demurrer  was  over-ruled.  The 
bill  was  filed  for  the  purpose  of  having  it  declared  that  the  plaintiff,  as 
solicitor,  was  intitled  to  have  his  bill  paid  out  of  the  deposits. 

VOW  III.  X 
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Mr.  Romilly  and  Mr.  Bazalgette,  on  Uie  part  of  the  direeton,  exprened 
their  wiUinniess  to  have  some  arrangement  made  under  the  sanction  of  the 
Court,  which  would  answer  the  object  of  the  plaintiff  in  this  motion.  The 
directors  had  no  other  wish  than  &at  Mr.  Parson^s  costs  should  be  paid,  hat 
part  of  the  charges  had  been  satisfied  by  his  consent  to  take  a  number  of 
shares,  and  it  was  alleged  by  the  directors  that  the  deposits  upon  those 
shares  had  not  been  paid  up.  It  appeared  that  all  the  parties  had  not 
answered  to  the  bill,  and  as  to  some,  there  was  a  difficulty  in  obtaining  any 
answer. 

His  Honour  suggested  that  the  company  should  pay  a  sum  of  money  into 
Court  without  prejudice,  and  that  upon  the  answers  coming  in,  as  a  reference 
seemed  to  be  inevitable,  the  motion  miffht  be  renewed  if  necessary. 

The  counsel  for  the  defendants  stated  that  the  company  was  willing  to 
pay  into  court  1,000^.,  according  to  his  honour's  suggestion.  It  was  q[uite 
clear  that  a  reference  must  take  place  as  to  the  bill  of  costs ;  the  terns  of 
the  reference  would  be  a  matter  of  some  importance. 

Upon  this  understanding  the  motion  was  directed  to  stand  over. 

Mr.  Hetherington  afterwards  applied  to  the  Court,  in  the  same  causey  for 
leave  to  substitute  service  of  the  subpcena  to  appear  and  answer,  as  to  one 
of  the  directors  of  the  companv,  a  Mr.  Oliviera,  one  of  the  defendants,  upon 
the  private  solicitor  of  this  individual,  or  upon  the  solicitors  of  the  company. 
The  affidavit  stated  that  application  had  oeen  made  in  December  last  at 
Mr.  01iviera*s  private  residence,  when  it  was  stated  tiiat  he  was  in  France. 
The  affidavit  proceeded  to  state  circumstances  from  which  it  was  sought  to 
infer  that  Mr.  Oliviera  had  consented  that  the  solicitors  of  the  company 
should  accept  service.  The  learned  counsel  said  he  had  applied  for  leave  to 
substitute  service  in  order  to  avoid  the  form  of  advertising  the  names  of  the 
absentees,  as  was  authorized  by  the  31st  of  the  Chanceiy  orders  of  May  last 

His  Honour  said  he  would  consider  whether  service  could  properly  be  sub- 
stituted by  being  made  upon  the  registered  solicitors  of  the  company.  He 
refused  to  allow  the  service  upon  ^.  01iviera*s  solicitor.  As  the  affidavit 
stated  that  he  was  in  Paris,  the  plaintiff  might  have  leave  to  serve  him  there 
if  he  pleased. 

A  similar  application  was  made  as  to  a  director  of  the  xuune  of  Jennings, 
of  Elm  Grove,  Hammersmith,  at  whose  house  inquiir  had  been  made  in 
December  last,  when  the  applicant  was  told  that  Mr.  Jennings  was  on  the 
Continent,  and  it  was  uncertain  when  he  would  return.  On  the  3rd  of 
February  it  was  stated  that  he  had  been  seen  walking  in  the  Strand,  when 
another  application  was  made,  but  without  success. 

His  Honour  thought  the  service  would  have  been  good  at  the  defendant's 
residence,  it  appearing  that  his  wife  and  servant  had  remained  at  his  house, 
although  he  himself  was  absent.  He,  therefore,  refused  to  give  leave  to 
substitute  service  in  this  case. 

A  third  application  was  made  by  the  learned  counsel  in  the  case  of  another 
director  of  tne  name  of  Mr.  Robert  Henry  Fowler,  of  Manchester  Square^  at 
whose  house  inquiry  had  been  made  for  the  purpose  of  effecting  service  of 
subpoena,  when  it  was  stated  that  he  was  at  Ostend.  The  servant  informed 
the  messenger  that  he  had  sent  him  a  document  for  signature  at  Ostend, 
but  had  not  yet  received  it  back. 

His  Honour  thought  the  affidavit  was  defective,  as  it  did  not  state  the 
deponent's  belief  that  Mr.  Fowler  was  at  Ostend :  and  the  evidence  as  to  hii 
being  there  was  not  such  as  the  Court  could  safely  act  upon,  no  answer 
having  been  received  from  thence  by  the  servant,  who  stated  that  he  had 
merely  sent  a  document  for  signature.  As  to  the  question  whether  serrioe 
should  be  allowed  upon  the  solicitors  to  the  company,  he  would  consider  of 
it.  There  seemed  to  be  a  great  deal  of  good  sense  in  it,  if  it  could  be 
ordered  consistently  with  the  rules  of  practice. 

The  31st  order  of  May,  1845,  provides  that  ''in  case  it  appears  to  the 
Court  by  sufficient  evidence  that  any  defendant,  against  whom  a  subpoena 
to  appear,  or  to  appear  to  and  answer  a  bill,  has  been  issued,  has  MeQ 


LAW  PBOCBBDINOt.  299 

vithin  the  jurisdiction  of  the  Court  at  some  time,  not  more  than  two  years 
before  the  subpoena  was  issued,  and  that  such  defendant  is  beyond  the 
leM,  or  that,  upon  inquiry  at  his  usual  place  of  abode  (if  he  had  any),  or  at 
uy  other  place  or  places  where,  at  the  time  when  the  subpoena  was  issued, 
he  might  probably  nare  been  met  with,  he  could  not  be  found  so  as  to  be 
Mrred  witn  process  ;  and  that,  in  either  case,  there  is  lust  ground  to  believe 
that  guch  defendant  is  gone  out  of  the  reaun  or  otherwise  absconded  to 
aroid  being  served  with  process ;  then  and  in  such  case  the  Court  may  order 
that  such  defendant  do  appear  at  a  certain  da^r  to  be  named  in  the  order  ; 
and  a  copy  of  such  order,  together  with  a  notice  thereof  to  the  effect  set 
forth  at  the  foot  of  this  order,  may  vnthin  fourteen  days  after  such  order 
made  be  ituerted  in  the  London  uazette,  and  be  othertme  publuhed  as  the 
Oourt  directs ;  and  in  case  the  defendant  does  not  appear  within  the  time 
limited  by  such  order,  or  within  such  further  time  as  the  Court  appoints, 
then  on  proof  made  or  such  publication  as  aforesaid  of  the  aforesaid  order, 
the  Court  maj  order  an  appearance  to  be  entered  for  the  defendant  on  the 
^plication  of  the  plantiC 

ExETEB.— Fbidat,  Mabch  20. 
Nisi  Pbivb  Couet. — {Before  Mr.  Baron  Bolfe.) 

WOOLMEB  AKD  OTHEBS  V.  TOBT,  JUIT. 

Mr.  Crowder  and  Mr.  Greenwood  were  counsel  for  the  plaintiffs,  and  Mr. 
Beijeant  Ringlake  and  Mr.  M.  Smith  for  the  defendant. 

The  dedaration  stated  that  the  plaintiffs  agreed  to  form  a  company  called 
'^  The  Direct  Exeter,  Plymouth,  and  Devonport  Railway  Company, — ^that 
the  company  was  to  oe  formed  by  shares, — ^that  the  plaintiffs  were  the  com- 
mittee of  management, — ^that  the  defendant  applied  for  fifty  shares,  and 
that  forty  shares  were  allotted  to  him, — and  that  the  terms  were  to  pay 
2/.  120.  id.  for  each,  to  be  paid  on  or  before  Saturday,  the  20th  of  De- 
cember. 

To  this  declaration  the  defendant  pleaded, — ^that  he  did  not  make  the 
contract, — ^that  thejplalntiffs  never  did  agree  to  form  a  company, — that  they 
were  not  the  committee  of  management, — ^that  the  defendant  did  not  apply 
for  shares, — ^that  the  plaintiffs  were  not  willing  to  form  a  comnany, — and 
that  the  defendant  was  induced  to  enter  into  the  contract  by  the  naud  of 
thenlaintiffs. 

Mr.  Crowder,  in  opening  the  case  for  the  plaintiffs,  said  this  would  be  a 
Teiy  simple  matter.  It  was  an  action  brought  by  tne  plaintiffs  to  recover 
damages  at  their  hands  for  the  breach  of  an  agreement  into  which  the  de- 
fendant had  entered,  and  the  amount  of  that  damage  was  105/.  They  were 
aware  that  where  a  bargain  was  entered  into  between  two  parties  that  bar- 
gain must  be  kept,  and  the  law  would  compel  the  party  to  pay  such  damages 
as  should  arise  by  reason  of  his  non-fulfilment  of  his  contract.  Among  other 
sdiemes  brought  forward  in  the  autumn  of  last  year,  a  company  called 
'^The  Direct  Exetor  and  Plymouth  and  Devonport  Railway  Company"  was 
projected,  and  a  great  number  of  persons  became  anxious  to  be  connected 
with  it,  and  among  others,  the  defendant,  who  was  an  attorney,  was  an  ap- 
plicant to  belong  to  the  company.  He  applied  for  fifty  shares,  and  the  com- 
mittee of  management  aUotted  him  forty  shares.  The  company  having  been 
established  was  registered,  and  on  the  7th  of  October  twelve  gentlemen  were  • 
elected  as  the  committee  of  management,  and  seven  of  those  gentlemen 
were  the  plaintiffs.  There  were  720  applicants  for  shares.  The  capital  was 
to  be  1,000,000/.  in  40,000  shares.  The  defendant  sent  a  letter  requesting 
to  have  fifty  shares  of  261.  each,  and  undertaking  to  pay  2/.  12«.  Qd.  per 
share  for  all  such  shares  as  should  be  allotted  to  him.  It  was  necessary 
there  should  be  a  survey,  and  engineers  were  appointed  en  the  14th  of  Oc- 
tober, lawyers  were  fixed  upon,  advertisements  were  published,  and  it  was  a 
real,  honest,  and  bond  fide  company.  On  the  15th  of  December  an  allotment 
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of  shares  was  made,  and  forfcy  shares  were  allotted  to  the  defendant,  and  the 
deposit  was  to  be  paid  on  or  before  the  20th  of  December.  Very  few  per- 
sons, however,  haa  paid  anjr  deposit.  He  was  informed  that  there  wu  a 
club  established  to  defend  tbis  action,  and  the  parties  were  determined  by 
every  possible  means  to  defeat  the  claims  of  the  plaintiffs  by  every  legal 
technicality  and  quibble.  He  felt  confident,  however,  that  in  the  result 
they  would  find  a  verdict  for  the  plaintiffs. 

Evidence  was  adduced,  from  which  it  appeared  that  on  the  7th  of  October 
the  committee  of  management  was  appomted.  On  the  15th  of  October 
engineers  were  appointed  and  directea  to  survey  the  line,  and  to  hare 
everything  ready  oy  the  3Qth  of  November.  The  defendant  applied  by  the 
usual  printed  circular  for  fifty  shares.  There  were  45,017  shares  applied 
for  by  721  persons.  On  the  15th  of  December  the  allotment  took  place, 
and  forty  shares  were  allotted  to  the  defendant.  The  company  became 
indebted  in  a  sum  of  6,656^.  I69.  Bankers  were  appointed,  ana  a  guarantee 
was  given  by  some  of  the  members  of  the  committee  to  the  amount  of 
2,00(V.  In  all  36,460  shares  were  allotted.  Nothing  was  paid  on  the 
original  allotment.  On  the  30th  of  December  a  circular  was  sent,  request- 
ing the  payment  of  3jr.  per  share,  and  giving  notice  that  the  company  could 
not  proceed  during  the  present  session.  170^.  had  been  paid  in.  The  fint 
meeting  took  place  on  tne  4th  of  October ;  but  prior  to  that  time  there  bad 
been  a  prospectus  published,  with  the  names  of  directors.  The  committee 
of  management,  on  the  31st  of  December,  came  to  a  resolution  that  each 
member  of  the  committee  of  management  should  pay  3».  a  share  on  2(K) 
shares,  and  that  each  member  of  the  provisional  committee  diould  pay  3,t. 
a  share  on  100  shares.  No  allotment  of  shares  was  ever  noade  to  either  of 
the  committeemen.  On  the  7th  of  November  there  was  a  resolution  that 
any  member  might  withdraw  from  the  provisional  committee,  and  some  did 
withdraw.  No  scrip  had  ever  been  issued,  or  even  prepared,  and  no  Par- 
liamentary contract  had  ever  been  prepared. 

Mr.  Serjeant  Kinglake  then  submitted  that  there  was  no  case.  The  first 
objection  was,  that  this  managing  committee  was  merely  a  portion  of  the 
company,  and  no  agreement  was  entered  into  between  the  defendant  and 
the  committee.  It  was  essential  the  plaintiffs  should  prove  a  contract 
between  the  defendant  and  the  particular  parties  who  formed  the  original 
committee.  He  submitted,  that  inasmuch  as  the  contract  was  to  be  made 
out  first  by  an  application  for  shares  by  letter,  and  afterwards  by  an  allot- 
ment of  shares,  if  there  had  been  any  change  of  parties  between  the  time 
of  the  application  and  the  time  of  the  allotment,  there  was  no  binding  con- 
tract. It  was  quite  clear  there  had  been  a  change.  The  date  of  the  appli- 
cation was  the  13th  of  October  ;  the  allotment  was  on  the  15th  of  Decem- 
ber. There  was  no  contract  with  the  parties  to  whom  the  original  appli- 
cation was  made.  Assuming  the  committee  of  management  to  be  the  right 
parties,  the  application  of  the  defendant  was,  that  he  was  wUling  to  take 
shares  in  a  company  where  certain  persons  were  provisional  directors ;  if, 
1>efore  the  allotment  of  shares,  there  was  an  alteration  by  withdrawal  or 
addition  of  any  parties,  it  was  a  different  scheme.  Then  it  was  a  scheme 
in  which  there  was  to  be  a  capital  of  1,000,000/.  in  40,000  shines.  The  offer 
of  the  defendant  was,  to  accept  a  number  of  shares  in  which  there  was  to 
be  40,000  shares.  The  40,000  shares  must  be  allotted  before  the  plaintiffs 
could  claim  a  deposit.  ^  The  bargain  was  not  complete.  Supposing  Mr. 
Toby  had  paid  his  deposit,  it  had  been  held  that,  if  a  company  did  not  allot 
the  whole  of  the  shares,  he  was  entitled  to  recover  his  deposit^-the  de- 
fendant had  not  that  which  he  had  bargained  for.  Then  the  declaration 
stated  that  the  breach  was,  that  he  did  not  pay  on  the  20th  of  December, 
and  that  it  was  agreed  that  he  should  pay  on  that  day ;  but  by  reference  to 
the  letter  of  allotment  that  was  not  the  case — there  was  a  clear  variance— 
the  terms  in  the  letter  had  not  been  acceded  to.  The  proposal  was,  that  he 
should  pay  the  deposit  when  required  ;  the  plaintiff's  ought  to  have  set  out 
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that  he  agreed  to  pay  the  deposit  when  required,  and  that  they  had  re- 

a  aired  him,  and  that  he  had  refused  to  do  so.  Then  the  propasal  was.  that 
iej  should  allot  him  certain  shares.  Kow,  they  never  had  allotted  him 
any  shares,  for  there  were  no  shares  in  existence.  A  share  in  a  company 
never  had  any  existence  till  the  passing  of  the  bill,  and  then,  and  not  until 
then,  could  there  be  a  transfer  of  a  share — a  man  might  have  scrip,  but  no 
share.  Another  objection  was,  that  a  railway  company  which  abandoned 
their  scheme  could  not  recoyer  their  deposits — ^they  had  never  taken  any 
steps  to  go  to  Parliament — it  was  an  abandoned  scheme — they  had  said 
they  were  the  projectors  of  a  scheme  which  was  to  go  before  Parliament, 
but  they  had  not  done  so.  There  was  another  objection  which  might  be 
a  question  for  the  jury, — ^the  offer  was  made  on  the  13th  of  October,  and 
the  acceptance  on  the  part  of  the  company  must  be  within  a  reasonable 
imBj  which  he  submitted  this  was  not.  The  only  damage,  he  urged,  was 
3«.  a  share. 

Mr.  Baron  Bolfe  said,  he  would  reserve  liberty  for  the  defendant  to  move 
to  enter  a  nonsuit  on  those  different  objections.  The  question  as  to  reason- 
able time  was  for  the  jury. 

}fr.  Serjeant  Kinglake  then  addressed  the  jury  for  the  defendant.  Wc 
were  living  in  times  of  great  speculation.  Various  had  been  the  railway 
sehemes  by  which  proposals  were  made  to  the  public,  upon  the  faith  of  which 
the  public  had  been  induced  to  advance  their  money.  It  was  a  matter  of 
iact,  painful  to  many  parties,  that  companies  had  been  formed  which  ouffht 
not  to  have  been  formed  at  all.  Many  bubbles  had  been  created ;  whether 
this  was  one  or  jiot  it  was  not  for  him  to  determine ;  but  it  was  clear  that 
protection  must  be  given  not  only  to  the  companies,  but  must  be  thrown 
around  those  subscribers  who  happened,  under  the  representation  of  the 
promoters  of  schemes,  in  a  moment  of  inadvertence,  to  nave  become  share- 
holders. He  complained  of  his  friend  having  told  them  that  Mr.  Toby  and 
various  other  persons  had  established  a  club  to  defend  this  action.  Ho  (the 
learned  serjeant)  was  ignorant  of  the  existence  of  any  such  club.  It  was 
clear  that  no  member  of  the  committee  had  been  honest  enough  to  pay  up 
any  deposit  himself.  The  question  he  should  submit  to  them  was  wnother 
there  had  been  any  contract  between  these  parties  ?  They  would  recollect 
that  on  the  Idth  of  October  the  defendant  had  made  an  application  to  the 
company  for  50  shares,  but  he  thought  they  would  agree  with  him,  that 
when  he  made  that  application  he  did  not  intend  that  week  after  week  should 
pass  without  any  notice  being  taken  of  his  application.  It  was  the  duty  of 
the  plaintiffs  within  a  reasonable  time  to  have  notified  to  him  that  the  rail- 
way shares  would  or  would  not  be  allotted  to  him,  but  they  suffered  nine 
weeks  to  elapse.  They  had  allowed  the  month  of  November  to  pass  over, 
when  circumstances  arose  which  altered  the  situation  of  railways  alto- 
gether, and  it  was  not  till  the  15th  of  December  that  they  wrote  to  him  in- 
forming him  that  40  shares  were  allotted  to  him.  These  allotments  were 
made  tor  the  mere  purpose  of  procuring  a  deposit,  to  pay  the  expenses  to 
which  they  had  rendered  themselves  liable.  Mr.  Toby  ous^ht  not  to  have 
been  compelled  to  wait  until  these  parties  should  see  whetner  it  was  expe- 
dient or  not  to  grant  shares.  Mr.  Tobv  made  the  application  on  the  13th 
of  October ;  he  had  nopower  to  enforce  his  proposal,  ikt  them  suppose  that 
between  the  13 th  of  October  and  the  15th  of  December  the  value  of  those 
shares  had  risen  in  the  market ;  if  they  had  so  risen  the  committee  of  manage- 
ment would  have  kept  the  shares  themselves,  and  would  not  have  allotted 
any  to  Mr.  Toby.  Was  it  to  be  left  to  the  company  to  allot  the  shares  just 
when  they  liked  ?  He  contended  that  they  were  bound  to  allot  the  shares 
within  a  reasonable  time.  Was  it  not  manifest  that  the  allotment  of  shares 
was  made  merely  for  the  purpose  of  throwing  a  liability  on  the  shareholders? 
It  was  clea^  if  the  shares  had  been  at  a  High  premium,  Mr.  Toby  would 
never  have  had  any  allotment  at  all. 
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Mr.  Crowder,  in  reply,  urged  tiiat  thia  wm  not  a  babble  Bcheme,  hoi  %honA 
jWff  project. 

Mr.  Baron  Rolf,  in  summing  up,  said  that  the  learned  counsel  for  the  de- 
fendant had  suggested  a  great  number  of  grounds  on  which  he  contended 
that  the  defendant  was  not  liable.  He  was  far  from  saying  they  were  not 
worthy  of  attention,  but  there  was  one  question  of  fact  that  was  to  be  de- 
cided by  them,— whether  the  allotment  in  nine  weeks  from  the  time  of  the 
defendant*s  offer  was  or  was  not  a  reasonable  time  f  It  was  true  nine  weeks 
was  a  large  portion  of  the  existence  of  the  company,  but  they  must  look  at 
it  as  if  the  company  had  gone  on ;  for  his  own  pa^  he  thought  it  wu  a 
perfectly  reasonable  time. 

The  jury  returned  a  rerdict  for  the  plaintiffs. — ^Damages,  105^ 


PARLIAMENTARY  PROCEEDINGS. 

LORDS. 

Feb.  S^. — ^The  Gauges. — Lord  Einnaird  earnestly  hoped  that  their  lord- 
ships would  grant  a  committee  to  inquire  whether  some  control  could  not 
be  exercised  over  the  existing  railways,  so  as  to  insure  mater  safety  to  her 
Majesty's  subjects  travelling  by  them.  A  person  who  had  met  with  a  rail- 
way accident  had  told  him,  that,  in  his  opinion,  neither  House  would  take 
up  the  subject  until  a  peer  or  member  of  parliament  was  killed.  He 
trusted  the  prediction  would  not  be  verified.  The  noble  lord  confessed 
his  surprise  hi  the  tenor  of  the  report  of  the  Gauge  Commission,  which 
at  its  commencement  was  all  in  favour  of  ^e  bro^,  but  at  its  close  re- 
commended the  adoption  of  the  narrow  gauge  on  all  railways.  He 
wished  to  know  wben  the  evidence  on  which  the  report  was  founded  would 
be  laid  on  the  table,  and  what  the  government  intended  to  do.  The 
Earl  of  Dalhousie  reminded  the  noble  lord  that  the  appointment  of  the 
Gauge  Commission  arose  out  of  a  discussion  elsewhere  ;  out  her  M^jcstj's 
Government  would  not  recommend  the  adoption  of  any  further  step,  nntil 
the  two  Houses  had  had  an  opportunity  of  consulting  and  studying  toe  ro- 
port.  The  evidence  on  which  it  was  founded,  when  ready,  would  oe  forth- 
with laid  on  the  table  of  the  House. — Lord  Brougham  thought  the  govern- 
ment justified  in  proposing  the  full  consideration  of  a  question,  the  decision  of 
which  might  affect  future  generations. — Lord  Hatherton  was  of  opinion  that 
the  report  was  founded  upon  the  evidence  principally  of  persons  interested 
in  the  narrow  gauge.  Tne  subject  of  the  competing  lines  well  deserred 
consideration,  U)T,  Siking  the  London  and  Birmingham  as  an  exam^e,  exist- 
ing public  grievances  could  only  be  remedied  by  competition.— The  Ma^ 
quis  of  Londonderry  paid  a  compliment  to  the  talent,  energy,  and  industry 
of  Mr.  Hudson,  in  carrying  out  amalgamation,  but  condenmed  the  principle 
as  injurious  to  the  public  interests. — ^Earl  Grey  would  correct  his  noole 
friend  (Lord  Hatherton)  as  to  the  motion  for  the  Gauge  Commission  arising 
exclusively  from  members  friendly  to  the  narrow  gauge.  He  himself  had 
supported  the  motion,  though  he  had  been  in  favoxir  of  &q  broad  gauge.  He 
thought  highly  of  the  report,  and  hoped  that  a  decision  would  be  come  to  as 
soon  as  possible. — Lord  Hatherton  explained  that  he  had  not  stated  that 
the  commission  had  been  appointed  by  parties  interested  in  either  gauge, 
but  from  the  decision  of  the  other  House,  in  a  particular  case,  in  favour  of 
the  broad  gauge. 

March  3.^P&0€£si>ings  of  Select  Committees. — Earl  Qicy  withdrew 
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the  moti<m8: — ^  1.  That  to  every  question  asked  of  a  witness  under  examina- 
tion before  a  Select  Oommittee  there  be  prefixed,  in  the  minutes  of  the  evi- 
dfinee,  the  name  of  the  lord  at  whose  suggestion  such  question  is  asked.  2. 
That  the  names  of  ^e  lords  present  eacn  day  on  the  sitting  of  any  select 
eonunittee  be  reported  to  the  house  on  the  report  of  such  committee.  3. 
That  in  the  event  of  any  division  taking  place  in  any  Select  Committee,  the 

rition  proposed,  the  name  of  the  proposer,  and  the  respective  votes  of  all 
lords  present,  be  entered  on  the  minutes  of  the  proceedings  of  the  com- 
mittee, and  reported  to  the  house  on  the  report  of  such  committee.*^  He  had 
been  under  the  impression  that  assimilating  the  practice  in  regard  to  select 
eemmittees  to  that  of  the  House  of  Commons  would  be  attended  with  bene- 
ficial remits ;  but  he  had  since  learned  that  those  motions  would  be  opposed, 
as  they  were  contrary  to  the  practice  of  their  lordships'  house.  He  had 
done  so  at  the  suggestion  of  the  l>uke  of  Wellington,  who  explained  that  he 
had  thought  that  we  motions  would  have  been  strictly  in  accordance  with 
parliamentary  practice,  but  on  reference  he  found  he  was  not  correct. 

SirspBisiON  or  thx  STAKDura  Obdbbs. — Lord  Monteagle  hoped  the  house 
would  allow  the  Wexford,  Carlow,  and  Dublin  Bill  to  proceea,  although  it 
had  been  thrown  out  because  of  non-compliance  with  the  Standing  Orders. 
The  objections  to  the  bill  were  not  in  reterence  to  its  merits,  but  because 
certain  notices  had  been  served  on  Sunday  and  on  Christmas-day. — ^Lord 
Bedesdale  said  it  was  useless  to  draw  up  standing  orders  and  have  commit- 
tees, if  it  was  not  intended  to  abide  by  their  decisions.  This  bill  had  been 
considered  by  the  sub-committee,  who  had  decided  that  it  could  not  be  al- 
lowed to  proceed.  There  was  another  tribunal — the  committee  of  standing 
orden^  wno  took  cognizance  of  such  points,  and  it  was  to  this  committee 
that  an  appeal  ouffht  to  be  made.  It  was  idle  to  go  on  with  these  proceed- 
ings, i^  with  an  adverse  decision,  it  was  competent  for  a  noble  lord,  by  an 
appeal  ad  mUerieardiam,  to  induce  the  house  to  allow  the  bill  to  proceed. 
—After  a  few  words  from  Lord  Beaumont,  the  motion  was  agreed  to. 

Mabch  5. — ^The  Marquis,  of  Londonderry  presented  a  petition  praying 
that  the  Standing  Orders  might  be  suspended  as  far  as  regarded  the  County 
of  Down  Railway. — Lord  Bedesdale,  tne  Earl  of  Wicklow,  and  Lord  Mont- 
eagle opposed  tibe  motion ;  so  the  Marquis  of  Londonderry  would  not  press 
the  matter  further. 

^  Mabch  16. — ^Plahb  IiODgbd  on  Sctkdat. — ^Lord  Einnaird  presented  a  peti- 
tion from  a  place  in  Stotland,  complaining  that  Sunday  haa  been  appointed 
u  the  day  for  receiving  the  plans  at  the  Board  of  Trade,  and  that  the  no- 
tices were  pasted  on  the  church-doors. — The  Earl  of  Dalhousie  said  that  the 
church-doors  had  been  selected  as  the  most  public  place  for  posting  the 
notices,  and  there  appeared  no  reason  why  that  course  which  was  advisable 
in  England  should  not  also  be  adopted  in  Scotland.  With  regard  to  the 
other  point,  the  law-officers  of  the  (hx>wn  gave  their  opinion  that  it  was  ne- 
cessary that  the  plans  of  the  new  railways,  which  involved  the  expenditure 
of  an  amount  of  many  millions  of  monev,  should  be  lodfl;ed  by  the  30th  of 
Kovember.  That  necessity  arose  out  of  the  Standing  Orders  of  Parliament. 
He  hoped,  however,  shortly  to  submit  changes  in  the  resolutions  which 
would  meet  the  public  feeling. 

Mabcb  19. — Th^  presentation  of  a  petition  by  the  Marquis  of  Clanricarde 
complaining  of  the  substitution  by  the  London  and  York  Bail  way  Company 
of  an  amended  contract  deed  for  the  one  before  the  House  last  year,  gave 
rise  to  a  lengthened  conversation,  which  led  to  no  result. — ^Lord  Kinnaird 
pve  notioe  that  on  Thursday  week  he  should  move  for  a  committee  to  take 
mto  consideration  the  propnety  of  enforcing  one  uniform  system  of  manage- 
ment on  railroads  already  in  operation,  and  those  in  course  of  construc- 
tion. 
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COMMONS. 

FflB.  21. — ^Wbst  Riding  Uniov. — Mr.  Estcourt  moved  ^  Th&t  so  much  of 
the  report  of  the  select  committee  on  Standing  Orders,  presented  to  the  House 
on  Friday  last,  as  relates  to  the  West  Riding  Union  Railway  petition ;  si 
also,  that  the  order  of  the  Honse  of  the -same  day,  that  a  hill  be  brou^t  in, 
in  consequence  of  that  report,  be  annulled."  He  said  the  resolution  wti 
called  for,  in  consequence  of  an  error  that  had  crept  into  the  report  of  the 
Standing  Orders  committee  made  on  Friday  night.  The  report  as  broo^^ht 
up  to  the  House,  recommended  that  in  the  case  of  the  West  Riding  Union 
Kiailway  bill,  the  Standing  Orders  ought  to  be  dispensed  with,  whereas  the 
decision  of  the  committee  was,  that  the  Standing  Orders  in  this  case  should 
not  be  dispensed  with.  The  error,  he  felt  assured,  was  altogether  a  clericil 
one  ;  and  ne  did  not  think  the  parties  interested  in  promoting  this  bill  had 
any  right  to  complain,  as  it  was  distinctly  stated  to  tnem  that  the  committee 
would  report  agam.  He  hoped  the  House  would  agree  that  the  proceedings 
of  Friday  night  arose  from  an  erroneous  report,  and  that  they  would  annul 
them.  Mr.  U.  Wood,  as  one  of  those  whose  names  were  on  the  back  of  ih» 
bill,  was  clearly  of  opinion  that  the  parties  concerned  ought  not  to  derire 
any  advantage  from  the  error  whicn  had  been  conmiittod.  At  the  same 
time,  if  erer  there  was  a  case  with  respect  to  which  the  Standing  Orders 
might  be  relaxed,  it  was  the  present ;  because,  in  the  first  place,  the  advan- 
tages to  be  derived  from  the  railway  were  undoubted,  and  in  the  second,  it 
might  be  said  to  have  the  support  of  all  the  landowners  and  other  parties 
interested,  there  being  but  one  quarter  of  a  mile  of  dissent  out  of  55  miles. 
The  motion  that  the  order  of  the  House  be  null  and  void  was  then  agreed 
to. — ^On  the  question  that  the  report  be  referred  back  to  the  committee,  Mr. 
B.  Denison  said  the  company  had  been  exceedingly  unfortunate ;  for  last 
year,  although  their  bill  passed  the  Commons,  it  was  thrown  out  by  the 
Lords.  The  company  had  since  then  become  amalgamated  with  a  rival  com- 
pany, and  there  was  now  no  serious  objection  against  this  proposed  line, 
whicn  he  believed  would  greatly  benefit  the  country  through  which  it  was 
to  pass. — ^Mr.  Aglionby  quite  concurred  in  the  explanation  given  by  the  bon. 
chairman  of  the  committee,  and  hoped  the  House  would  sanction  his  pro- 
posal. But  he  thought  the  committee  ought  to  be  permitted  to  take  the  whole 
nets  of  the  case  into  their  consideratioiL  and  not  be  limited  to  those  niiidi 
they  had  alreadv  considered. — ^After  a  few  words  from  Lord  Morpeth  in 
favour  of  the  bill,  but  concurring  in  the  propriety  of  no  advantage  bemg 
taken  of  the  mistake,  the  motion  was  then  agreed  to. 

Feb.  27. — ^Lord  Olive  having  moved  the  second  reading  of  the  Shropshire 
Union  Railways  and  Canal  ([Chester  and  Wolverhampton  line)  bill,  Mr. 
Thomley  proposed  as  an  amendment  that  the  bill  be  read  a  second  time 
that  day  six  months.  The  object  of  the  proposed  railway  was  to  shut  up 
the  canal  from  the  ironmasters  in  the  nei^bourhood  of  Wolverhampton,  so 
that  the  trade  would  be  greatly  inconvenienced  if  the  railway  were  allowed 
to  be  constructed. — ^Mr.  Loch  opposed  the  amendment,  on  the  ground  that 
the  trade  of  the  ironmasters  would  be  benefited  rather  than  injured  by  the 
proposed  railway ;  and  after  a  few  words  in  reply  frt)m  Lord  dive,  Mr. 
Thomley  consented  to  withdraw  his  amendment. — ^The  amendment  was  ac- 
cordingly withdrawn,  and  the  bill  was  read  a  second  time,  and  ordered  to  be 
committed. — Mr.  Estcourt  moved  "  That  it  be  an  instruction  to  the  com- 
mittee of  selection  to  refer  the  Direct  London  and  Portsmouth  bill,  the 
Sheffield  and  Lincolnshire  Junction  bill,  and  the  London  and  York  bill,  to 
the  Chairman  of  Ways  and  Means,  and  to  two  other  members,  not  being 
those  whose  names  are  on  the  back  of  the  bills  respectiveIy."-^A^ed  to. 

Makch  3. — Standing  Orders   on  Railways. — On  the  motion  of  Mr. 

Qreene,  the  following  resolution  was  a^ed  to :  '^  That  the  Standing  Order 

*  Ko.  110,  requiring  three  clear  days'  notice  of  the  second  reading  of  a  private 

bill ;  and  Standing  Order  No.  134,  requiring  three  clear  dayr  notice  of  a 
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Meond  leai^g  to  be  giyen  in  the  Private  Bill  Office ;  and  Standing  Order 
No.  139,  requiring  one  clear  day's  notice  in  the  Private  Bill  Office  of  the  day 
proposed  for  the  report  of  every  private  bill,  and  also  for  the  consideration  of 
the  report ;  and  Standing  Order  No.  123,  requiring  the  reports  on  railway 
bills  to  be  discussed  every  Tuesday  and  Thursday ;  and  Standing  Order  No. 
142,  requiring  one  clear  day's  notice  of  the  third  reading  of  a  bill ;  and 
Standing  Order  No.  124,  prohibiting  any  private  bill  from  passing  through 
two  sta^  on  the  same  day,  be  suspended  with  respect  to  all  bills  entitled 
to  the  privileges  granted  by  the  resolutions  of  the  House  on  the  7th  dajr  of 
July  last.  That  such  bills  may  be  read  a  second  time  on  the  day  following 
the  first  reading  of  such  bills.  That  the  committees  on  such  bills  may  re- 
port, and  such  report  may  be  considered  on  the  same  dav  with  that  on  which 
the  committee  sits.    That  such  bills  may  be  read  a  third  time  on  the  follow- 


Rmmo  Union  Railway. — ^Petitions  from  Longwood  and  Qolcar, 
Ha2i£uc,  and  about  seven^  other  places ;  firom  0.  MacCeiy,  Sutherland,  H. 
Brown,  J.  Greenwood,  and  X).  Harrisworth,  and  the  Justices  of  the  Peace  in 
the  West  Biding  of  York,  were  presented,  praying  that  the  Standing  Orders 
min^t  be  dispelled  with,  and  the  parties  allowed  to  proceed  with  their  bill. 

Makoh  6. — ^Am ALQAXATiON  OF  RAILWAYS. — ^Mr.  W.  Patten  wished  to 
know  whether  the  Qovemment  intended  to  take  any  measure  this  session 
with  the  view  of  settling  the  different  amalgamation  bills  now  before  Parlia- 
ment. The  committee  had  directed  him  to  put  the  question  before  the^r  pro- 
ceeded any  further  with  the  subject. — Sir  G.  Clerk  said  that  the  question  of 
the  amalgamation  of  existing  railroads  had  been  fully  considered  by  the 
railway  department  of  the  Board  of  Trade  last  year;  and  one  of  the  re- 
ports was  devoted  exclusively  to  this  subject  In  that  report  they  laid  down 
general  rules  under  which  such  amalgamation  should  be  permitted.  In 
every  instance  the  amalgamation  of  existing  railroads  was  permitted^  be- 
Okuse  where  the  railways  proposed  to  be  amalgamated  lay  in  the  same  direct 
line,  the  public  would  be  advantaged  by  the  traffic  being  earned  through- 
out the  wnole  length  of  those  lines  under  the  same  management.  But,  on 
^e  other  hand,  it  would  be  depriving  the  public  of  the  benefit  of  competi- 
tion, if  railroads  that  ran  parallel  to  each  other  were  permitted.  He  did  not 
know  whether,  as  a  general  principle,  amalgamation  should  be  permitted  or 
not;  but  he  was  of  opinion  that  it  would  be  extremely  inconvenient  that 
where  amalgamations  were  proposed  to  take  place,  that  thev  should  be  re- 
fened  to  the  same  committee  as  those  which  sat  on  separate  bills.  In  general, 
those  amalgamation  bills  were  not  opposed ;  they  came  before  the  committee 
as  unopposed  bills,  and  the  attention  of  the  committee  was  given  to  bills 
that  were  opposed.  He  thought,  in  consequence,  that  all  those  bills  should 
be  referred  to  the  same  comnuttee,  who  should  take  care  that  no  amakamur 
tion  took  place  which  would  not  be  for  the  benefit  of  the  public— -Sir  G. 
Grey  wished  to  know  whether  the  Government  would  propose,  as  the  com- 
mittees were  now  about  to  sit  on  railway  bills,  any  suggestions^  for  their 
guidance  respecting  the  broad  and  narrow  gauee. — Sir  G.  Clerk  said  that  he 
had.  half  an  hour  ago,  seen  the  parallel  evidence,  and  that  he  hoped  in  a 
week  or  a  fortnight  to  lay  it  betore  the  House. — Mr.  F.  Maule  said  that 
many  of  the  bills  would  not  attract  the  attention  of  the  committee  at  all 
with  respect  to  amalgamation. 

Makch  19. — Delay  of  thb  Boabd  or  Trade. — ^Mr.  Greene,  in  bringing  up 
a  Report  firom  the  Committee  of  Selection,  said  that  ^eat  complaints  from 
the  promoters  of  railway  bills  were  made  against  public  departments,  which 
were  in  the  habit  of  delaying  to  the  last  moment  clauses  it  was  their  pro- 
vince to  supply  for  each  of  those  measures,  and  the  consequence  was  that 
considerable  expense  was  entailed  upon  the  parties,  from  the  necessity,  which 
the  omission  complained  of  caused,  of  re-committing  the  bills  for  the  inser- 
tion of  the  clauses  so  delayed. — ^Sir  G.  Clerk  apologized  on  the  ground  of  the 
great  pressure  of  business. On  the  motion  of  Mr.  Kstcourt,  the  Standing 
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Oxdtr,  No.  110,  WM  ordered  to  be  siupeQded  00  &r  m  regtided  the  ChiAoito 
and  Bognor  bill,  and  the  bill  was  reui  a  second  time  and  ordered  to  be  eoi&- 
mitted. Maps  of  Railway  Biuls. — ^Mr.  Hume  mored,  punmant  to  no- 
tice, the  following  resolution  (postponed  from  a  former  daj)  :—-^  That  in  cue 
of  bills  for  making,  main  tain  ing,  varying,  extending,  or  enlarging  any  aque- 
duct, archwajjr,  bridge,  weir,  canal,  cul^  dock,  ferry,  harbour,  navigatMm, 
pier,  port,  railway,  reservoir,  tunnel,  turnpike-road  and  waterwoik,  and  for 
all  other  works  and  inclosures  on  tidal  knds  within  the  ordinar|r  spring 
tides,  a  general  plan  showing  the  situation  and  approaches  to  the  said  sque- 
duct,  archway,  bridge,  &c^  should  be  denoted  upon  a  sheet  or  sheets  of  the 
Ordnance  survey  when  published,  or  else  upon  maps  of  an  equivalent  scale, 
and  extending  ten  miles  on  eacn  side ;  together  with  enlar^  plans  and 
sections  of  such  parts  of  the  works  as  axe  on  the  tidal  lands  within  the  ordi- 
nary spring  tides,  on  a  scale  of  not  less  than  twenty  feet  to  an  inch,  with 
the  dimensions  figured  thereon,  shaU,  on  or  before  the  30th  day  of  November, 
be  deposited  in  &e  Board  of  Admirality ;  and  that  the  same  resolution  be 
made  a  Standing  Order."  The  hon.  member  said  he  had  now  framed  his  re- 
solution so  that  it  should  meet  the  views  of  several  who  would  have  opposed 
it.  As  the  law  now  stood  no  bill  for  a  railroad  or  work  interfering  with  any 
river,  harbour,  or  tidal  water,  could  pass  the  House  without  the  sanction  of 
the  Board  of  Admirality.  Aa  to  the  propriety  of  such  a  rule  no  question 
could  be  raised,  but  the  object  of  the  resolution  he  had  moved  was  to  prsYent 
delays  and  inconveniences.  Now,  the  object  of  the  resolution  was  to  place 
the  Admiralty  in  the  same  position  as  the  Board  of  Trade,  with  reference  to 
the  deposits  of  plans  and  sections ;  and  thus  to  enable  the  Admiral^  to  dis- 
charge the  important  duties  assigned  to  them,  and  save  the  expenses  con- 
sequent upon  delay.— <]!apt.  Berkelev  (Gloucester)  remarked  that,  although 
last  year  a  railway  bill  nad  been  thrown  out  in  consequence  of  ike  nfunl 
of  the  Admiralty  to  sanction  the  construction  of  a  brid^  over  Uie  rifer 
Bevem,  the  promoters  had  reintroduced  the  bill  this  session,  and  had  put 
rarties  interested  in  the  navigation  of  that  river  to  considerable  eioense. 
The  second  reading  of  that  biU  stood  for  Monday  night,  and  he  should  00- 
pose  it  to  the  utmost  of  his  power. — ^After  a  discussion  between  Lord  & 
urosvenor,  Sir  G.  Oockbum,  ana  others  respecting  the  interference  with  the 
river  Dee  navigation  by  railway  schemes,  which  the  Admiralty  would  not 
sanction,  the  motion  was  carried. ^Deposit  or  Plairi  ok  SvirnAT. — In  ro- 

Sy  to  Sir  R.  Inglis,  Sir  G.  Clerk  promised  to  alter  the  Standing  Order. 
BTRopoLiTAH  Termiiti. — Sir  R.  Feel  stated,  after  a  short  discussion  com- 
menced by  Mr.  W.  Patten,  that  the  Government  would  give  public  notice  ai 

the  course  it  intended  on  Monday  next. ^Lsqislativs  IirTxnnEBiHGS.— 

Mr.  Morrison  moved  for  a  special  committee  to  inquire,  whether,  without 
discouraging  legitimate  enterprise,  conditions  may  not  be  embodied  in  rail- 
way Acts  better  fitted  than  those  hitherto  inserted  to  promote  and  secure 
the  interests  of  the  public.  He  considered  that  the  experience  of  the  last 
few  years  was  sufiicient  to  show  that  the  development  of  traffic  was  ffOiDg 
on  in  a  way  never  anticipated,  and  he  proposed  that  an  inquiry  should  be 
instituted  as  to  what  extent  it  would  be  practicable,  by  means  of  a  genenl 
revision  of  the  existing  railway  Acts,  to  relieve  the  railway  committees  from 
the  very  hearjr  business  now  on  their  shoulders.  Another  important  quei^ 
tion  was,  whether  any  limitation  in  the  period  of  leases  genera^ 
given  to  railway  Companies  would  be  practicable  or  beneficiall  He 
thought  enough  had  been  established  to  prove  that  the  trafilc  and  rail- 
roads must  increase  in  this  country  as  the  wealth  and  population  of  the 
countnr  increases.  It  would  therefore  be  desirable  that  the  revision  of  the 
rate  of  fares  on  those  lines  should  be  considered,  and  whether  the  period  for 
which  leases  were  generally  given  could  not  be  limited  without  checking  in 
the  slightest  degree  the  construction  of  new  lines.  It  was  impossible  to 
deny  that,  when  they  saw  how  successful  the  plan  was  in  France,  wh«e  the 
lines  were  given  on  limited  leases,  all  the  capitalists  of  eminence  in  FiBh 
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ftnd  almort  all  of  those  in  London,  were  prepared  to  bid  for' those  lines.  A 
deleimin&ble  lease,  Taiying  firom  twenty-one  to  forty-five  years,  would  be  pre- 
ferable to  the  present  system.  If  it  could  be  shown  that  we  should  be  able 
to  get  railroaas  made  in  that  way,  and  that  companies  would  be  willing  to 
construct  such  public  works  upon  a  lease  of  forty  years,  or  any  other  desir- 
able term,  surely  the  House  could  not  doubt  the  propriety  of  adopting  such 
a  course.  It  would  also,  he  thought,  be  desirable  for  the  nulways  them- 
selves. He  would  not  advise  the  House  to  give  up  the  principle  of  compe- 
tition; that,  however,  was  not  enough,  something  more  than  competition 
was  necessary  in  railways  as  well  as  in  banking.  Every  vear  they  should 
understand  l>6tter  to  what  extent  the  traffic  was  likely  to  be  carried.  This 
country  possessed  much  greater  means  of  constructing  and  working  railroads 
than  any  other.  The  present  was  the  opportunity  for  reconsidering  the 
Bubject  in  all  its  aspects.  He  then  moved  for  the  appointment  of  a  spedid 
committee. — Mr.  Mangles  would  not  refuse  the  committee.  He  said  that 
the  opinion  in  this  country  was,  that  the  greatest  sco^  should  be  given  to 
private  enterprise.  It  was  true  that  some  railroads  paid  large  incomes,  but 
tile  average  returns  of  ndlroads  in  this  country  did  not  exceed  6f  per  cent., 
and  he  iHslieved  if  all  the  capital  were  paid  up,  instead  of  large  sums  of 
money  being  borrowed  at  3  and  3f  per  cent.,  to  enable  companies  to  pay 
hi^er  dividends,  the  average  return  would  not  exceed  3^  or  4  per  cent. ; 
and  to  encourage  national  enterprise  the  present  prices  should  be  main- 
tained.— The  BlackwaU  Railroad,  which  had  cost  more  than  300,000/.  per 
mile,  had  not  for  a  considerable  time  paid  anything  to  the  shareholders  for 
their  investment,  and  now  onlv  returned  one  and  a  quarter  per  cent. ;  but, 
nevertheless,  it  was  a  most  useml  railroad.  In  England,  2,264  miles  of  rail- 
road was  actually  open,  and  in  1844  Parliament  had  sanctioned  787  miles 
more,  which,  if  actually  completed,  would  give  a  total  of  3,061  miles.  In 
the  Session  of  1845,  bills  passed  the  House  of  Commons,  sanctioning  2,840 
more,  thus  making  a  total  of  6,891  miles  of  railroad  actually  opened,  or 
likely  to  be  completed.  That  was  the  result  of  the  system  with  which  the 
hon.  gentleman  found  fault ;  and  in  France  there  were  onlv  876  miles  of 
railroad  actually  opened.  If  the  French  system,  so  much  lauded  by  the 
hon.  gentleman,  had  been  pursued  in  this  countrv,  not  one  tithe  of  the  pre- 
sent railroads  would  have  oeen  opened ;  but  we  had  been  so  successful  in 
making  our  own  railroads  that  we  had  constructed  lines  in  France,  and  our 
veiy  success  was  now  attempted  to  be  turned  against  us  by  the  hon.  gentle- 
man. There  were  only  the  Orleans  and  Rouen,  and  as  yet  there  was  no 
railroad  between  Calais  and  Paris.  A  ^reat  portion  of  the  Orleans  and  Rouen 
lines  had  been  made  by  English  capital,  and  a  considerable  premium  had 
been  paid  on  that  capital.  He  predicted  that  before  the  terms  of  the  French 
loans  were  out  English  fares  would  be  lower  than  those  of  the  French.  Mr. 
Horrison^s  principles  were  unsound,  and  any  departure  from  the  sound 
English  principle  of  open  competition  would  be  regretted. — ^Mr.  Parker 
(Sheffield)  was  convinced  that  unless  some  check  was  placed  on  speculation, 
the  industrial  resources  of  the  counti^  would  suffer  from  an  undue  with- 
dmwal  of  capital  to  be  invested  in  railways. — Mr.  Hudson  showed  the  cor- 
rectness of  his  predictions  as  to  the  number  of  schemes  before  Parliament, 
and  the  amount  of  the  deposits.  Respecting  the  application  of  the  neces- 
sary capital,  Mr.  Hudson  then  spoke  as  follows:— "Of  the  100,000,000? 
already  mentioned,  probably  20,000,000?.  wUl  be  paid  to  the  landowners  for 
land  which  it  will  be  necessary  to  purchase.  Sir,  that  is  no  tax  upon  the 
surplus  capital  of  the  country ;  it  is  a  mere  transfer  from  the  capitalists  to 
the  landowners.  The  landowner,  as  I  stated  before,  either  employs  the 
money  he  receives  in  paying  off  mortgages,  or  lends  it  to  a  company  en- 
gaged in  constructing  a  railway,  or  employs  it  in  some  other  way  for  his 
own  advantage.  Since  the  former  debate,  I  have  consulted  other  parties 
on  this  subject,  and,  from  information  which  I  possess,  have  ascertained 
certain  important  particulars,  showing  that  a  still  further  sum  may  be 
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deducted  from  the  eapital.  I  will  state  my  view  of  the  metier,  which 
I  believe  to  be  correct.  The  original  cost  of  the  London  and  Birminffhim 
Railway  wal^  I  believe,  about  45,000/.  per  mile,  and  of  that  sum  9,00^.  per 
milo  was  paid  to  landowners.  The  Midland  KaQway  cost  about  40,000/. 
a  mile.  I  believe  the  amount  was  37,000/.  or  38,000^.;  and  6,000/.  or 
7,000/.  was  paid  for  land.  Generallv  speaking,  I  believe  that  hitherto 
one-fifth  of  the  whole  amount  has  been  thus  expended.  For  royalties, 
for  ballast,  for  sleepers,  and  for  other  items  connected  with  land,  there 
must  be  allowed  a  further  sum  of  5,000,000/.  which,  like  the  money  pud 
for  the  land  itself,  is  not  taken  from  the  surplus  capital  of  the  country. 
Then  I  put  the  contractor's  profit — ^it  mav  be  more  or  less,  but  I  take  the 
general  estimate  and  fair  average,  and  I  hope  the  hon.  member  for  Inver- 
ness will  not  think  the  amount  too  large— 1  say  I  put  the  profit  of  the  con- 
tractor at  10  per  cent.  No  person,  I  think,  can  say  that  thlat  is  too  Ivge  a 
remuneration  for  the  capital  so  employed.  Well,  then,  I  think  it  probable 
that  we  shall  see  a  decrease  of  from  two  to  three  millions  in  the  poor-rates, 
arising  from  the  ample  employment  which  will  be  given  to  the  poor  by  these 
railway  projects.  I  also  think  it  probable  that  from  7,000,000/.  to  9,000,000/. 
will  be  paid  to  labourers  who  would  otherwise  be  unprofitably  employed. 
On  the  whole,  therefore,  of  the  100,000,000/.  which  you  may  be  aoout  to 
grant  the  power  of  raising,  I  think  that  not  more  than  50,000,000/.  can  he 
properlv  regarded  as  a  tax  on  the  surplus  capital  of  the  country.  I  do  not 
think  that  that  is  a  large  amount,  considering  that,  twenty  or  thirty  yean 
ago,  we  were  raising  from  80,000,000/.  to  90,000,000/.  in  taxation,  and  that 
now,  when  we  are  better  able  to  bear  the  burden,  we  are  raising  only  about 
50,000,000/.  In  1844, 14,000,0CX)/.  was  the  amount  of  money  aOowed  to  be 
expended  in  railways.  I  sincerely  believe,  and  to  a  large  extent  I  can 
declare  from  my  own  knowledge,  that  most  of  that  money  has  been  ex- 
pended, and  that  the  principal  fines  are  open,  and  in  active  operation.  The 
14,000,000/.,  therefore,  for  which  bills  were  passed  in  1844, 1  put  out  of  the 
account  altogether.  The  sum  estimated  by  Sir  R.  PeeL  with  reference  to 
the  year  1845,  was  50,000,000/. ;  and  from  the  number  of  lines  under  my  own 
direction,  I  am  enabled  to  state,  that  from  two  to  three  hundred  miles  of  the 
ml  ways,  for  which  bills  were  passed  in  1845,  will  j^robably  be  opened  some 
time  during  the  autumn  of  next  year.  I  wish  to  give  the  House  all  the  in- 
formation that  I  possess  on  this  subject.  I  feel  satisfied  that  there  need  be 
no  alarm  as  to  the  employment  of  capital,  provided  it  be  well  and  profitably 
invested.  I  think  it  is  far  more  important  for  Parliament  to  take  care  that 
they  do  not  give  power  to  construct  lines  which  would  be  unproductive  to 
the  shareholders  and  useless  to  the  public,  than  to  place  limits  to  tiie  pro- 
gress and  enterprise  of  this  great  country."  He  estimated  the  annual 
revenue  of  railways  at  7,000,000/.  The  laxge  incomes  now  derived  from 
railways,  and  which,  generally  speaking,  are  employed  by  many  who  hate 
largo  surplus  means  in  the  construction  of  other  hues,  were  to  be  considered. 
Those  not  content  with  making  4,  5  or  6  per  cent,  go  out  of  old  ooncems  to 
invest  in  new  lines ;  while  those  lines  who  are  paying  a  steady  interest  ve 
sought  out  by  parties  wishing  a  fair  interest,  and  not  choosing  to  embark  in 
speculation.  He  contended  that  commercialists  felt  the  injury  of  this  con- 
stant meddling  and  perpetual  legislation.  He  said — "  We  want  to  rest  on 
some  firm  basis.  We  want  to  know  on  what  principle  we  are  to  enter  upon 
these  great  commercial  undertakings.  When  only  two  years  have  elapsed 
since  the  passing  of  a  bill,  surely  the  hon.  member  might  give  us  two  more. 
He  has  stated  nothing  which  he  did  not  know  the  last  time  the  House  legis- 
lated on  this  subject ;  and  he  has  not,  in  my  opinion,  adduced  a  single 
reason  for  calling  on  the  Hou&e  to  go  into  committee,  and  to  consider  the 
legislation  of  a  question  which  was  amicably  settled  by  an  arrangement 
which  should  coutiuue  for  the  next  seven  years.  We  ought  to  have  some 
security  for  our  property,  and  some  rest  from  the  constant  agitation  of  legis- 
lation.   The  hon.  member  for  Inverness  (Mr.  MorrLion)  has  got  an  idea  that 
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railways  are  the  most  ]>rofitable  speculations  ever  embarked  in  by  private 
individuals.  Why,  sir,  if  we  only  look  at  the  history  of  canals,  we  shall  find 
that  railways  have  done  nothing  in  comparison ;  and  yet  our  forefathers 
never  attempted  to  interfere  with  canal  charges  and  canaJ  property.  Why 
not  let  railway  property  stand  on  as  stable*a  foundation  1  Her  Slaiesty's 
Government  seem  very  much  inclined  to  concede  everything  except  what  we 
on  this  aide  of  the  house  ask  them  to  do.  But  on  this  question  1  will  refer 
to  railway  property.  I  find,  from  the  statement  of  tne  last  half-yearly 
Reports  of  the  different  companies^  that  the  sum  of  67,283,217^.  has  been 
expended  already  in  railways.  Now,  what  is  the  dividend,  what  is  the 
amount  of  money, — I  was  gomg  to  say,  what  is  the  amount  of  plunder  which 
gentlemen  who  are  engaged  in  these  undertakings  have  to  revel  in  ?  I  am 
sure  I  should  be  very  glad  to  meet  the  hon.  member  for  Inverness  by  placing 
a  railway  under  his  management.  I  sincerely  recommend  him  to  try  what 
he  can  do,  and  to  tell  us  ne±t  year  what  he  has  been  able  to  accomphsh.  If 
he  can  obtain  a  larger  dividend  through  having  small  fares  and  charges 
than  large  ones,  I  am  sure  he  wiU  carry  more  weight  with  her  Majesty's 
GoYemment.  I  would  willingly  negotiate  for  him  a  railway,  the  manage- 
ment  of  which  should  be  conducted  entirely  on  his  own  principles,  and  then 
he  would  be  able  to  tell  the  House  from  experience  what  has  been  the  effect 
of  low  fares  and  charges.  If  he  can  only  convince  the  world  that  a  half- 
penny a  mile  is  better  for  all  parties  than  a  penny,  he  will  have  done  good 
service.  But,  sir,  I  do  protest  against  gentlemen  coming  down  to  this 
House, — after  wo  have  ta!ken  the  initiatory,  and  induce  the  people  of  Eng- 
land to  invest  their  money, — coming  down  I  say,  to  speculate  upon  property, 
the  owners  of  which  have  had  a  fair  understanding  with  Parliament.  I 
cannot  hut  feel  that  such  a  proceeding  as  the  granting  of  this  committee 
will  be  something  like  a  breach  of  the  agreement  to  which  we  came  when 
the  former  bill  was  passed."  He  then  alluded  to  the  average  railway 
dividends.  There  are  thirty-nine  railways  which  have  been  constructed  at 
a  cost  of  67,000,000/.  Of  those  thirty-nine,  twelve  pay  less  than  6  per  cent.,  and 
fourteen  between  5  and  6  per  cent.  Surely  even  the  hon.  gentleman  will  not 
think  that  two  large  an  amount.  How  long  these  poor  people  remained 
altogether  without  a  dividend  he  was  not  able  to  state.  Six  others  named 
pay  8  per  cent,  the  remaining  7  from  9  to  10  per  cent.  These  discussions 
can  have  no  good  result,  and  the  railway  interest  is  determined  firmly 
to  maintain  their  rights — frights  which  have  been  granted  imder  successive 
Acts  of  Parliament,  and  which  I  boldly  aver  that  it  is  your  dutv  to  secure.— 
Mr.  Labouchere  did  not  think  that,  taking  the  blauKS  with  the  prizes,  the 
profits  had  been  enormous,  and  he  was  far  from  grudging  those  who  had  suc- 
ceeded the  well-earned  reward  which  their  intelligence  and  perseverance 
had  acquired.  He  agreed  that  meddling  with  capital  was  prejudicial ;  but 
here  was  a  system  under  which  the  whole  internal  communication  of  the 
country — its  passengers'  traffic  and  the  carriage  of  all  its  goods — was  gra- 
dually getting  into  the  hands  of  a  few  great  capitalists !  When  he  consi- 
dered the  amount  which  had  gone  out  in  former  years  in  the  shape  of  loans. 
and  when  he  looked  at  the  resources  and  income  of  this  country,  he  could  feel 
few  fears  on  that  score.  What  he  rather  dreaded  was  the  effect  of  these  specu- 
lations on  the  labour  market ;  but  the  question  altogether,  and  especially  with 
reference  to  the  withdrawal  of  capital,  was  one  of  so  much  nicety,  that  he  felt 
that  if  touched  at  all,  it  must  be  dealt  with  on  the  responsibility  of  Govern- 
ment, and  that  if  Government  did  not  come  forward,  that  House  ought  not 
to  take  upon  itself  to  interfere. — Sir  G.  Clerk  concurred  in  all  Mr.  Labou- 
chere had  said.  The  number  of  schemes  had  been  so  materially  reduced, 
that  Her  Majesty's  Government  felt  it  unnecessary  to  adopt  any  plan  of  se- 
lection. He  gave  a  cautious  assent  to  Mr.  Morrison's  motion  ;  and,  without 
pledging  the  Government  to  Mr.  Morrison's  course,  promised  him  a  full  in- 
quiry. He  should  be  heartUy  pleased  to  see  twentv  other  companies  follow 
tne  example  of  the  London  and  Birmingham^  and  voluntarily  give  to  tho 
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public  the  most  fkTOurabld  teniiB  in  their  ]90wer. — Mr.  Hayter  depreetUd 
this  constant  interference  with  the  vast  railway  interests  of  the  country. 
The  Chreat  Western  alone  paid  to  the  Government  last  year,  under  this  head, 
no  less  a  sum  than  30,000/.,  besides  what  it  paid  along  the  line  in  the  shape 
of  local  taxation,  poor  rates,  county  rates,  and  so  on,  amounting  to  fully  an- 
other 80,000/.  In  Belgium,  the  railways  contributed  no  taxes  of  any  de- 
scription to  the  country ;  and,  in  France,  they  paid  no  direct  taxes  to  the 
Government. — ^Yiscount  Ebrington,  and  Messrs.  Aglionby  and  Hume,  sup^ 
ported  the  motion. — Mr.  Entwisle  suggested  the  appointment  of  an  open 
committee  of  practical  men,  out  of  the  House,  to  investigate  the  merits  of 
railway  schemes  l>efore  they  were  brought  in. — ^Mr.  P.  M.  Stewart  thought 
the  motion  should  have  emanated  from  the  Government;  Mr.  Morrison  did  not 
appear  to  know  what  ought  to  be  the  tendency  of  the  legislation  that  should 
be  adopted.  If  the  French  railway  tariff  was  compared  with  that  of  the 
princi^  English  lines,  the  latter  would  be  found  more  advantageous  to  the 
public.  Take,  for  instance,  the  fares  from  London  to  Rugby ;  they  were  14i., 
10».,  and  68,  lOd.,  for  the  first,  second,  and  third  class  passengers  for  a  dis- 
tance of  84  miles.  The  tariff  from  Paris  to  Rouen,  an  equal  £stance,  me 
16  fnmcs,  or  135.  4d.,  lOs.  lOd,,  and  8#.  4d.j  for  the  first,  second,  and  uiird 
class ;  showing  8^1.  difference  in  favour  of  the  rich  on  the  French  line,  and 
St,  Ad.  against  Qs.  \0d,  as  against  the  poorer  classes  of  railway  travellers.  It 
was  only  his  wonder  that  fares  on  the  English  lines  were  so  moderate,  con- 
sidering the  expenditure  incurred  in  the  preliminary  expenses.  His  hon. 
friend,  the  member  for  Inverness,  had  talked  of  the  Great  Leviathans,  the 
London  and  Birmingham  and  Great  Western  Railway  Companies,  and  he 
had  likewise  condemned  the  amalgamation  that  had  taken  place  hetween 
some  of  the  lines  as  having  proved  injurious  to  the  public.  In  the  instance 
to  which  he  had  referred  was  the  amalgamation  injurious  7  What  had  been 
the  effect  of  it  1  In  every  respect  the  rates  had  been  lowered ;  the  pace  also 
had  been  quickened,  and  the  charge  for  transporting  goods  was  lower  than 
before.  He  thought  no  good  would  result  from  the  committee. — ^Lord  Wors- 
ley  and  Sir  G.  Grey  supported  the  committee.— Sir  R.  Peel  said  that  there 
was  one  important  point  not  adverted  to  in  his  hearing  during  the  present 
discussion,  though,  perhaps,  as  he  had  been  absent  for  a  short  time,  it  might 
have  been  noticed  in  that  interval.  The  point  was,  as  to  the  course  which 
the  hon.  member  for  Inverness  would  take  in  the  committee,  and  whether  he 
would  not  be  generally  expected  to  adhere  to  the  principles  which  he 
had  laid  down  in  his  published  pamphlet.  The  hon.  member  seemed 
to  think  that  great  errors  had  been  committed  in  respect  to  past  rail- 
way legislation,  •  and  he  had  thrown  out  various  suffgestions  for  cor- 
recting and  avoiding  those  errors  for  the  future,  ^o  of  those  sug- 
gestions were  to  be  remarked:  the  first,  whether  it  might  not  be  im- 
perative on  the  Legislature  to  reserve  to  itself  full  powers  for  reviling 
the  conveyance  tariffs  in  all  bills  that  might  hereafter  seek  the  sanction  of 
Parliament ;  the  second  was,  whether  it  might  not  be  advisable  to  adopt 
the  French  system,  and  to  give  to  each  future  company  only  a  qualified  and 
temporary  interest  in  the  railway  constructed  by  it.  But  before  the  opinion 
of  tne  committee  is  to  be  made  known,  a  considerable  time  must  elapse. 
What  was  to  be  done  with  the  railways  now  in  progress  1  That  was  one  of 
the  most  important  subjects  to  which  the  committee  could  direct  its  atten- 
tion, for  the  purpose  of  avoiding  past  errors.  Parliament  had  a  right  to 
correct  the  mistakes  that  had  been  made,  and  to  apply  truer  principles  to 
the  new  projects.  In  so  doing,  no  rights  would  t^  violated.  And  where 
parties  came  again  before  them,  asking  their  sanction  for  the  amalgamation 
of  old  lines  and  new  lines  of  rail,  it  was  clear  that  in  cases  where  privil^es 
so  great  were  asked  for.  Parliament  in  granting  them  had  a  risht  to  impose 
new  conditions.  But  would,  in  the  mean  time,  all  railway  legislation  be 
suspended  ?  Would  it  not  rather  be  advisable  to  frame  a  clause  for  inser- 
tion into  every  future  railway  bill,  for  the  purpose  of  subjecting  them  to 


PABLIAMlNTABir  PBOCRKDtNOS.  fill 

uj  molufticms  to  wliich  Parliament  might  in  future  oome  m  to  the  dunir 
tion  of  iheM  eompaniea  1  With  respect  to  limiting  the  duration  of  railway 
eompaniesy  that  was  a  very  important  question.  Railway  bills  were  about 
to  be  passed  giving  a  permanent  interest  in  the  railways  constructed,  and 
this  whilst  a  clause  in  the  railway  Act  gave  Parliament  a  power  to  interfere 
hereafter.  But  then  there  would  be  an  inconsistency  in  framing  a  clause 
for  the  purpoee  of  terminatin|^  the  existence  of  a  company  after  twenty 
jean'  duration.  Such  a  condition  inserted  in  railway  oills  would  render 
the  existence  of  such  a  company  very  precarious.  It  was  of  the  highest 
importance  that  the  mode  of  interference  by  Parliament  should  be  aocu« 
rately  defined.  All  these  considerations  involved  great  difficulties.  At  the 
tame  time  he  gave  his  consent  freely  to  the  appointment  of  the  committee* 
There  were  so  many  and  such  important  new  hghts  constantly  breaking  in 
npon  the  public  with  respect  to  railway  results,  that  it  ought  not  to  be  con- 
sidered strange  if  Parliament  passed  measures  one  day,  which  it  was  com- 
pelled to  revise  the  next.  The  question  of  railways  had  completely  baffled 
the  sagaci^  of  speculators,  financiers,  and  statesmen.  Two  vears  ago  no 
ODe  would  have  <»lculated  upon  seeing  so  vast  a  mass  of  railway  business 
thrown  upon  the  Legislature.  All  he  hoped  was,  that  a  speedy  report 
would  be  made  upon  tne  points  to  which  he  had  alluded.  The  Parliament 
had  a  perfect  right  to  make  all  necessary  inquiries,  and  to  adopt,  in  all  bills 
not  alzWdy  passed,  such  precautions  as  might  be  deemed  necessary d — Lord 
J.  Russell  tnouffht  Sir  R.  Peel's  statement  at  the  commencement  of  the 
Session  produced  inconveniences.  He  trusted,  however,  that  on  the  ap- 
pointment of  the  committee  the  Chancellor  of  the  Exchequer  would  be  pre- 
iNtred  to  state  his  views,  and  what  he  thought  would  be  the  best  course  of 
legislation  to  pursue  upon  the  subject. — ^The  Chancellor  of  the  Excheouer 
promised  the  committee  every  assistance. — Mr.  Baring  was  understooa  to 
suggest  that  some  steps  should  be  taken  to  obviate  the  necessitjr  of  proving 
the  same  thing  before  both  Houses  of  Parliament.  Whether  it  might  be 
done  by  a  joint  committee,  or  some  such  expedient,  he  did  not  know ;  he 
merely  threw  out  the  suggestion,  in  the  hope  that  the  subject  might  engage 
the  attention  of  Government. — Mr.  Horsman,  who  spoke  in  a  low  tone  of 
voice,  complained  of  the  extravagance  of  railway  charges. — Mr.  Warren 
suggested  that  the  fares  should  be  more  equal. — ^The  motion  was  then 
carried. 

Mabch  20. — ^Makchebter  and  Southampton. — ^An  immense  number  of 
petitions  were  presented  in  favour. — ^Mr.  Estcourt  moved  that  it  be  an  in- 
struction to  the  Select  Committee  on  Petitions  for  Private  Bills,  to  take  into 
their  earliest  consideration  the  several  following  bills  : — Perth  and  Liver- 
ness ;  Inverness  and  Elgin  Junction ;  Morayshire ;  Aberdeen,  Banff  and 
Elgin ;  ELilmamock  and  Troon ;  Paisley,  Barrhead  and  Hurlet ;  Kilmar- 
nodc  and  Ayr  Direct ;  and  Hamilton  and  Strathaven. — Mr.  Hodgson  hoped 
the  House  would  not  a^pree  to  the  motion,  although  brought  forward  by  the 
chairman  of  the  Standing  Orders  Committee,  as,  if  agreed  to,  it  would  put 
many  parties  to  a  very  cnreat  expense.  If  the  hon.  member  came  down 
asking  to  put  bills  out  of  their  order,  it  was  quite  clear  that  the  persons 
promoting  other  bills  could  have  no  idea  what  time  they  would  be  called 
on,  and  this  would  necessarily  involve  a  very  heavy  expense  on  the  pro- 
moters.— ^Mr.  E.  Ellice,  jun.,  said  he  knew  one  instance  wnere  a  railway  was 
veiT  likely  to  be  called  on,  but  by  some  new  arrangement  of  the  Standing 
Orders  Committeo— 4Ui  arrangement  entered  into  without  the  knowledge  of 
the  parties — ^ey  were  put  back  for  three  weeks,  and  the  parties  opposin|^ 
were  obliged  to  support  their  witnesses  in  town. — Mr.  Strutt  said  that  if 
the  Committee  on  ^lect  Petitions  wished  to  do  their  duty  to  the  public, 
they  would  take  the  bills  in  their  regular  order.  He  invariably  did  so, 
unless  he  had  the  consent  in  writing  of  promoters  and  objectors  to  its  post- 
ponement.   The  motion  was  then  put  and  agreed  to. 

Railway  Avaloahatiok.— -Mr.  W.  Patten  gave  notice  that  on  Monday 
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be  should  moT6  for  a  Select  Oommittee  to  in^uure  whether  nOway  amalga- 
mation were  oonaistent  with  the  commercial  interests  of  the  countrr. 

March  23. — ^Railwat  Amalgahation. — Mr.  W.  Patten  moTod  for  "a 
Select  Committee  to  consider  how  far,  and  under  what  regulations,  the 
further  amalj^amation  of  railways  would  be  consistent  with  a  due  regsird  to 
the  commercial  and  general  interests  of  the  country.'*    He  did  not  bring 
forwurd  this  motion  m  any  spirit  of  disapproval  of  the  directors  or  pro- 
moters of  railways,  because  he  belieyed  they  were  entitled  to  the  warmest 
thanks  of  the  community,  for  the  anxiety  and  energy  with  which  they  had 
endeavoured  to  comply  with  the  demands  of  the  country.     Neither,  on  the 
other  hand,  was  it  because  he  was  opposed  to  the  principle  of  railway  amal- 
gamation ;  for  there  would  be  no  objection  to  the  system,  if  it  could  be  shown 
that  the  good  of  the  public  could  coexist  with  benefit  to  the  promoters. 
The  extent  to  which  it  was  proposed  to  cany  amalgamation  in  this  countiy 
was  such  as  to  make  it  highly  aesirable  for  the  house  to  obtain  some  accu- 
rate calculation  and  some  fixed  data  on  which  to  proceed,  before  it  commit- 
ted itself  finally  to  the  system.  There  were  at  present  before  the  house  thirty- 
three  amalgamation  bills, and  on  examination  of  these  it  would  be  found  that 
they  were  of  such  a  nature  as  to  throw  the  railwa^r  management  from  one 
end  of  the  kingdom  to  the  other,  and  in  all  directions,  into  the  hands  of  a 
yery  few  companies.    Some  of  these  bills  proposed  to  throw  the  manage- 
ment of  two,  of  three,  or  of  six  companies,  mto  the  hands  of  one  company; 
and  it  was  unnecessary  to  point  out,  that  if  this  object  was  attained,  there 
would  at  once  be  an  end  of  that  competition  on  which  alone,  hitherto, 
the  public  had  had  to  rely  for  reasonable  fares  and  charges  for  tnifiSc.      To 
some  of  these  bills  opposition  would  be  offered ;  but  to  others  there  would 
he  no  opposition,  and  tney  might  therefore  be  passed  before  public  attention 
was  awaxened  to  the  eyU  inyolyed,and  before  the  parties  affected  could  pre- 
pare themselyes  for  exposing  the  consequences  to  the  general  interest 
There  were  also  yarious  bills  for  amalgamating  canals  with  railways  which 
crossed  the  same  district,  the  manifest  object  being,  by  buying  up  the  com- 
peting mode  of  conyeyance,  to  work  both  together,  and  thus  to  secure  what, 
when  worked  separately,  was  not  obtained— a  profit.    Some  of  the  bills 
sought  to  establish  one  connecting  link  of  railway  from  Scotland  to  London, 
and  from  London  to  Bristol,  which  should  altogether  be  worked  by  one  com- 
pany ;  thus  destroying  competition,  and  consequentljr  injuring  the  public. 
The  importance  of  what  step  the  house,  imder  such  circumstances,  took  in 
either  sanctioning  or  opposing  the  system,  would,  therefore,  be  seen.    The 
question  was  what  was  to  be  done  ?    The  committee,  of  which  he  (Mr.  W. 
Patten)  had  been  the  chairman,  had  decided  that  only  one  of  two  courses 
could  be  approved,  either  to  refer  all  amalgamation  bills  to  some  groups  or 
to  a  select  committee.    The  first  would  be  a  very  unusual,  and  he  was  of 
opinion  it  would  not  prove  an  effectual  or  practicable  mode  of  dealing  with 
the  subject ;  and  he  thought  that  by  referring  it  to  the  committee  moved  for 
by  the  hon.  member  for  Inverness  (Mr.  Morrison),  there  would  be  a  delay 
beyond  the  present  session ;  he  had,  therefore,  brought  forward  the  present 
motion. — Mr.  Entwisle  seconded  the  motion.-~Sir  0.  Clerk  said,  in  the  dis- 
cussion of  the  motion  by  the  hon.  member  for  Inverness,  it  had  been  said 
that  unless  the  house  was  prepared  to  take  certain  precautions  against 
abuses  on  the  part  of  railway  companies,  all  the  communications  in  the 
kingdom  would  vest  in  bodies  who  would  be  beyond  the  control  of  parlia- 
ment.   But  he  did  not  quite  perceive  the  precise  object  of  the  committee 
now  moved  for.    If  it  was,  to  lay  down  certain  general  rules,  under  which 
the  house  should  permit  certain  railway  companies  to  be  amalgamated  and 
others  not,  it  appeared  to  him  that  the  committee  would  have  veiy  little 
to  do  but  to  give  a  Parliamentary  sanction  to  the  principles  embodied  in 
the  report  of  the  railway  committee  of  the  Board  of  Trade  last  year.    Bat 
after  such  general  rules  had  been  laid  down,  there  would  be  a  difficulty^ 
where  lines  nad  opposite  interests,  and  where,  through  fear  of  competition' 
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cftinnantffl  are  induced  to  combine  for  self-defence,  where  it  was  the  interest 
of  toe  public  as  well  as  the  companies  that  such  amalgamation  should  take 
place,  there  would  still  be  a  difficulty^  after  the  committee  had  laid  down 
genenl  rules,  to  know  how  to  apply  them,  and  he  was  afraid  that  this  would 
only  be  the  first  difficulty  got  over.     He  trusted  that,  before  whatever  tri- 
bunal these  cases  came,  it  would  look  with  extreme  jealousy  at  all  proposals 
for  amalgamation.    The  difficulty  was  to  know  what  would  be  the  effect  of 
these  anwigamations  hereafter.    The  principle  laid  down  by  the  Board  of 
Trade  was  a  sound  one,  namely,  unless  public  inconvenience  was  likely  to 
srise^  rather  to  postpone  amalgamation  than  to  consent  to  what,  if  once 
done,  could  never  be  got  rid  of.    He  therefore  hoped  that,  after  tnis  com- 
mittee was  appointe<^  it  would  lay  down  such  rules  as  would  accord  with 
the  principles  established  by  the  Board  of  Trade,  which  had  pointed  out 
this  evil  last  year,  and  he  regretted  that  its  recommendations  had  not  been 
carried  into  effect.    If  he  did  not  think  that  the  other  committee,  which 
had  been  moved  for  by  the  hon.  member  for  Inverness,  would  have  under  its 
consideration  a  sufficiently  wide  field  of  inquiry,  he  should  have  thought 
that  this  subject  ought  to  be  committed  to  that  committee.    Under  the  cir- 
cumstances, however,  he  would  support  the  motion  of  his  hon.  friend,  for 
the  appointment  of  this  committee. — ^Mr.  F.  Baring  agreed  with  the  right 
hon.  baronet,  that  this  subject  was  one  of  great  difficulty  and  importance. 
The  question  embraced  two  points  ;  first,  how  they  ought  to  lay  down  rules 
for  the  present  Session,  and  secondly,  how  they  ought  to  provide  for  future 
cased.    He  doubted,  with  regard  to  railway  dIUs  now  before  the  House, 
whether  another  proposition  would  not  provide  a  better  plan,  namely,  that 
of  selecting  a  committee  of  five,  to  whom  all  amalgamation  bills  should  be 
referred,  and  giving  them  the  power,  in  cases  of  unopposed  bills,  of  sending 
for  witnesses,  and  of  communicating  with  the  Board  of  Trade.    If  the  com- 
mittee now  moved  for  were  appointed,  the  House  would  perhaps  get  no 
report  this  Session,  or  at  best  a  very  hurried  report,  which  could  be  of  no 
present  use.    The  right  hon.  baronet  (Sir  G.  Clerk)  had  said,  that  the  report 
of  the  Board  of  Trade  last  year  had  not  been  sufficiently  attended  to  by  the 
House.    That  very  report  stated,  as  to  laying  down  general  rules  for  amal- 
gamation, that  '*  nothing  could  be  more  difficult  than  to  lay  down  any 
general  principles  by  which  all  amalgamations  should  be  regulated."    They 
would  have  the  same  uncertainty  now,  and  he  was  afraid  they  could  not 
settle  the  rules  for  amalf;amation  until  they  had  settled  the  general  princi- 
ples of  railways  legislation.    If  they  were  prepared  to  rely  upon  the  prin- 
ciple of  competition  alone,  then,  following  that  one  principle,  they  must 
reject  all  amalgamations ;  for  if  they  allowed  amalgamation  at  all,  they 
violated  the  principle  of  competition.    But  if  they  reserved  some  power  of 
ministerial  interference,  adopting  something  of  the  French  system,  they 
need  not  be  so  jealous.    He  thought  the  amalgamation  committee  would 
report  that  it  was  impossible  to  lay  down  any  general  lules  till  they  got  the 
report  of  the  other  committee.    His  impression  was,  that  the  appointment 
of  committees,  and  the  attempt  to  legislate  through  committees,  would  pro- 
duce inefficient  legislation ;  and  that  it  was  proper  to  compel  the  Govern- 
ment to  take  this,  as  well  as  other  subjects,  under  their  consideration,  and 
to  bring  forward  measures  for  regulating  railway  legislation  upon  their  own 
responsibility  as  a  Government.    Till  then  they  would  have  only  inefficient 
legislation  upon  this  subject.     It  was  natural  that  the  Government  should 
pi^er  to  devolve  this  duty  upon  committees  of  this  House  rather  than  take 
It  upon  themselves,  as  it  was  a  very  awkward  subject  to  deal  with ;  but 
he  believed  that  until  the  House  determined  that  Government  should 
undertake  it,  they  would  get  only  inefficient  legislation.    He  did  not  object 
to  the  committee,  but  he  should  have  preferred  the  other  course. — Sir  R. 
Peel  said,  the  right  hon.  gentleman  seemed  to  think  that  her  Majesty's 
Qoyemment  had  neglected  the  great  subject  of  railway  legislation,     lie 
thought  that  the  House  ought  to  share  this  reproach  with  the  Goyem- 
VOL.  Ill,  y 
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ment.  He  only  wished  that  hon.  members  would  read  the  able  report  on 
this  subject  made  by  the  Committee  of  the  Board  of  Trade  last  year. 
The  Board  laid  down  certain  principles,  which  they  considered  proper 
to  be  applied  to  cases  of  amalgamation  brought  before  Parliament,  admittmg 
that  there  were  cases  in  which  it  might  be  for  the  public  adrantage  that 
they  should  be  relaxed  ;  and  there  was  no  doubt  there  were  cases  in  which 
amalgamation,  under  proper  conditions,  would  be  for  the  advantage  of  the 
public,  as  well  as  of  the  railway  companies.  The  recommendations  of  tiie 
Board  of  Trade,  however,  were  not  acceded  to  by  the  House,  and  he  only 
asked  the  House  to  share  the  reproach  of  the  present  state  of  things  with 
the  Government.  The  House  was  actually  jealous  of  the  interference  of  the 
Qovemment ;  the  House  overruled,  in  many  cases,  the  decisions  of  the 
Board  of  Trade,  and  it  would  perceive  in  this  a  reason  why  her  Majesty's 
Qovemment  wished  that  the  interference  of  the  executive  should  be  called 
for  by  a  decision  of  the  House  of  Commons  as  necessary  for  the  public 
interests,  rather  than  it  should,  a  second  time,  interfere  on  its  own  motion. 
He  could  not  help  thinking  that  there  was  some  difficulty  in  adopting  the 
proposition  of  his  hon.  friend  (Mr.  W.  Patten^.  The  house  had  adoptM  the 
motion  of  the  hon.  member  for  Inverness,  andif  they  had  another  committee 
to  consider  the  principles  of  amalgamation,  he  feared  they  might  have 
different  reports  from  each,  and  a  conflict  of  opinions.  The^  had  adopted 
a  proposition  with  respect  to  railways  that  had  termini  within  the  city 
of  London  and  the  metropolis,  to  reserve  them  for  a  separate  inquiry 
by  a  commission  appointed  by  the  Crown  ;  and  perhaps  it  might  not  be 
inexpedient  to  pursue  a  similar  course  here,  by  appointing  a  commit- 
tee, not  a  commission,  on  the  subject  of  amalgamation,  so  far  as  regarded 
bills  now  presented ;  that  a  committee  should  be  appointed  to  consider,  not 
the  principles  of  amalgamation  generally,  but  a  special  committee  to  consi- 
der bills  now  introduced,  in  which  amalgamation  is  proposed,  and  to  siimest 
such  general  principles  as  seemed  most  applicable  to  such  cases,  ^lis 
would  not  bring  the  committee  into  conflict  with  the  committees  of  the  hon. 
member  for  Inverness,  and  he  feared  that,  imless  a  distinct  line  were  drawn 
between  the  committee  now  moved  for  and  that  of  the  hon.  member  for  In- 
veness,  there  might  be  a  conflict  of  opinion,  which  would  involve  the  House 
in  greater  difficulty. — Mr.  F.  Maule  said,  if  the  House  had  authorized  the 
report  of  the  Board  of  Trade  it  would  have  been  more  satisfactory,  for  a 
more  able  report  had  never  been  seen.  Unfortunately,  the  House  had  set 
aside  that  report.  His  opinion  was,  that  the  committee  moved  for  by  his 
hon.  friend  should  lay  down  some  general  rules  for  amalgamation,  adopting, 
if  they  pleased,  the  suggestions  of  the  Board  of  Trade  last  year,  and  Uiose 
rules,  when  approved  by  the  House,  might  be  acted  upon  by  the  group  com- 
mittees before  whom  the  bills  should  come. — Lord  Ebrington  saic^  the  right 
hon.  baronet  lamented  that  the  House  had  not  adopted  the  report  of  the 
O^mmittee  of  the  Board  of  Trade ;  but  he  would  allow  him  (Lord  Ebring- 
ton) to  remind  him  that  he  was  the  first  to  surrender  that  report.  He  (Lord 
Ebrington)  and  other  members  around  him,  impressed  witn  the  ability  of 
that  report,  expected  that  the  Qovenmient  would  have  upheld  it ;  but  the 
right  hon.  baronet  had  been  the  first  to  surrender  it.  He  confessed  it  ap- 
peared to  him  rather  hard  that  the  Grovemment  should  attribute  blame  to 
the  Board  of  Trade,  when  the  fact  was  that  the  reports  of  the  Board  result^ 
from  the  labours  and  the  able  investigation  of  gentlemen  who  were  them- 
selves members  of  the  same  cabinet  as  the  present  Government.— Sir  R.  Peel 
said  the  noble  lord  was  mistaken  in  supposing  that  the  Government^  as  a 
Government,  had  actively  interfered  with  any  private  bill ;  and,  for  his  part, 
he  should  be  very  sorry  to  see  the  Government  interfering  with  any  deci- 
sions of  the  Board  of  Trade.  But  when  a  great  question  arose,  both  the 
Government  and  the  House  of  Commons  were  called  upon  to  exercise  their 
own  iudgment  independently  of  any  other  parties.  So  far  from  disr^ard- 
ing  the  reports  of  the  Board  of  Trade,  as  the  noble  lord  supposed,  he  had, 
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on  more  than  one  occasion,  come  down  to  that  House  to  support  the  Board 
of  Trad&~^ir  G.  Orej  said  that  the  question  before  them  was  one  perfectly 
distinct  from  a  private  bill.  He  thought  that  the  Government  might  pro- 
pose a  certain  series  of  resolutions  founded  upon  the  reports  of  the  Board  of 
Trade ;  those  resolutions,  if  affirmed,  might  go  before  the  committees  on  the 
amalgamation  bills.  To  those  committees  such  resolutions  might  serve  as 
guides,  diminishing  both  their  labour  and  their  responsibility.  With  an  ar- 
rangement of  that  kind,  he  thought  that  any  committee  preliminary  to  the 
eommittee  on  the  bill  would  be  unnecessary.  According  to  the  present  prac- 
tice, there  never  was  sufficient  information  before  the  House  to  enable  them 
to  debate  a  railway  bill  upon  its  second  reading ;  but  with  the  preliminary 
infonnation  which  they  might  now  hope  to  obtain,  it  would  be  practicable 
for  them  to  discuss  any  biQ  of  that  sort,  either  before  or  after  the  second 
reading. — Mr.  Packington  wished  to  remind  the  House  that  the  question  be- 
fore them  had  been  brought  forward  at  the  re<j^uest  of  committees  themselves, 
who  want  to  have  some  general  principles  laid  down  for  the  government  of 
their  conduct;  and  no  one  could  be  surprised  at  this,  when  there  were  as 
many  as  thirty-three  bills  before  them. — Mr.  P.  M.  Stewart  observed  that  there 
were  three  propositions  before  them.  One  had  been  brought  forward  by  the 
honourable  member  for  North  Lancashire,  the  other  by  his  honourable 
friend  the  member  for  Inverness,  and  another  by  the  right  honourable 
baronet  at  the  head  of  the  Government ;  and  it  appeared  to  him  that 
the  last  of  these  did  all  but  meet  what  might  be  called  the  business 
requisitiouB  of  the  matter. — Mr.  Morrison  thought  that  there  had  been 
enough  of  temporary  legislation,  and  that  now  there  was  nothing  which 
they  so  much  wanted  as  a  body  of  general  rules  and  principles.  It  was 
true  that  Parliament  had  not  treated  railwavs  as  legal  monopolies,  but  the 
Government  must  regard  them  as  practical  monopolies.  It  was  onlv  the 
cheap  fare  lines  that  should  be  made. — ^Mr.  Labouchere  agreed  with  his 
right  hon.  friend  the  member  for  Devonport,  that  it  would  be  better  not  to 
appoint  a  committee  to  consider  the  general  question  of  amalgamations, 
which  would  be  one  of  the  main  subjects  to  be  brought  before  the  commit- 
tee granted  to  the  hon.  member  for  Inverness  (Mr.  Morrison^.  He  thought 
they  coiild  not  take  a  safer  ^ide  for  the  amalgamations  tnen  before  the 
House  than  the  principles  laid  down  by  the  Board  of  Trade,  and  he  hoped 
the  Government  would  undertake  to  consider  the  question,  as  they  coula  do 
so  better  than  leaving  it  in  the  hands  of  the  House  of  Commons.  As  to 
referring  the  thirty-three  amalgamation  bills  to  one  committee  of  five  mem- 
bers, to  consider  not  only  the  general  principle,  but  the  particular  merits, 
he  thought  there  would  hardly  be  a  siirvivor  of  such  a  committee  at  the 
end  of  the  session. — Mr.  Duncombe  said,  the  hon.  member  had  not  told 
them  what  they  were  to  do  with  the  thirty-three  bills.  He  had  himself  sat 
on  the  committee  on  the  bill  for  amalgamating  the  Grand  Junction,  the 
Manchester  and  Liverpool,  and  the  Birmingham  and  Manchester,  which 
was  opposed  by  the  merchants  of  Manchester,  and  the  committee  felt  great 
difficulty,  because  there  were  no  distinct  principles  to  guide  them.  He 
thought  a  preliminary  committee  should  be  appointed  to  lay  down  those 
principles  before  there  were  committees  on  the  merits  of  the  different  bills. 
There  were  two  kinds  of  amalgamation, — one  for  the  public  benefit,  as  in 
the  adoption  of  a  single  management  for  continuous  lines,  and  the  other  for 
private  interests,  as  in  the  case  of  competing  lines ;  and  it  was  against  the 
latter  that  Parliament  had  to  guard,  otherwise  they  would  give  a  monster 
monopoly  to  one  particular  party  having  a  longer  purse  than  another, 
which  would  be  carried  to  a  great  extent^  unless  the  House  should  interfere. 
— ^The  Chancellor  of  the  Exchequer  mucn  agreed  in  the  opinion  of  the  hon. 
gentleman  who  had  just  sat  down.  It  would  be  of  advantage  to  determine, 
by  a  committee  of  that  House,  the  general  directions  applicable  to  particu- 
lar classes  of  what  were  called  amalgamation  bills.  Heretofore  they  had 
rejected  the  recommen^tions  of  the  Board  of  Trade,  and  it  was  necessary 
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therefore,  that  the  House  should  take  the  initiative.  It  yvss  quite  true  thftt 
there  were  two  classes  of  amalgamations ;  by  the  one  no  harm  would  be 
done,  but  by  the  other  they  were  confirming  permanent  monopolies ;  a 
committee  to  consider  this  Question  would  not  interfere  with  that  of  the 
hon.  member  for  Inverness.— Mr.  Hume  said,  there  was  nothing  pressmg  in 
the  railway  amalgamation  bills  before  the  House,  and  he  advueci  the  post- 
ponement  of  the  whole  till  the  House  should  have  the  report  of  the  com- 
mittee.— ^Lord  H.  Vane  agreed  in  that  suggestion ;  because  in  some  instances 
these  amalgamations  would  be  a  benefit,  and  in  others  they  would  be  a 
great  injury  to  the  public. — Mr.  W.  Patten  would  make  an  alteration  in  the 
words  of  his  motion  to  meet  what  seemed  the  general  opinion  of  the 
House.  He  would  withdraw  his  original  motion  and  move — ^**  That  a  special 
committee  be  appointed  to  consider  the  principles  of  amalgamation  as  ap- 
plicable to  railway  and  canal  bills  now  under  the  consideration  of  Parlia- 
ment ;"  and  he  would  follow  that  up  by  moving  that  the  report  of  the 
Railway  Department  of  the  Board  of  Trade  dated  the  7th  of  May,  1845,  be 
referred  to  such  committee.  The  original  motion  having  been  withdrawn, 
an  amended  motion  was  put  and  agreed  to. 


RAILWAY  MEETINGS. 
Lancaster  and  Pbkstow. 


Feb.  18. — Special  Meeting,  to  consider  the  arrangement  entered  into  be- 
tween the  directors  of  this  company  and  those  of  the  Lancaster  and  Carlisle, 
for  an  amalgamation  of  the  two  companies.    Mr.  G.  Burrow  in  the  chair. 

The  secretary  read  the  directors*  proposals  for  amalgamation,  and  discus- 
sion ensued.  The  chairman  and  Mr.  Ka3r.  a  director,  advocated  the  amalga- 
mation, and  on  the  other,  Mr.  Higgin,  a  former  director,  and  Mr.  Kynaston 
opposed  it.  An  amendment  was  moved  by  these  gentlemen,  that  the  amal- 
gamation be  "fiot  affinned.  Mr.  Willan  and  Mr.  M^Kerrow  supported  the 
amendment,  which  was  carried  unanimously. 


North  Union. 

Feb.  26.— Half-yearly  Meeting.— Mr.  T.  W.  Rathbone  in  the  chair.  Mr. 
J.  Chapman  read  the  report. 

The  chairman  said  that  in  consequence  of  the  agreement  between  the 
North  Union  Railway  and  Grand  Junction  Railway  and  Leeds  and  Man- 
chester not  being  quite  clear,  a  question  had  arisen  as  to  who  was  to  pay  a 
certain  amount  S>r  the  payment  of  dividends  and  transfer  of  stock ;  and  to 
put  an  end  to  the  dispute,  it  was  proposed  that  both  the  latter  companies 
should  jointly  subscribe  2,00(W. — that  the  North  Union  should  subscrioe  an- 
other 2,000/.,  and  that  this  sum  of  4,000^.  should  constitute  a  fund  for 
North  Union  purposes,  and  moved  that  it  be  agreed  to. 

The  motion  was  carried  ;  the  report  was  adopted ;  the  retiring  directors 
were  reelected ;  and  auditors  were  appointed  tor  the  Ribblo  Branch  Kavi* 
gation  Company. 


Leeds  and  Bradford. 

Feb.  20.— Half-yearly  Meeting.— Mr.  G.  Rand,  in  the  absence  of  Mr.  Ha<i' 
son,  in  the  chair. 
The  report  and  accounts  were  read  by  Mr.  Greenlaw.    A  report  from  Ur* 
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Toung,  the  engineer,  was  read,  which  showed  the  satiefactory  condition  of 
the  works  on  the  line.  The  only  difficulty  he  apprehended  to  its  being 
opened  in  June,  was  the  completion  of  the  stations  at  Leeds  and  Bradford, 
owing  to  the  late  period  at  which  they  had  been  put  in  possession  of  the 
land. 


Lynn  a5d  Ely. 

Feb.  26.--Half-yearly  Meeting.— Sir  W.  B.  Polkes  in  the  chair. 

Mr.  W.  Williams  reaid  the  reports  of  the  directors  and  the  engineer. 

The  receipts  showed  an  amotint  of  58,621/.,  and  there  was  a  balance  of 
15,000/. 

Resolutions  were  passed,  appointing  the  salary  of  the  secretary  at  200/. 
per  annum.  Mr.  Sen,  the  auditor,  was  re-elected,  and  a  sum  of  40/.  per 
annum  granted  to  the  auditors.  The  retiring  directors  were  re-elected,  and 
the  sum  of  600/.  was  given  them  for  their  past  services. 


Lyn5  and  Debehau. 

Feb.  26. — Half-yearly  Meeting.— Mr.  H.  C.  Lacy  in  the  chair. 

Mr.  Williams  read  the  directors'  report,  which  was  similar  in  substance 
to  that  of  the  Lynn  and  El  v,  also  the  report  of  the  engineer.  The  progress 
of  the  works  had  occasioned  the  necessity  of  making  a  second  call  of  5/.  per 
share.    The  receipts  and  payments  have  amounted  to  48,836/. 


Ely  and  Huktingdon. 

Feb.  26. — Half-yearly  Meeting.— Mr.  H.  C.  Lacy  in  the  chair. 

Mr.  Williams  read  the  reports  of  directors  and  engineer. 

The  cash  accounts,  appended  to  the  report,  showed  the  receipts,  to  the 
Slst  of  January,  to  have  been  43,204/.  I9s.  Id.,  of  which,  excepting  a  balance 
in  the  banker's  hands,  17,607/.  18^.  had  been  expended. 

The  chairman  stated  that  the  consent  of  the  Bedford  Level  corporation  to 
cross  the  river  was  likely  to  be  obtained  at  an  early  period. 

The  report  was  then  carried  ;  a  salary  of  200/.  per  annum  voted  to  the 
secreta:^  ;  the  retiring  directors  re-elected  and  a  sum  of  600/.  voted  to  them 
for  their  duties ;  and  the  auditor  re-appointed  with  a  vote  of  40/.  per 


Eastebe  Union. 

Feb.  26. — Half-yearly  Meeting.— Mr.  J.  C.  Gobbold  in  the  chair. 
The  report  was  read.    The  total  receipts  up  to  the  present  time  amounted 
to  167,651/.,  and  the  expenses  to  165,221/. 


South  Wales. 

Feb.  25. — Second  Half-yearly  Meeting. — ^Mr,  Russell,  M.P.,  in  the 
chair. 

The  chairman  observed  that  last  vear  some  forty-six  schemes  affect- 
ing this  company  had  been  projected,  of  which  only  fifteen  were  likely 
to  be  investigated  by  Parliament.  Some  of  these  would  be  beneficial  to 
this  com])any,  and  at  the  last  meeting  in  November,  he  specified  those  which 
the  proprietors  were  disposed  to  assist.  In  addition  he  would  now  mention 
the  Saundersfoot  and  Tenby,  the  Waterford,  Wexford,  Wicklow  and  Dublin, 
and  the  Cork  and  Waterford.  He  then  noticed  the  branches  and  deviations 
proposed  to  be  undertaken,  which  are  set  forth  in  the  report.  lie  said  that 
the  first  Lord  of  the  Admiralty  had  promised  a  deputation  to  give  the 
scheme  for  passing  the  Severn  his  fullest  consideration.  The  report  on  the 
gauges  created  an  obstacle,  but  he  did  not  ^*  entertain  the  shadow  of  a  doubt 
they  must  reject  the  unfair  and  unsound,  the  violent  and  impracticable  re* 
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commendfttions  which  involved  large  expenditure,  waste  of  capital,  and 
breach  of  public  foith  ;  *'  and  because  ^  they  would  destroy  that  hodthy 
rivalry  and  competition  between  the  two  systems  to  which  are  owing  all  tlu 
increased  accommodation  and  safety  and  diminished  charges." 
The  report  was  read  and  unanimously  adopted. 


North  Walzs. 

Feb.  26.— First  Half-yearly  Meeting.— Mr.  W.  Bulkeley  Hughes,  MP^  in 
the  chair. 

The  chairman  stated  that  the  works  had  not  commenced,  nevertheless,  a 
portion  of  the  line  between  Bangor  and  Carnarvon  had  been  let  to  Messra 
J  ackson.  The  cause  of  the  delay  was  owing  to  the  altered  elevation  of  the 
Chester  and  Holyhead  line,  with  which  the  North  Wales  desired  to  form  % 
junction. 

The  secretary  read  the  report  and  accounts,  which  showed  an  available 
balance  of  32,824/.  12«.  Id. 

Sir  J.  Rennie  stated  that  the  elevation  of  the  Chester  and  Holyhead  line 
of  about  25  feet,  would  involve  an  expense  of  about  12,(XX}/.,  and  the  chair- 
man, in  reply  to  Dr.  Wolcot,  said  the  number  of  unpaid  shares  had  been 
considerably  reduced  since  the  publication  of  the  report ;  in  &ct,  onlv 
160  shaj^s  now  remained  unpaid,  so  that  instead  of  1,871/.  lbs.  only  3GW. 
were  unpaid. 

A  resolution  was  passed  declaring  the  forfeiture  of  these  shares. 


Wilts,  Sombbset  akd  Wetmouth. 

Feb.  24. — First  Half-yearly  Meeting. — Sir  John  Awdiy  in  the  chair.— The 
report  read  stated  that  the  extensions  and  deviations  would  cost  240yOO(V. 
The  works  were  now  in  progress  both  on  the  northern  and  southern  divisions. 
Great  surprise  was  created  by  the  decision  of  the  gau^e  commissioners,  but 
it  was  hoped  no  step  would  be  taken  until  the  evidence  was  published. 
The  statements  of  receipts  and  expenditure  up  to  the  31st  of  December  last 
was  read ;  deposits  on  30,000  shares,  at  2/.  10«.  per  share,  had  been  paid, 
whidi,  with  66/.  15i.  for  registration  fees,  made  a  total  of  75,066/.  15«. 
After  payment  of  expenses,  a  balance  of  54,362/.  remains  in  hand.  The  en- 
gineermg  expenses  prior  to  the  Act  being  obtained  were  10,830/.,  since  then 
3,000/. 

EniKBUBOH  AlTD   GLASGOW. 

At  the  Half-yearlv  Meeting  Mr.  Wright  read  the  report.  It  showed  that 
the  receipts  for  the  half-year  were  73,273/.  3«.  \Qd, ;  the  working  expenses, 
^3,7 47 L  I3s.8d.;  interest  on  loans,  passenger  duty,  and  taxes,  10,153/.  U.  3(i ; 
balance  at  credit  of  last  account,  surplus  of  income,  39,372/.  Ss.  lid, ;  balance 
at  credit  of  last  account,  1,452/.  IGs.lOd.  The  directors  proposed  a  dividend 
of  37,968/.  15«.,  free  from  deduction  of  income  tax :  this  is  30*.  per  share  on 
original  shares  of  50/.,  7<.  Qd.  on  old  quarter  shares,  3^\  9d.  on  new  qusrter 
shares,  or  6  per  cent,  per  annum  on  the  whole  stock  ;  this,  after  paying 
1,107/.  8*.  6a.  of  income-tax,  would  leave  1,749/.  2«.  3d.  to  be  carried  to  the 
credit  of  next  account. 

The  chairman  explained  why,  with  the  rapid  extension  of  the  comnaay's 
traffic,  a  larger  dividend  was  not  made.  The  increase  of  passengers  during 
the  last  half-vear  was  17  per  cent,  and  the  per  centage  was  highest  among 
the  higher  class  of  passengers.  The  increase  on  the  goods  traffic  in  the 
half-year  was  84,309  tons.  This  was  while  working  with  their  own  unaided 
resources.  Since  the  agreement  with  the  Canal  Company  it  was  indifferent 
whether  ^oods  went  by  canal  or  railway.  The  traffic  was  increasing  both 
on  the  railway  and  the  canal.  The  time  for  high  rates  had  gone  pMt.  In 
consequence  of  the  failure  of  the  negociation  with  the  Edinburgh,  £eith  and 
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Gfuiion  Ck>mpany,  the  £Sdinburgh  and  Glasgow  had  joined  with  the  Caledo- 
nian in  a  contemplated  line  from  Edinburgh  to  Leith  and  Granton.    Ue 
moTed  that  the  recommendations  of  the  report  be  adopted,  and  the  retiring 
directors  re-elected,  which  was  unanimously  adopted. 
Sir  A.  Agnew's  motion  on  Sunday  trayelling  was  negatived. 

EniNBUBQH  AND   NoBTUERIT. 

Feb.  19. — Special  Meeting.— Mr.  J.  Learmonth  in  the  chair. 

The  report  stated  that  the  receipts  had  amounted  to  83,613/.,  leaving, 
after  expenditure,  a  balance  of  42,870/.  The  report  of  Mr.  Grainger,  the  en- 
gineer, stated  that,  in  consequence  of  deviations  which  had  been  resolved 
on,  the  original  line  of  41^  miles  would  be  much  reduced.  The  contracts  in  ope- 
ration wo^d  be  completed  by  Whitsuntide,  1847.  The  locomotives  and  rails 
had  been  contracted  for. 


MlDDLESBOBOUOH  AND   ReDCAB. 

Feb.  la. — ^Half-yearly  Meeting.— Mr.  G.  H.  Wilkinson  in  the  chair. 

The  secretary  read  the  report. 

The  chairman  observed,  tnat  it  was  highly  gratifying  to  the  directors  to 
present  so  satisfactory  a  report.  Great  progress  had  been  made  with  the 
works,  and  the  directors  hoped  that  the  Une  would  be  opened  on  the  1st  of 
June  next.  Their  engineer  would  receive  a  premium  of  150/.  if  this  were 
the  case,  and  thus  the  whole  of  the  Bedcar  traffic  would  be  secured  during 
the  bathing  season.  A  double  line  of  rails  would  be  laid  down,  as  a 
larger  amount  of  traffic  was  now  looked  for  than  at  first.  For  the  new 
station  at  Middlesborough,  which  was  highly  necessary,  to  be  erected  by  the 
Stockton  and  Darlington,  the  company  would  pay  180/.  a  year  rent  for  use 
of  it  fbr  ^ye  years,  or  some  other  term,  subject  to  a  revision  afterwards. 
The  erection  of  gas  works  at  Redcar  would  improve  the  town  considerably, 
and  an  ample  return  might  be  expected  from  the  inhabitants  willing  to 
consume  gas  in  their  shops.  He  therefore  recommended  this  investment  to 
the  dbareholders.  Various  expenses  having  been  incurred^  not  originally 
contemplated,  it  had  been  determined  to  create  new  shares,  m  proportion  of 
one  to  every  three  original  shares.  Parties  not  possessing  three  shares,  or  a 
surplus  which  entitled  them  to  the  proi)orti(m  of  a  new  share,  would  be 
allowed  to  sell  or  join  such  surplus  with  any  other  shareholder,  so  as  to 
enable  them  to  take  their  just  proportion. 

Resolutions  were  carried  for  adopting  the  report. 


Scottish  Ckntbal. 

Feb.  16. — Second  Half-yearly  and  Special  Meeting.— Major  W.  Moray 
Stirling  in  the  chair. 

The  report,  detailing  the  progress  of  works  and  the  financial  state  of  th  e 
company,  was  read  and  adopted.  The  meeting  thereupon  became  special, 
in  order  to  confirm  (which  they  did  unanimously)  the  agreements  for  amal- 
gamation, entered  into  with  the  Edinburgh  and  Glasgow,  the  proprietors  of 
the  Forth  and  Clyde  Navigation,  and  those  of  the  Monkland  Canal  Naviga- 
tion. 


Caledohian. 

Feb.  26.  —Half-yearly  Meeting. — ^Mr.  John  Houldsworth,  of  Glasgow,  in 
the  chair. 

The  secretary  read  the  report  of  the  directors.  It  appeared  from  it  that 
the  receipts  had  been  402,784/.,  whilst  the  expenditure  was  195,142/. ;  leav- 
ing a  bdance  of  207,641/.  The  report  of  Messrs.  Locke  and  Errington,  the 
engineers,  showed  that  the  works  progress  upon  the  main  line,  the  line  to 
Emnburgh,  and  on  the  Castlecary  branch. 
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The  report  was  carried  unanimously. 

Mr.  Bridges,  W.S.,  rose  to  submit  a  motion  against  Sabbath  traTelling ; 
but  as  the  subject  had  not  been  before  the  directors,  he  withdrew  it. 

Watbrfobd  akd  Limsrick. 
Feb.  18.— First  Half-yearly  Meeting.— The  report,  read  bv  Mr.  W.  8. 
Saunders,  showed  that  the  amount  received  had  been  107,488e. ;  disbursed, 
23,114/. ;  balance,  84,374/. ;  out  of  which  6,000/.  had  been  paid  for  land,  and 
11,000/.  for  rails.  Mr.  Dargan,  the  contractor,  promised  tne  completion  of 
the  Une  from  Limerick  to  Tipperary  early  next  year. 


DUNDALK  AND  EnNISKILLEX. 

Feb.  19.— Second  Half-yearly  Meeting.— M.  J.  N.  Blake  in  the  chair. 

The  report  stated  that  there  is  51,30^.  in  hand,  available  for  prosecution 
of  works.  The  first  and  second  contracts  of  about  ten  miles  each,  which, 
commencing  at  Dundalk,  will  complete  the  line  to  a  point  beyond  the  town 
of  Gastleblaney,  have  been  let,  the  first  to  Messrs.  I)argan  and  MK>)rmick 
for  48,000/.,  and  the  latter  to  Messrs.  Goyle  and  Atkinson  for  66,752/.  Con- 
tracts have  also  been  made  with  several  parties  for  a  considerable  supply  of 
sleepers,  to  be  delivered  in  Dundalk  and  Oastlebkney  in  May  and  August 
next. 


LONDONDBBRT  A3Xl>  EnNISKILLSK. 

Feb.  26.— Half-yearly  Meeting.— Mr.  G.  G.  Frith  in  the  chair. 

The  report  was  read. 

The  chairman,  referring  to  Sir  J.  Macneil,  said  he  had  refused  to 
submit  to  arbitration,  and  had  brought  an  action  at  Dublin,  the  result  of 
which  was  a  verdict  giving  Sir  J.  Macneil  considerably  less  than  the  sum 
first  offered  by  the  directors. 

Mr.  Letham  seconded  the  motion  for  adopting  the  report.  In  speaking  of 
the  merits  of  the  line,  he  remarked  that  the  terminus  at  Enniskillen  would 
bring  a  great  deal  of  traffic  into  that  town,  which  must  of  course  pass  over 
their  line  ;  also  tho  facilities  for  travelling  to  Dublin,  afforded  by  the  Dub- 
lin and  Enniskillen  Railway,  would  greatly  increase  the  amount  of  travel- 


ling. 
Th« 


Che  report  was  adopted  unanimously. 

Sir  R.  A.  Fergusson  and  Mr.  Yandeput  moved  and  seconded  a  resolution 
for  paying  the  directors  an  annual  sum  of  800/.  The  resolution  passed 
without  dissent. 

Dublin  and  Bblfast. 

Feb.  21.— Second  Half-yearly  Meeting.— The  Earl  of  Charlomont  in  the 
chair. 

The  secretary  read  the  report. 

1,300/.  was  voted  as  the  salary  of  the  directors  from  the  time  of  the  Act, 
and  the  salai^  of  the  secretaiy  fixed  at  250/.  a  year.  25/.  a  year  was  passed 
for  the  auditing  of  the  accounts. 

Manobbsteb  and  Leeds. 

The  nineteenth  Half-yearly  and  Special  Meeting  was  held  on  Maich  14.— 
Mr.  Houldsworth  in  the  chair.  He  attributed  the  discrepancy  between  tb« 
progress  of  their  goods  traffic  and  passenger  traffic, — ^the  receipts  in  Uie  former 
branch  of  revenue  having  fallen  off,  from  a  progressive  increase,  at  the  rate 
of  900/.  a  week,  in  November,  to  one  of  100?.  to  150/.  only ;  whilst  the  pas- 
senger traffic  had  continued  steadily  to  increase,  and  was  470/.  or  500/.  more 
per  week  than  in  the  last  half-year, — ^to  the  less  active  state  of  trade  in 


RAILWiLY   MEETINGS.  921 

Torkshire  and  Lancashire.  There  was  an  increase  in  the  working  expenses, 
which  was  owing  to  the  putting  on  of  new  trains,  partly  to  accommodate 
short  traffic,  hut  which  had  led  to  a  great  increase  of  that  trafBc.  After 
deducting  10,000/.  from  the  receipts  for  the  depreciation  fimd,  and  paying 
for  interest  u^n  actiye  capital  employed,  there  was  a  surplus  of  76,000/.  for 
dividends,  wmch  was  equal  to  5  per  cent,  for  the  half-^^ear ;  hut  the  directors 
lecoimnended  the  reservation  of  the  amount,  after  (uviding  4  per  cent.,  on 
the  nound  that  at  the  end  of  the  next  half-year  a  portion  of  the  receipts 
would  have  to  go  to  payment  of  dividend  on  tne  fifth  shares.  He  regretted 
that  they  were  not  more  successful  in  their  endeavours  to  carry  the  West 
Riding  Union  scheme,  a  circumstance  which  the  directors  deplored  as  much 
as  their  friends  in  Yorkshire.  As  regards  the  ground  upon  which  the  West 
Hiding  Union  line  was  thrown  out,  he  could  not  discover  that  the  points 
omitt^  in  the  plans  were  of  a  character  to  throw  out  the  most  trivial 
scheme  in  the  country.  He  had  it  on  the  authority  of  their  engineer,  as 
well  as  on  that  of  their  solicitor,  that  their  plans  were  as  perfect  as  any  that 
had  heen  laid  hefore  Parliament  during  the  present  session. 


Leeds  ash  Thiesk. 

Feh.  28.— Half-yearly  Meeting.— Mr.  H.  0.  Marshall  in  the  chair.  He 
expliuned  that,  in  consequence  of  the  competition  threatened  by  the  Leeds 
and  Bradford,  the  Lancashire  and  Yorkshire-  North-Eastem,  and  the  York 
and  Lancaster,  the  directors  had  thought  it  desirable  to  form  an  alliance, 
and  accordingly,  had  negotiated  with  the  Lancashire  and  Yorkshire  NorUi- 
Eastern.  An  agreement  had  been  entered  into  with  them,  and  the  share- 
holders would  expect  to  hear  of  the  conditions  of  it.  It  was  an  agreement 
to  purchase  this  line,  the  terms  being  that  this  company  shall  take  capital 
in  it  to  the  value  of  the  amount  paid  up,  the  shareholders  in  the  Lancashire 
and  Yorkshire  North-Eastem  securing  the  profits  up  to  4  per  cent.,  and  an 
equal  division  between  them  and  the  lessees  of  the  farther  profits  of  the 
undertaking.  It  had  been  decided  upon  that  this  company  should  nominate  a 
portion  of  the  directors ;  the  number  is  not  yet  precisely  settled,  but  no 
doubt  they  would  be  such  a  proportion  as  would  be  a  sufficient  guarantee  to 
this  company.  With  this  understanding  the  Lancashire  ana  Yorkshire 
North-Eastern  was  receiving  the  support  of  the  directors  of  the  Leeds  and 
Thirsk.  The  Leeds  and  Bradford  haa  subsequently  withdrawn  their  scheme 
for  an  extension  into  the  valley  of  the  Wharfe.  The  York  and  Lancaster 
was  still  in  the  field,  but  there  seemed  a  prospect  of  the  scheme  being  placed 
in  the  hands  of  a  company  which  was  in  alliance  with  this.  Another  sub- 
ject was  the  branch  ejecting  the  junction  with  the  Leeds  and  Bradford,  for 
the  purposes  of  the  Bedford  traffic.  The  proposal  to  carry  out  this  branch 
had  originated  in  negotiations  with  the  Leeds  and  Bradford  Company  for 
tddng  Uieir  traffic  on  the  line  of  this  company.  The  plans  proposea  by  Mr. 
Qraineer,  the  engineer,  were  on  a  steep  gradient,  and  tney  had  been  thought 
objectionable ;  and  a  proposition  had  b^n  made  to  construct  a  branch  in 
going  firom  the  valley  of  the  Wharfe.  With  respect  to  the  entrance  into 
Leeds,  Mr.  Gh^inger  had  designed  a  route  which  would  bring  them  into  the 
town  on  a  gradient  of  1  in  100.  instead  of  one  twice  as  steep,  as  originally 
contemplated.  The  directors  nad  gone  into  the  question  again,  and  con- 
sulted Mr.  Cubitt.  The  merits  of  each  were  before  him,  and  nis  report 
would  soon  be  delivered.  With  reference  to  their  proposed  branches,  which 
opened  the  vaUey  of  the  Nidd,  he  observed  that  the  north-eastern  extension 
of  Uie  line  appeared  to  be  most  important,  and  it  should  be  pushed  forward 
this  session  of  Parliament. 


Hull  and  Selbt. 
Feb.  28.— Half-yearly  Meeting.— Mr.  R.  Tottie  in  the  chair.    He  al- 
luded to  the  doubts  which  he  had  expressed  at  a  former  meeting  as  to  the 
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propriety  of  keeping  back  ^m  the  dividendB  a  sufficient  sum  to  enaUe 
them  to  meet  whateyer  might  be  the  decision  of  the  arbitrator,  and  mid  he 
trusted  the  meeting  would  now  agree  with  him,  that  the  directors  had  acted 
wisely  in  the  course  they  had  pursued ;  secondly,  that  the  stipulated  pay- 
ment had  been  made  by  the  York  and  North  Midland  Company;  andlastlj, 
this  arbitration  referred  to  the  issue  as  to  who  were  liable  for  the  bss  nu- 
tained  by  the  fire  which  occurred  at  Hessle  on  the  12th  of  December,  1844. 
The  referee,  Mr.  Glyn,  of  the  London  and  Birmingham  Railway,  had  dedded 
that  the  loss  was  to  be  borne  by  the  Hull  and  8eTby  Company,  inasmuch  u 
it  had  occurred  upon  their  line,  and  they  were  liable  for  the  damage  sus- 
tained by  goods  which  they  could  haye  originally  rejected.  With  we  ex- 
ception of  this  arbitration,  and  the  all-imnortant  one  of  declaring  the  divi- 
dend, he  did  not  see  any  other  points  whicn  required  obseryation  from  him. 
He  then  moyed,  ^^  That,  agreeably  to  the  recommendation  of  the  directon,  a 
diyidend  of  2^.  Is,  6e/.,  free  of  income  tax,  be  declared  upon  each  M.  share 
capital  stock ;  and  that  the  same  be  payable  on  and  after  the  6th  of  March, 
at  the  usual  banks  of  the  company.*  In  answer  to  a  question  from  Mr. 
Watson,  of  Leeds,  the  chairman  would  not  undertake  to  say  whether  there 
would  or  would  not  be  a  reduction  next  half-year  from  the  £?.  IQs.  per  share 
guaranteed.  There  would,  of  course,  be  a  reduction  on  account  of  the  in- 
coqie  tax ;  but  he  was  not  at  all  prepared  to  say  whether  that  would  be  all 
or  not. 

LiysspooL  Ain>  Burt. 

Fib.  28.— Half-teablt  MjBBTiNa.— The  chair  was  occupied  by  Mr.  J. 
Brancker. 

The  Secretary  read  the  report,  which  stated  that  considerable  progress 
had  been  made  in  carrying  on  the  works ;  the  contracts  for  the  works  on  the 
main  line  had  been  made,  except  on  the  length  of  the  arching  frt>m  Bound- 
ary Street  to  Loye  Lane^  and  in  a  few  days  the  remaining  contracts  would 
be  disposed  of.  A  special  general  meeting  will  be  held,  at  which  the  hills 
for  effecting  the  parliamentary  measures,  which  the  directors  with  their 
sanction  were  now  prosecuting,  will  be  submitted  to  the  proprietors  in  com- 
pliance with  the  Standing  Orders.  From  the  statement  of  accounts,  it  ap- 
peared there  had  been  receiyed  216,179/. ;  and  expended  26,106/.,  leaving  s 
Dalance  in  fayour  of  the  company  to  the  amount  of  191,073/. 

OxfOBD,  Worcester,  aito  Wolvbrhamptoic, 

Feb.  27. — Half-tearlt  Meethtq. — ^Mr.  J.  F.  Rufford  in  the  chair.  Be 
obseryed,  that  if  the  recommendation  contained  in  the  Report  of  the  Gauge 
Commissioners  was  to  be  acted  upon,  the  Oxford,  Worcestei^  and  WoWe^ 
hampton  must  abandon  their  project  of  the  broad  gauge,  than  which  no- 
thing could  be  more  unreasonable.    Instead  of  their  Une  being  based  upon 


the  broad  gauge,  they  would  be  required  to  sink  down  to  the  narrow  gauge. 
He  then  directed  attention  to  the  report.  He  spoke  of  the  friendly  relatioDS 
between  the  company  and  the  Qreat  Western,  which  had  behayed  with 
straightforward  liberality.  At  the  last  meeting  of  the  company  a  discussLoa 
took  place  which  had  not  benefited  the  undertudng.  Some  gentlemen  were 
of  opinion  that  it  would  haye  been  better  if  they  were  to  be  a  separate  com- 
pany, and  quite  independent  of  the  Oreat  Western.  He  and  his  brother 
directors  thought  otherwise,  and  they  were  accordingly  leased  to  them  for 
999  years,  and  they  could  not  be  released.  He  could  tell  them  that  thej 
were  better  leased  to  them  at  4  per  cent,  than  if  they  were  independent. 
Their  income  would  be  greater,  their  expenses  less,  and  their  balance  sheet 
would  show  greater  profits  than  if  they  were  an  independent  line.  He  ac- 
counted for  the  delay  noticed  in  the  report  by  the  recent  demand  for  8U^ 
yeyors,  <fec. ;  but  the  works  would  now  proceed  immediateljr.  The  Birming- 
ham,  Wolyerhampton,  and  Dudley  would  be  highly  boieficial  m  a  feeder  to 
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this  oompaiiy,  and  accordingly  they  had  taken  shares  to  the  amount  of 
100,000/.  In  GoncluBion,  he  said  that  they  would  close  the  books  in  June, 
and  pay  a  diyidend  of  4  per  cent,  and  continue  to  pay  it  during  their  open^ 
dons. 

Resolutions  empowering  the  directors  to  make  the  necessary  modifications 
ef  the  terms  of  the  lease  with  the  Great  Western,  and  confirming  the  sub* 
■criptions  to  the  Worcester  and  Port  Dynllaen,  and  the  Birmingham,  Wol« 
▼ernampton,  and  Dudley,  <fec.,  were  then  passed. 


Lowestoft  Railway  and  Habbour. 

FsB.  28. — ^FiBST  Halp-tearly  Mbetino. — Mr.  E.  Leather  in  the  chair. 

The  Chairman  said,  that,  living  on  the  spot,  he  was  happy  to  say  the  works 
were  steadily  progressing.  He  did  hope  that  they  should  be  able  to  carry 
out  the  project  of  making  Lowestoft  a  harbour  of  refuse. 

Mr.  Till,  the  secretary,  read  the  report.  It  stated  tnat  all  the  land  re- 
quired for  the  railway  has  been  determined  without  the  necessity  of  refer- 
ring a  case  to  a  jury.  The  two  bridges  over  the  Yare  and  Waveney  were 
woncs  of  great  difficulty,  and  would  influence  the  time  of  opening  the  Une. 
The  castings  were  preparing  in  London,  under  the  direction  of  the  com- 
pany's engineer,  and  were  expected  to  bo  ready  in  July  next.  Messrs.  Gris- 
sell  and  Peto  hxtd  been  contracted  with  (including  the  purchase  of  land)  at 
a  price  under  the  parliamentary  estimate.  The  nlans  for  improving  the 
harbour  have  been  approved  of  oy  tbe  Lords  of  tne  Admiralty,  and  an  ar- 
rangement has  been  made  for  proceeding  rapidly  with  the  works.  The  total 
receipts  to  the  31st  of  December  last  were  24,463/.  2s.  6d, ;  the  total  dis- 
bursements, 6,064/.  7s. ;  the  balance  in  hand,  18.398/.  I5s.  Sd. 

The  Chairman  said,  the  directors  having  resolved  to  make  another  call,  he 
ou^ht  to  say  the  works  were  making  ffreat  progress.  They  had  decided  to 
fence  in  the  harbour,  to  protect  it  from  the  sea,  and  therefore  additional 
funds  were  required.    The  report  being  put,  was  carried  unanimously. 

Dukbtable. 

Maach  3. — Half-ybably  Mbbtinq. — Mr.  G.  Stephenson  in  the  chair. 

The  report  was  read  by  Mr.  Long,  the  Secretaiy,  which  stated  that  it  had 
been  agreed  that  the  line  should  be  constructed  by  the  London  and  Birming- 
ham, wno  were  to  be  paid  by  this  company  for  its  cost,  on  condition  that  it 
did  not  exceed  the  amount  of  this  company's  capital,  and  if  there  should  be 
any  excess,  that  it  should  be  paid  by  the  London  and  Birmingham  out  of 
their  own  funds.  The  London  and  Birmingham  had  determined  to  defer 
the  commencement  of  the  works  on  the  Dunstable  line,  with  the  exception 
of  that  part  situate  between  Leighton  and  the  Grand  Junction  GansJ,  for 
the  present,  as  the  directors  were  of  opinion  that  it  was  unsafe  to  do  so  until 
the  result  of  the  bills  pending  in  Parliament,  with  respect  to  the  construc- 
tion of  the  Cambridge  and  Oxford,  and  Watford,  Luton,  and  St.  Alban's 
lines  was  known ;  these  lines,  if  adopted,  being  calculated  to  influence  ma- 
terially the  prosperity  of  the  present  undertaking.  The  accounts  of  the 
company  showed  a  balance  in  favour  of  the  company  of  17,800/. 

Tne  Chairman  stated  to  the  proprietors,  that  the  aividend  was  4  per  cent. 
per  annum. 

FUBNEBS. 

Fbb.  S8. — ^HALf-YBABLY  Mbbtiito. — ^The  report  was  read,  which  stated 
that  the  railway  will,  in  all  probability,  be  opened  on  the  1st  of  May.  A 
supply  of  locomotive  engines  and  carriages  has  been  ordered,  temporary  ac- 
commodations for  passengers  and  goods  are  being  prepared,  communications 
have  been  opened  with  the  different  iron  ore  merchants  in  Fumess,  and  with 
Mr.  Abel  Smith,  with  a  view  to  the  mutual  accommodation  of  the  railway 
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compuij  and  the  pier  at  Piel.  The  Whitehaven  and  Fumess  Junction  Ex- 
tension and  the  Fumesa  and  Windermere  bills  before  Parliament  will^  if 
carried  out,  contribute  materially  to  augment  the  traffic  on  the  line.  The 
directors,  as  authorized  at  the  general  meeting  in  August  last,  hare  bor- 
rowed on  mortgage,  at  the  rate  of  4  per  cent,  part  of  the  loan  of  25,000/. 
raisable  under  the  Act  of  Incorporation,  and  are  preparing  to  boirow  the 
remainder.  From  the  2nd  of  August  to  the  12th  inst.  the  receipts  have 
been  52,682/.  0«.  lOcL;  the  payments,  51,719/.  IBs.  lOd.;  the  biOance  u 
962/.  29,    The  report  and  accounts  were  unanimously  approyed  ot 

Glasgow,  Paisley,  Kilmarnock,  and  Ayb. 

Feb.  26. — Eiohtbenth  Half-yeably  Mbbtdpo. — >Ir.  John  M^Call  in  the 
chair. 

The  report  recommended  a  dividend  at  the  rate  of  7  per  cent,  per  annum 
for  the  last  six  months. 

Mr.  J.  Ross,  jun.,  moved  an  amendment  to  the  effect,  that  the  dividend  be 
7^  per  cent,  per  annum,  or  3}  on  the  half-year,  and  Mr.  Smith  supported 
the  proposal. 

After  some  discussion,  the  report  of  the  directors  was  carried  by  a  majority 
of  33  to  25. 

Southampton  and  Dobchesteb. 

Feb.  28. — Half-yeably  Meeting. — ^Lord  de  Mauley  in  the  chair. 

Ga^t.  Griffith,  the  Secretary,  read  the  report  and  abstract  of  accounts. 
The  time  of  opening  the  line,  and  its  course  through  the  New  Forest,  which 
appeared  to  depend  on  the  Cfommissioners  of  Wo^s  and  Forests,  who  hid 
ouposed  the  original  intended  line,  were  the  subjects  of  slight  conversation. 
Tne  report  was  agreed  to. 

A  resolution  was  next  read,  passed  by  the  South-Westem  Board,  anoint- 
ing as  directors  (that  company  having  the  power  to  nominate  one-third  of 
the  directors;)  Messrs.  W.  J.  Chaplin,  T.  Smith,  J.  B.  Boothby,  and  M.  Uuelli 
The  nomination  was  accepted. 

Capt  Garland  then  proposed,  and  Mr.  Lambert  seconded,  the  re-election, 
as  directors,  of  Lord  de  Mauley,  Mr.  Mills,  Capt.  Garland,  Rev.  W.  Jones, 
Messrs.  Lambert,  Bryant,  Brouncher,  and  the  appointment  of  Mr.  Bond  in 
the  room  of  one  who  had  retired. 

Mr.  Chaplin  (chairman  of  the  South-Westem  Board)  moved  an  amend- 
ment lie  stated  at  length  the  differences  existing  between  the  two  com- 
panies, contending  that  the  Dorchester  Company  had  treated  the  Sonth- 
Westem  anything  but  fiiirly,  and  had  evinced  too  great  a  leaning  to  the 
Great  Western.  Ue  also  objected  to  the  selection  of  Mr.  Brunei  by  this 
company,  he  being  the  active  and  intelligent  organ  of  the  Great  Western, 
and  of  course  bound  up  in  their  success.  An  infusion  of  new  blood  was  ne- 
cessary in  the  directory,  and  under  all  the  circumstances  he  had  explained, 
painful  as  the  task  was,  he  would  move  as  an  amendment  the  following 
list : — ^Lord  de  Mauley,  Messrs.  Mills,  Lambert,  and  Brouncher ;  and  in  the 
i)lace  of  the  other  four.  Sir  John  Guest,  Col.  Henderson,  Capt.  Breton,  and 
Mr.  Martin  Maddison. 

The  amendment  was  seconded  by  Mr.  Wire,  and  a  very  warm  discussion 
ensued,  which  terminated  by  an  arrangement  that  the  names  should  be  pro- 
posed separately. 

The  Hev.  W.  Jones,  previous  to  the  votes  being  taken,  delivered  a  protest 
against  the  reception  of  votes  in  respect  of  any  shares  whatsoever,  which 
now  stand  in  the  names  of  any  parties,  and  which  have  been  purchased  bj, 
or  held  in  trust,  or  as  agents  for,  or  subject  to  the  direction  or  control  of  the 
London  and  South-Westem.  Ue  believed  that  such  votes  were  illegal,  and 
in  contravention  of  the  agreement  between  this  company  and  the  London 
and  South-Westem  Railway  Company,  and  also  of  the  clauses  of  the  Oom- 
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panies  Claiises  Consolidation  Act,  1845.  And  he  protested  against  any 
parties  who  may  be  chosen  directors  of  this  company  by  such  votes,  or  by  a 
majoritj  caused  by  such  Totes,  acting  as  a  director. 

The  names  were  then  severally  proposed,  when  those  comprised  in  the  list 
of  Mr.  Chaplin  were  all  elected,  on  which  Mr.  Gastleman  demanded  a  poll, 
which  was  mmiediately  taken. 

The  poll  having  closed,  the  following  was  the  result ;  Lord  de  Mauley, 
1,462;  Mr.  Mills,  1,462;  Mr.  Brouncher,  1,462;  Mr.  Lambert,  1,462;  Col. 
Henderson,  1,266;  Mr.  Maddison,  1,266;  Capt.  Breton,  1,266;  Sir  John 
Guest,  1,266;  Mr.  Garland,  196;  Mr.  Jones,  196;  Mr.  Bryant,  196;  Mr. 
Bond,  196. 

The  Chairman  therefore  declared  the  eight  gentlemen  having  the  largest 
number  of  votes  duly  elected  as  directors  of  the  company. 

Mr.  Castleman  then  resigned  his  situation  as  solicitor  to  the  company. 
lie  beliered  the  election  to  be  illegal,  and  therefore  could  not  advise  with  a 
board  so  elected. 


South  Devon. 

9Iabch  3. — Half-vearly  Meeting,  by  adjournment  from  the  28th  ult. — 
Mr.  Gill.  M.P.,  in  the  chair. 

The  cnairman,  said  that  since  the  last  meeting  additional  calls  had  been 
made,  bringing  the  paid-up  capital  to  35/.  per  snare,  the  total  amount  of 
capital  being  70,000/.  They  had  advertised  some  time  back  for  loans,  at  an 
interest  of  4  per  cent. ;  but  in  consequence  of  the  madness  of  speculation, 
money  was  dimcult  to  be  obtained.  A  further  call  was  made,  and  he  was 
happy  to  say  that,  notwithstanding  its  largeness,  it  was  responded  to,  in  a 
manner  which  showed  confidence  in  the  undertaking.  It  would  be^  perhaps, 
satisfactonr  for  them  to  learn  that  of  the  700,000^.  capital,  deposits  to  the 
amount  of  90,000/.  had  been  paid  to  the  Accountant-General  on  account  of 
schemes  which  thev  had  resolved  to  support.  With  regard  to  the  lines 
which  they  had  authorized  the  company  to  assist,  he  had  little  further  to 
say  than  that  the  Ashburton,  Newton,  and  South  Devon  Junction,  and  the 
Kxeter  and  Topsbam,  had  passed  the  Standing  Orders  Committee,  and  had 
been  read  a  second  time.  They  had  recently  issued  an  advertisement  for 
loans  at  a  higher  rate  of  interest,  on  debentures  at  5  per  cent.,  and  they  had 
received  many  applications ;  money  was  flowing  in  freely,  and  he  doubted 
not  that  more  would  follow,  so  as  to  supersede  the  necessity  of  any  further 
<»kll.  With  regard  to  the  state  of  their  affairs,  Mr.  Brunei  had  prepared  a 
report,  which  would  be  read  by  that  gentleman.  The  line  was  already 
formed  from  Exeter  to  Newton,  and  with  the  exception  of  the  atmospheric 
portion,  might  be  considered  as  almost  completed.  Mr.  Qill  proceeded  to 
«ay  that,  in  reference  to  the  reports  of  the  failure  of  the  atmospheric  prin- 
ciple on  this  line,  the  directors  expressed  their  most  unqualified  confidence 
that  the  undertaking  would  succeed  in  every  way  thev  could  desire.  lie 
had  now  the  pleasure  to  inform  them  that  sixteen  miles  of  railway  were 
completed,  tnat  sixteen  miles  of  pipes  were  prepared  for  laying, 
and  that  four  miles  of  pipes  had  actually  been  laid  upon  the  road. 
They  intended  to  lay  the  atmospheric  pipes  at  the  rate  of  one  mile  weekly. 
They  might  not  be  able  to  open  the  atmospheric  portion  of  it  for  some 
months ;  but  they  had  thought  it  right  to  open  the  line  to  Teignmouth  forth- 
with, working  it  with  a  locomotive,  a  circumstance  which  would  not  impede 
the  progress  of  the  atmospheric ;  and  very  shortly  they  hoped  to  be  able  to 
open  the  line  as  far  as  Kingsteignton.  The  Chairman  explained  that  four 
directors  were  to  be  elected  in  place  of  as  inany  withdrawing,  and  two 
auditors. 

The  Engineer,  in  explanation  of  the  delay  on  the  works  that  had  oc- 
curred, stated  that  they  were  unfortunate  the  first  winter,  when  there  were 
strong  easterly  winds.  Then  no  work  could  be  done,  and  they  lost  the  first 
fix  months.    With  that  exception  they  had  been  fortunate  iu  the  course  of 
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their  work,  and  at  the  present  moment  the  work  was  in  a  very  satiafiieioiy 
condition.  With  regard  to  the  obsenrations  respecting  the  atmospheric 
system  on  the  Croydon,  he  would  remark  that  he  had  followed  the  works  on 
that  line  with  anxiety — ^with  the  anxiety  at  least  which  led  them  to  examine 
what  Was  to  be  done.  Kothinff  had  occurred  at  Croydon  to  diminish  the 
confidence  of  those  who  thought  that  it  was  a  system  easily  accomplished, 
and  that  its  mechanical  difBculties  might  be  oyercome.  The  Croydon  Rail- 
way was  not  yet  laid  entirely  with  the  atmospheric  apparatus.  The  di- 
rectors of  that  company  determined  to  commence  only  with  the  portion  of 
the  line  which  is  distinct  from  the  other  railways,  and  up  to  the  piwent 
moment  the  directors  had  not  laid  the  pipes  to  London.  From  Forest  Hill 
to  Croydon,  a  distance  of  about  fiye  miles,  has  been  opened  to  the  public 
From  New  Cross  to  London  they  were  also  running  trains,  but  not  for  the  pub- 
lic. On  the  other  part  the  result  is  perfectly  satisfactory,  as  showing  the  poirer 
and  effect  of  the  system,  and  the  regularity  with  which  it  can  work  ;  and  so 
far  from  the  experiments  throwing  any  doubt  on  the  capabilities  of  the 
system,  it  shows  most  completely  that  eyerythin^  can  be  carried  out.  There 
were  two  sections  which  also  showed  what  comd  be  done  on  a  long  line. 
There  are  disadyantages  connected  with  the  working  of  the  atmospheric 
system  on  a  short  line,  but  a  line  with  four  or  fiye  sections  would  work 
better  than  one  with  only  two  sections.  On  the  Croydon  line  a  yeiy  satis- 
factory result  had  been  obtained — namely,  that  although  the  engines  were 
placed  at  only  two  miles  apart^yet  they  would  work  the  whole  distance  wiih 
the  use  of  only  one  engine.  Therefore,  when  the  line  consisted  of  seyeral 
sections,  they  might  dispense,  if  necessary,  with  all  but  one  engine  at  each 
end.  The  results  had  been  perfectly  satisfactory  to  his  mind.  They  all 
knew  that  on  the  introduction  of  a  new  system  there  were  a  sreat  number 
of  persons  who  were  interested  in  discoyering  defects,  which  led  to  the 
more  early  improyement  of  an  inyention  than  would  otherwise  occur. 
The  retiring  directors  were  re-elected. 


HUDDEBSFIELD  AXD  MaNOBESTER. 

Feb.  28. — Half-yearly  Meeting — Mr.  Carbutt,  of  Leeds,  in  the  chair. 

Mr.  W.  Gilmer  read  the  Directors'  Keport.  It  stated  that  all  difficulties  in 
the  purchase  of  land  had  been  remoyed — that  a  timely  order  had  been 
giyen  for  locomotiyes  ;  and  that  the  rails  and  chairs  were  contracted  for, 
and  in  course  of  deliyery.  The  receipts  in  the  railway  department  to 
December  had  been  268,976^.  lOs,  Id,  The  expenditure,  208,517/.  12s.  2d, 
In  the  canal  department  the  receipts  were  3,207/.  7s,  4fd.  The  expenses, 
1,898/.  Is.  &^.  The  debits  to  31st  December  were  stated  at  17,491/.  10*.  11  Jrf. 
The  credits  the  same  sum ;  including  a  balance  in  baud  of  10,141/.  15<.  8aL, 
and  not  including  31,230^.  "  permanent  property  which  should  be  kept*' 

The  report  was  adopted.  The  business  for  the  meeting  now  was  finally  to 
settle  the  amalgamation  with  the  Manchester  and  Sheffield. 

Mr.  T.  F.  Bennett  would  oppose  the  proposed  amalgamation.  He  beHered 
that  before  they  went  to  the  House  of  Lords  they  must  haye  a  majority  of 
three-fifths  of  the  shareholders,  and  he  should  therefore  wish  one  questioQ 
to  be  answered — ^when  speaking  of  a  majority  of  that  meeting,  did  the 
Board  mean  a  majority  of^ three-fifths  l 

The  Chairman  replied  that  he  should  require  a  majority  of  three-fifths  of 
the  present  meeting,  and  if  there  was  not  such  a  majority,  the  directors 
pledged  themselyes  to  abandon  the  proposed  amalgamation.  In  reference 
to  the  capital  required  for  the  formation  of  the  proposed  lines,  the  Chainoaa 
said  that  the  Great  Grimsby  and  Sheffield  line  was  fifty-nine  miles  in  length, 
and  would  require  a  capital  of  600,000/.  for  a  single  line  of  rails,  but  a  decision 
had  since  been  come  to,  to  lay  down  a  double  line  of  rails,  and  an  additional 
capital  of  230,000/.  would  therefore  be  required,  making  a  total  of  623,0C(V^ ; 
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there  wft9  a  deviation  at3rigg  of  four  miles,  requiring  a  capital  of  00,000?. ; 

the  line  to  Lincoln  would  cost  265^000^. ;  the  line  to  Bolton  and  Newark, 

XOyOM, ;  then  there  were  the  Grimshj  Docks,  the  expense  of  which  was 

ctleolated  at  420,000?.,  and  the  purchase  of  the  Humber  ferries  40,000?. ; 

then  there  was  the  Sheffield  and  Lincoln  line,  of  thirty-six  miles,  costing 

5^,000?.,  and  the  extension  of  their  own  company,  costing  250,000?.  The 
whole  of  the  proposed  lines  were  165^  miles  in  len^h,  and  the  capital  re- 
quired 2,718,000?. ;  the  average  cost  of  the  lines  bein^  after  the  rate  of 

14,000?.  ner  mile.    He  now  came  to  the  Sheffield  and  Manchester  line ; 

l,G0O,OO(x.  had  alreadjr  been  expended,  at  a  cost  of  30,000?.  per  mile.  The 
several  branches  appbed  for  by  that  company  were — the  Bamsley  branch, 
capital  150,000?.,  the  Whalley  Bridge  branch,  400,000?. ;  the  Glossop  branch, 
15,000?. ;  and  the  Sheffield  Junction  (or  an  enlargement  of  the  present  sta- 
tion), 20,000?.  Making  a  total  capital  of  5,250,000?.  In  addition  to  this 
there  was  the  Nottin^am  and  Newark  branch ;  but  as  it  was  not  likely 
they  would  pass  the  Standing  Orders,  he  had  not  taken  them  into  the  ac- 
count There  were  two  other  lines  towards  which  that  company  intended 
to  subscribe  the  sum  of  310,000?.,  making  a  grand  total  of  5,560,000?.  To 
this  they  had  to  bring  a  capital  of  850,00<)/.,  and  if  they  had  obtained  their 
branches  a  further  capital  of  688,000?.  The  Peak  forest,  Macclesfield,  and 
Ashton  canal  had  been  leased  at  a  rental  of  28,400/.  The  total  capital  of 
the  amalgamated  companies  would  therefore  amount  to  7,100,00u.  And 
now  came  the  desirability  of  the  amalgamation,  which  the  Chairman  with 
much  warmth  ursed  upon  the  grounds  of  gratitude^  and  honour,  and  good 
faith.  Suppose  uiey  refused  to  amalgamate ;  they  would  then  be  separated 
from  any  other  company  by  a  distance  of  seven  miles  ;  they  would  be 
placed  in  the  same  position  as  they  would  be  supposing  they  wanted  to  get 
to  Leeds  without  the  Leeds  and  Dewsbury.  Who  so  likely  to  get  traffic 
for  them  in  Manchester  as  the  Sheffield  company,  who  had  better  station 
accommodation  than  any  other  company  in  Manchester  ?  There  might  be 
minor  defects  in  this  great  scheme,  but  as  a  whole  a  better  one  could  not 
have  been  proposed.  Look  at  the  proposed  cost — 45,000?.  per  mile  for  their 
own,  30,000/.  for  the  Sheffield  schemes,  and  14,000?.  per  mile  for  the  others 
with  which  they  proposed  to  amalgamate.  All  those  different  lines  he  had 
named  ought  to  be  placed  under  one  management.  The  Chairman  then 
formally  proposed,  "  That  it  be  a  recommendation  to  the  directors  to  pro- 
ceed with  the  bill  before  Parliament  for  the  amalgamation  of  this  company 
with  the  Sheffield,  Ashton-under-Lyne,  and  Manchester  Railway  Company 
and  its  confederates." 

Mr.  W.  L.  Brook  seconded  the  motion. 

Mr.  Bennett  in  proposing  an  amendment — "  That  the  proposed  amalgama- 
tion ought  not  to  be  further  proceeded  with,  but  that  the  independence  of 
this  company  be  preserved,*' — said  that  the  proposed  amalgamation  was 
quite  unnecessarr.  He  had  no  doubt  the  directors  had  the  interests  of  the 
shareholders  at  heart,  but  somehow  they  had  the  misfortune  never  to  look 
at  them  except  through  Sheffield  spectacles. 

Mr.  Heaps,  of  Huddersfield,  seconded  the  amendment. 

The  motion  and  amendment  was  then  put,  and  the  show  of  hands  about 
equal.  This  of  course  decided  the  fate  of  the  proposed  amalgamation.  A 
poll  was  however  demanded  by  those  in  favour  of  the  amalgamation,  and  it 
was  at  once  proceeded  with. 

The  numbers  for  and  against  the  amalgamation  were  announced  to  be  as 
follows : — 


AGAINST.  FOR. 

Shares.       Votes.  Shares.  Votes. 

Present  .  .    .    2,785  1,334 

Proxies  .  .    .    5,100  2,141 


Present  .    .    .    4,655        1,526 
Proxies  .    .    .    6,021        2,562 


10,076        4,088 


7,886        3,476 
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Thus  leaving  a  majoiitj  against  the  amalgamation  of  %791  shares  or  613 
votes. 

Upon  the  Chairman  announcing  tho  majority,  it  was  received  with  loud 
cheering.  The  names  of  the  new  directors  were  then  read  over,  and  the 
Chairman  exhorted  the  meeting  to  let  all  feelings  of  animo&ity  ceaM  £rom 
that  moment. 


Hatls. 
The  meeting  of  this  company,  which  was  to  have  heen  held  on  the  3id 
ult,  was  adjourned,  in  consequence  of  the  West  Cornwall  petition  bciog 
before  the  Standing  Orders  Conxmitteo. 


Bbistol  and  Exstbb. 

March  4. — Half-tbarly  Mxetikq — ^Mr.  J.  Gibbs  in  the  chair. 

Mr.  Badham,  the  secretary,  read  tho  report,  which  set  forth  that  the 
amount  of  rent  and  share  of  toll  stated  oy  the  Great  Western  Railway 
Company  to  be  due  to  this  company  for  the  half-year  ending  on  the  13th  of 
December  last,  is  as  follows,  viz. : — 

Fixed  rent  of  the  line  from  Bristol  to  Exeter,  from  the  14th 
of  June  to  the  13th  of  December,  1845,  at  71,957^.  a  year .  j£35,978  10    0 

Share  of  toll  on  305,599  passengers,  conveyed  9,633,927 
miles,  at  id,  per  mile 10,035    6  10 

On  merchandize,  59,174  tons  7  cwt.  3  qrs.  10  lbs.,  equal  to  one 
ton  conveyed  2,423,766  miles,  at  ia.  per  ton  per  mDe.        .      2,524  15   2 

The  gross  earnings  on  the  line  during  the  year  1845,  were  very  netrly 
190,0tKV.  After  deducting  the  balance  of  income  tax,  it  will  be  seen  that 
the  last  half-year's  revenue  does  not  justify  any  increase  of  dividend  ;  sad 
your  directors  therefore  recommend  to  you  to  declare  the  xisual  dividend  of 
1^.  8^.  per  share  on  the  15,005  whole  shares,  free  of  income  tax,  for  tho  half- 
year  ending  the  6th  of  April  next.  Interest  on  the  deposit  of  21,  per  third 
share,  to  the  date  of  the  second  call  (the  15th  of  January),  will  be  remitted 
to  the  proprietors  who  stood  registered  for  these  shares  at  the  closing  of  the 
books  on  die  21  st  of  February.  Under  the  authority  of  your  resolution  of 
the  28th  of  August  last,  measures  have  been  taken  for  obtaining,  in  the 
present  session  of  Parliament,  an  Act  for  constructing  a  branch  from  YeoTiI 
to  Crewkeme.  The  cost  of  this  bi*anch  will  be  provided  for  out  of  the 
capital  authorized  by  the  Act  of  last  session.  Agreements  for  the  purchase 
of  land  for  the  branches  to  Clevedon,  Tiverton  and  Yeovil,  are  m  active 
progress,  and  in  a  short  time  contracts  for  some  of  the  works  will  be  adver- 
tised. The  construction  of  a  branch  to  the  city  of  Wells  has  been  postponed. 
A  draft  of  the  North  Devon  bill,  as  well  as  that  for  the  branch  to  Crew- 
kerne,  will  be  submitted  to  a  general  special  meeting.  The  bill  for  the 
Cornwall  Railway  is  fully  expected  to  pass  into  a  law  in  the  present  session. 
The  alterations  recommended  by  the  engineer  having  called  for  an  incretae 
of  capital,  the  directors  could  not  hesitate  to  agree  to  subscribe  for  the  pr(^ 
portion  of  the  new  shares  in  that  company,  and  a  resolution  will  accordingly 
be  submitted  to  confirm  the  subscription  for  1,500  half-shares,  at  25/.  each. 
The  instalments  paid  on  4,000  shares  in  that  undertaking,  including  a  call 
of  10/.  per  share  on  the  25th  of  January  last,  amount  to  140,000e.  The 
Exeter  and  Crediton  Railwav,  under  lease  to  this  company,  will  be  opened 
within  the  present  yeai\  The  30/.  per  share  remaining  to  be  called  for 
upon  the  100/.  shares  being  reserved  for  paying  olT  the  loan  notes  as  they 
successively  fall  due,  and  a  portion  of  these  being  payable  on  the  21st  of 
the  present  month,  a  call  has  been  made  for  5/.  per  share,  payable  on  the 
18th.  On  the  subject  of  the  rejected  provisional  agreement  for  a  perpetual 
lease  of  your  line  to  the  Great  Western  Company  at  a  rent  charge,  the 
directon  refer  to  their  special  report  of  the  18th  of  February. 
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BeiolutionB  adopting  the  report  declaring  a  diyision  of  1^.  Ss,  per  share  for 
the  last  half-year,  and  the  raising  of  capital  for  the  branch  lines,  as  autho- 
rized hj  the  Act  of  Parliament,  were  tncn  passed.  A  resolution  was  then 
moTed,  authorizing  the  directors  to  subscribe  for  15,000  half  shares  of  25^. 
each  in  the  Cornwall  Railway,  and  passed. 


EXSTKB  AND  CbBDITON. 

Fib.  28.— Half-yearly  MssriNO.—Mr.  J.  W.  Buller,  of  Downes,  in  the 
duur. 

The  business  of  the  meeting  was  limited  to  the  hearing  and  adopting  the 
report.  It  stated  that  fiye-sizths  of  the  land  had  been  obtained  at  fair 
pnces.  The  contracts  were  now  in  actiye  operation,  and  the  raijs  ready 
for  deliyezj.  A  6^.  call  was  payable  on  the  31st  of  March,  or  in  two  instal- 
ments of  21,  lOa,  on  the  31st  of  March  and  the  1st  of  May,  and  a  lease  of 
the  line  to  the  Bristol  and  Exeter  was  now  with  that  company  for  approval. 
The  finances  showed  a  balance  in  hand  of  2,614/.  at  the  present  time.  The 
receipts  to  the  31st  of  December,  had  been  11,934/.  5^  lid,  the  payments 
4,155{.  12«.  lid.  The  engineer  reported  that  he  thought  the  line  would  be 
opened  by  the  next  half-yearly  meeting. 


KbWRY  A5D   EnNISKILLSK. 

Feb.  27.-'SEC0iri>  HALr-YSARLY  Mbbtubto.— Viscount  Newry,  M.P.,  in  the 
chair. 

Mr.  Biyden  read  the  report,  which  stated  that  the  directors  have  ap- 
pointed Mr.  Godwin,  engineer  of  the  Ulster  Railway  Company,  their  resident 
engineer.  The  final  surveys  of  the  whole  lino  have  been  made.  They  have 
a  contract,  within  the  original  estimate,  for  the  section  commencing  at 
Newxy  ;  and  will  soon  be  able  to  contract  for  a  section  commencing  at  or 
near  Armagh  to  join  it.  A  call  of  21.  per  share  is  in  the  course  of  payment. 
It  ifl  expected  that  this  railway  will  become  a  great  trunk  line  K>r  the 
North-west  and  Midland  Counties,  and  will  have  the  advantage,  for  four- 
fifths  of  its  length,  of  the  traffic  to  Belfast.  The  Enniskillen  and  Sligo 
Railway;  and  the  Newry,  Armagh,  and  Londonderry  Junction  Railway,  now 
before  "Parliament,  if  carried  out,  will  greatly  increase  its  traffic.  The  re- 
ceipts on  deposits  of  21.  lOs.  per  share  are  45,000/. ;  expenditure,  27,291/. 
18«.  Id. ;  600  shares  held  by  the  trustees  for  the  company  are  1,500/. ; 
and  there  is  of  cash  at  interest  in  the  banker^s  hands,  16,288/.  Is.  lid.  The 
report  was  adopted.  1,000/.  per  annum  were  voted  to  the  directors  ;  300/. 
per  annum  to  the  secretary,  and  40/.  per  annum  to  the  auditors.  It  was 
stated  to  the  meetins  that  there  is  to  be  a  general  station  at  Armagh  for  all 
lines  passing  through  or  terminating  there. 


Qrsat  Lbikster  and  Mukstbr. 

Mabch  6. — Half-ybarly  Meeting. — ^Mr.  Bainbrid^e  in  the  chair. 

Mr.  Harte,  the  secretary,  read  the  report.  It  stated  that  eight  miles  of 
land  had  been  purchased,  and  that  an  amalgamation  upon  equal  terms  had 
been  effected  with  the  Wexford  and  Carlow,  as  also  with  the  Great  Southern 
and  Western,  whereby  that  company  agrees  to  take  one-sixth  of  the  capital, 
on  condition  of  their  being  allowed  to  place  three  of  their  directors  on  the 
Board. 

The  name  of  the  company  is  to  be  chanfed  to  that  of  the  Irish  South- 
Eastern.    The  accounts  snowed  a  balance  of  11,026/. 

The  Chairman  said  that  eight  miles  of  the  line  had  been  commenced, 
and  that  a  contract  for  18,000^  had  been  signed  and  sealed. 

The  Chairman  stated  that  out  of  6,000/.  only  3,000/.  had  been  paid  upon 
calls,  and  hoped  the  deficiency  would  be  made  up.  The  Great  Western 
and  Northern  nad  taken  1,000  shares  in  the  company,  and  the  line  would 

VOL.  III.  Z 
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have  all  the  benefit  of  their  support    The  extenaion  to  doniDel  irM  eiii- 
mated  by  Sir  John  Macneill  at  300)0002. 

MaNCHESTSB  AVD  BiSHtKOHAlt. 

Mabch  6. — Half-yearly  Meeting. — Mr.  J.  Westhead  in  the  chair. 

The  Chairman  said  that  the  contract  for  the  branch  to  connect  Ashton 
with  Stockport  had  been  let  to  an  experienced  and  enterprising  contractor, 
and  the  works  would  be  commenced  and  disposed  of  with  as  much  desjoatch 
as  possible.  Some  difficulties  had  been  tlurown  in  the  way  of  the  South 
Junction  and  Altrincham  line,  owing  to  the  surtvTors  being  bo  mnA  en- 
gaged with  other  business  as  to  prevent  their  attending  to  tms  undertaking 
for  some  time.  That  difficulty  nad  now,  however,  been  removed,  and  the 
works  would  be  proceeded  with  with  all  convenient  dispatch.  These  wo^ 
had  rendered  it  necessary  for  them  to  depart  from  their  former  anangement 
with  respect  to  calls,  and  thev  now  proposed  to  make  some  of  them  at  no 
distant  period.  lie  next  called  attention  to  the  lines  in  which  the  com- 
pany was  more  or  less  interested.  There  was,  first,  the  Manchester  and 
Buxton.  It  had  passed  the  Standing  Orders,  and  there  was  everr  prospect 
of  its  getting  through  Parliament  without  opposition.  The  Shropshire 
Union  had  also  passed  the  ordeal  of  going  through  the  Standing  OrderB ; 
and  as  an  arrangement  had  been  come  to  with  the  Aberystwith  and  Crewe, 
by  which  the  latter  company  agreed  to  abandon  that  portion  of  their  scheme 
which  embraced  the  district  between  Crewe  and  Newton,  it  is  not  likely  to 
meet  with  much  more  opposition.  Parties  deeplv  interested  in  the  district 
beyond  Newton  and  towards  Milford  Haven  had  put  themselves  in  a  poo- 
tion  to  form  a  company  to  connect  Manchester  with  that  part,  miLlring  \m 
of  the  Manchester  and  Birmingham  line  between  Manchester  and  Crewe ; 
and  at  no  distant  period  they  might  expect  to  see  a  scheme  of  this  sort 
brought  out.  All  their  branches  had  passed  Standing  Orders ;  but  he  re- 
gretted that  he  could  not  add  that  the  Direct  Manchester  had  failed; 
numerous  allegations  of  a  serious  nature  had,  however,  been  made  out 
against  it,  and  he  had  little  doubt  but  that  it  would  be  stopped  by  the  up- 
stairs committee.  In  his  opinion  it  was  an  absurd  and  ridiculous  scheme. 
He  held  in  his  hand  a  draft  of  the  bill  for  the  amalgamation  of  the  three 
companies,  namely : — the  London  and  Birmingham,  the  Grand  Junction 
and  Manclicstcr  and  Birmingham ;  and  it  was  strictlv  in  accordance  with 
the  agreement  entered  into  last  year.  As  a  nroof  of  tne  value  of  this  great 
amalgamation,  he  might  mention  that  it  haa  enabled  them  to  make  a  con- 
siderable reduction  in  their  fares  for  passengers  and  rates  on  goods.  The 
result  had  been  that  no  fewer  than  2,740  more  passengers  had  passed  OTer 
the  line  than  in  the  past  year,  while  the  goods  traffic  had  exceeded  that 
of  last  year  by  71,000  tons.  The  former  had  been  conveyed  at  a  cost  of 
8,226^.,  and  the  latter  at  4,62U.,  or  a  penny  and  a  tenth  per  mile  per  pas- 
senger, and  a  halfpenny  per  mile  per  ton  on  foods.  It  was  gratifying  to 
know  that  this  increase  of  traffic  had  required  little  or  no  additional  ex- 
penditure. He  concluded  by  taking  a  rapid  glance  at  the  advantages 
which  the  railway  system  had  conferred  on  the  country,  and  suggested 
that  a  similar  testimonial  to  that  presented  to  Mr.  G.  Hudson  ought  to  he 
offered  to  Mr.  G.  Stephenson. 

The  Cliairman  stated  that  on  all  the  monies  called  up  to  cany  out  the 
branches  and  extension,  interest  at  the  rate  of  8  per  cent,  would  be  allowed 
until  the  stock  became  entitled  to  participate  in  the  dividends. 

SotTTUAMPTOir,  MaNOHEBTSR,  AND  OxVORD. 

Feb.  28.— General  MBETiwa.^Mr.  Muntz,  M.P..  in  the  chair. 

The  Chairman  stated  that  the  Directors  could  nave  wished  to  call  the 
shareholders  and  scripholders  together,  to  decide  upon  winding  up  the  con- 
cern, but  unfortunately  they  had  been  placed  in  (ufficult  circumstincei,  io 
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oonaeoueiiee  of  Ghanctfy  suiti  having  beeti  infitiiuted  againit  th«  diicctorg. 
Th«  directon   had    therefon  called   the   present  meeting   together,  to 
Itj  the  whole  case   before  the  shareholders.     The   report   stated,  tnat, 
bdore  the  letters  of  allotment  were  prepared,  the  solicitor  (Mr.  Parsons^ 
entered  into  a  negotiation  with  Mr.  BetheU,  the  solicitor  to  the  Oxford^ 
Southampton,  Ck>Bport  and  Portsmouth,  for  an  amalgamation.     The  pro- 
posed amalgamation  was  conditionally  effected ;  but  earlj  in  January  hist, 
the  committee,  in    consequence  of  certain    imfavourable  reports  which 
reached  them,  instructed  tneir  engineer  to  examine  the  plans  and  sections 
deposited  by  Mr.  Bethell's  company,  and  report  thereon.    That  report  con- 
vinced the  committee  that  any  application  to  Parliament,  in  conjunction 
with  Mr.  Bethell's  company,  could,  if  opposed  on  the  Standing  Orders,  lead 
(mly  to  great  expense  and  certain  disappointment,  and  the  amalgamation 
was  therefore  declared  to  be  at  an  end.    The  committee  then  e&cted  an 
amalgamation  with  the  Oxford,  Newbury,  Andover,  Manchester,  and  South- 
ampton Junction.     The  committee,  however,  now  expressed  their  regret 
that  that  company  were  unable  to  contribute  their  proportion  to  the  joint 
fund  of  the  amalgamated  companies,  and  that  in  consequence  it  had  been 
found  impossible  to  proceed  to  Parliament  in  the  present  session.    The 
committee  then  mentioned  that  various  suits  had  been  commenced  against 
them,  to  which  Mr.  Parsons  was  attorney,  and  stated  they  were  of  opinion 
that  these  suits.  If  carried  on,  would  prove  very  detrimental  to  the  real 
interests  of  the  subscribers,  as  they  (the^  committee)  were  advised  they 
could  not  with  safety  part  with  the  funds  in  their  hands  while  these  suits 
riiould  be  pending.    Tne  suit  in  Chancery,  instituted  by  Messrs.  Doyle  and 
Scrivener,  prevented  the  committee  from  proposing  any  resolution,  and 
should  they  succeed,  all  the  accoimts  of  the  company  will  have  to  be  taken 
into  the  Court  of  Chancery.    The  number  of  shares  allotted  up  to  the  26th 
ult.  23,440 ;  reserved  21,560.    Of  the  former,  but  19,695  shares,  at  21.  28. 
eacn,  were  taken  up,  realizing  a  sum  of  41,149^.  lOs,     The  expenditure 
amoimted  to  10,712^  9$.  7cf.,  leaving  a  balance  of  31,437.  Os,  5a.    A  per- 
sonal discussion  ensued  respectiDg  the  conduct  of  Mr.  Parsons,  the  late 
solicitor  of  the  company,  but  it  involved  only  one  point  of  any  interest  to 
the  public,  viz.,  that  some  of  the  members  of  the  provisional  committee  had 
spent  a  portion  of  the  funds  for  the  purpose  of  "  rigging"  the  market.    It 
appeared  that  Mr.  Muntz,  Mr.  Spooner,  and  the  majority  of  the  provisional 
committee  had,  from  the  moment  they  discovered  the  transaction,  expressed 
themselves  against  its  propriety,  and  that  the  money  had  been  refunded. 
The  meeting  was  adjourned ;  the  great  majority  deeming  it  right  that  the 
directors  should  have  an  opportunity  of  answering  the  allegations  made 
agunst  them  in  the  Chancery  suits. 

London  and  BtBKixaHAli. 

Mr.  0.  C.  Gltk,  the  Chairman,  proposed  the  confirmation  of  the  con- 
ditional agreement  for  the  sale  and  transfer  of  the  Trent  Valley  Continua- 
tion line.  He  reminded  the  meeting  of  the  agreement  made  last  year,  that 
this  company  should  become  coproprietors  of  the  Trent  Valley  line  with 
the  Man<me8ter  and  Birmingham  and  the  Qrand  Junction.  These  three  com- 
panies hold  the  greatest  snares  in  the  Trent  Valley  Company,  which  only 
hold  three-ninths  of  the  entire  number.  It  was  at  first  judged  best  to  be- 
come the  lessees,  but  in  the  preparation  of  the  deeds  and  leases  there  was 
found  to  be  so  much  technical  difficulty,  that  it  was  deemed  better,  on  fiirther 
consideration,  to  purchase  the  interest  of  the  Trent  Valley  Company  at  once. 
The  terms  on  which  this  purchase  had  been  agreed  to  were  28/.  per  share ; 
23^.  for  the  premium  to  which  they  had  risen,  and  5^.  for  the  amount  paid  ; 
and  considering  the  interests  and  circumstances  of  each  company,  this  was 
a  fair  bargain.  Although  the  Manchester  and  Birmingham  and  the  Grand 
Junction  Companies  were  joint  purchasers  with  the  London  and  Birmingham, 
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yet  the  whole  arrangementi  as  to  the  works,  the  capital,  and  all  details,  were 
to  be  in  the  hands  of  the  London  and  Birmingham,  that  being  considered 
best  for  the  general  interests.  The  resolution  was  then  receiyed  and  nnani- 
mously  agreed  to.  The  15th  of  April  next  is  the  day  settled  for  the  naTment 
of  the  purchase  money,  which  amounted  to  584,000^.,  but  they  haa  Uie  op- 
tion ofdeferring  payment  till  the  15th  of  July,  paying  5  per  cent  inter^ 
for  the  delay. 

L05I>0ir  AUD   OBOTSpV. 

March  10. — ^Twbntt-fibst  Half-tba&lt  Mbetino. — Mr.  W.  A.  WiUdnson 
in  the  chair. 

He  congratulated  the  meeting  on  the  large  increase  of  traffic,  accompanied 
as  it  was  with  an  additional  expenditure  ;  for  although  he  did  not  under- 
value economy,  yet  he  considered  the  prior  attention  given  to  obtaining  the 
extra  traffic  as  well  bestowed.  The  dividend  was  very  little  more  than  last 
year — and  that  difference  arose  principally  from  the  profit  on  the  Portsmouth 
shares,  and  did  not  belong  to  the  working  of  the  railway ;  stUl  there  was  no 
doubt  this  would  be  increased  as  the  expenses  were  gradually  reduced,  which 
would  be  a  consequence  of  the  amalgamation  with  tne  Brighton.  There  was 
a  proposition  on  foot  which  he  thought  would  effect  a  stiU  greater  auG;men- 
tation  of  the  traffic.  He  had  the  opinion  of  one  of  the  members  of  Uie  so- 
ciety for  the  improvement  of  the  dwellings  of  the  poor,  that  the  object  thej 
had  in  view  was  entirely  useless  as  applied  to  London  ;  that  the  dwelliogs 
of  the  poor  should  be  within  a  few  miles  of  town,  which  arrangement  could 
only  be  effected  by  a  railway  that  would  bring  them  to  their  work  in  the 
same  space  of  time  as,  under  existing  circumstances,  they  occupied  in  walk- 
ing. It  had  been  proposed  to  the  present  company  to  carry  Uiese  penons 
at  the  cheapest  rate  possible  ;  in  tact,  to  carry  them  at  the  same  rate  u 
goods.  If  this  proposition  could  be  brought  to  bear,  the  line  would  be  emi- 
nently useful,  and  there  would  be  additional  benefit  to  the  company,  because, 
supposing  large  villages  were  built,  it  must  bring  a  commensurate  increase 
of  traffic  of  every  descrijption ;  in  fact,  the  line  would  become  a  street  from 
one  place  to  another.  The  Chairman  explained,  with  regard  to  the  snudl 
divisible  profit,  that  the  chief  cause  was  the  large  expense  involved  in  the 
maintenance  of  way,  because  the  lino  was  origin^ly  constructed  with  light 
rails,  while  every  year  they  had  had  fresh  engines  with  an  increase  of 
power ;  and  the  directors  had  postponed  the  relaying  of  the  line  until  they 
nad  got  their  own  traffic  off  it,  at  which  time  a  great  economy  would  doubt- 
less oe  effected.  He  had  nothing  more  to  say  except  with  regard  to  the 
atmospheric  system,  with  respect  to  which  he  could  safely  tell  them,  that 
although  they  had  nad  some  drawbacks,  nothing  had  taken  place  to  shake 
their  faith  in  the  slightest  degree  as  to  its  ultimate  results,  and  the  benefits 
it  was  likely  to  produce.  He  thought  the  system  was  frai^ht  with  benefits 
to  the  country  at  large :  he  was  satisfied  that  it  would  in  the  end,  although 
that  end  must  be  necessarily  distant,  supersede  the  present  mode  of  traction, 
for  the  reason  that  the  public  were  continually  requiring  advantages  which 
could  only  be  supplied  by  some  system  of  the  kind.  He  was  compelled  to 
tell  them  of  a  mistake  which  the  directors  could  not  but  feel  they  had  fallen 
into.  They  at  first  required  that  their  engineer^  Mr.  Samuda,  should  be 
answerable  for  the  successful  construction  of  the  line,  and  thought  he  could 
well  accomplish  it ;  but  believing  afterwards  that  he  had  not  such  means 
at  his  command  as  they  were  likely  to  find  in  other  hands,  they  determined 
to  make  Mr.  Samuda  answerable  only  for  the  atmospheric  part  of  the  system, 
and  to  have  from  engine  makers  the  best  engines  that  could  be  obtained. 

They  accordingly  went  to  Messrs.  Maudslav  and  Field,  who  had  furnished 
them  with  engines,  no  doubt  excellent  for  other  purposes,  but  certainly  not 
calculated  for  the  atmospheric  system.  The  crank  axles  of  six  of  the  en- 
gines had  broken,  and  all  parts  in  which  there  was  any  excessire  strain  had 
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been  injured.    They  had  attempted  an  improyement  in  the  air  yalves,  but 

the  result  had  been  the  reverse ;  and  thej  had  therefore  put  the  whole. un^ 

der  the  direction  of  Mr.  Samuda,  for  the  purpose  of  remedying  the  defects. 

It  had  been  satisfactorily  proved  that  by  the  atmospheric  system  a  speed  of 

70  miles  an  hour  could  be  gained  without  any  ext»  expense ;  and  if  they 

had  a  double  line  instead  of  a  single  one — ^that  is,  if  they  had  not  to  wait 

for  them  to  return — ^they  could  send  trains  every  five  minutes  durins  the 

day.    He  had  never  heard  that  it  was  to  the  convenience  of  the  pubuc  to 

cany  people  in  masses  ;  such  was  not  the  custom  in  coaches,  or  any  other 

land  of  conveyance — ^in  fact,  the  public  convenience  was  secured  by  quite 

a  contrary  proceeding.     Even  in  the  case  of  troopa  this  fact  would  apply. 

With  respect  to  a  greater  system  of  economy,  they  were  not  in  a  position,  as 

yet,  to  show  how  this  could  be  effected  ;  but,  nevertheless,  he  felt  assured  that 

the  atmospheric  was  by  far  the  cheapest  system.    Not  being  able  to  show 

them  that  they  had  carried  certain  people  to  certain  places,  and  burned  so 

much  fuel,  he  could  only  at  present  refer  generally  to  those  matters,  and 

tell  them  what  had  occurred  since  they  last  met.    He  would  mention  the 

Report  of  the  Commission  on  the  broad  and  narrow  gauge,  and  accordingly 

read  various  extracts  from  the  Report,  from  which  favourable  deductions 

could  be  made,  particularly  with  reference  to  the  danger  of  excessive  speed 

00  either  gauge,  such  danger  being  impossible  with  the  atmospheric  system. 

He  pointed  out  also  the  fact,  that  with  this  system  excessive  speed  was  not 

accompanied  by  an  increase  of  cost^  as  was  the  case  with  the  other.    Kei- 

ther  would  there  be  any  of  the  usual  difficulty  in  the  arrangement  of  trains, 

to  prevent  t^e  fast  trains  interfering  with  the  slow,  <&c.    After  reading  an 

extract  from  Mr.  Brunei's  speech  at  the  South  Devon  meeting  at  Plymouth 

h»t  week,  in  favour  of  the  system,  the  chairman  concluded  by  hoping  that 

nothing  he  had  said  would  lead  to  the  impression  that  there  was  any  want 

of  power  in  the  same :  such  was  by  no  means  the  case.    The  errors  had 

arisen  from  the  absence  of  an  air-pump  of  the  required  power,  in  order  to 

prevent  leakage,  and  when  the  necessary  remedies  were  achieved  he  believed 

there  would  be  nothing  to  prevent  the  perfect  success  of  the  system. 

After  some  discussion  on  subjects  relating  to  the  management  of  the  lino, 
the  Report  was  adopted  unaimously. 

West  London. 

March  11. — Half-tbablt  Mbetiko. — Mr.  H.  H.  Groimds  in  the  chair. 

He  stated  his  great  satisfaction  in  the  pro^ss  of  the  company's  arrange- 
ments, and  it  was  only  owins  to  unforeseen  circumstances  that  they  had  not 
come  to  a  final  wind  up.  The  lease  of  the  whole  line  to  the  London  and 
Birmingham  and  Great  Western  had  already  been  executed,  and  a  counter^ 
part  of  it  lay  on  the  table  for  their  inspection.  The  directors  had  delayed 
calling  the  meeting  until  the  last  day  allowed  by  Parliament,  in  order  to 
obtain  the  award  of  arbitration  in  the  shares.  It  was  not  then  ready,  and 
a  special  meeting  would  be  called  to  consider  the  matter.  A  bill  had  been 
inl^uced  by  the  London  and  Birmingham  and  the  Great  Western  conjointly, 
for  carrying^  the  line  over  the  Great  Western,  and  also  for  extending  it 
through  Knightsbridge  to  the  Thames ;  and,  as  soon  as  this  extension  should 
be  constructed,  there  was  every  reason  to  expect  a  considerable  tra$c  from 
those  companies.  An  outlay  would,  however,  be  required  in  the  sununer  for 
permanent  repairs  ;  and,  as  soon  as  the  necessary  sum  was  ascertained,  a  gene- 
ral meeting  would  be  convened  to  consider  the  subject. 


Trent  Valley. 

Mabch  9. — IIalf-ykably  and  SpEciAL  Meeting. — ^Mr.  Edmund  Peel, 
M.  P^  in  the  chair. 

Mr.  Walker^  the  secretary,  read  the  report,  which  set  forth  the  directors' 
satisfaction  with  the  progress  of  the  works  and  the  financial  position.    It 
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eongratulated  the  sbareholden  that  in  little  more  than  six  montb  finom  tbe 
paBsing  of  the  Act,  the  land  required  for  fort^two  miles  of  the  railway  had 
been  purohaaed,  and  the  land  mr  the  remaining  eight  milei  would  ihortlj 
he  in  possession.  From  the  ample  stock  of  materials  accumulated  upon  the 
line  bj  the  contractors,  the  plentiful  supnly  of  land  provided,  and  the  (act 
that  all  the  heaviest  portions  of  the  earthwork  are  now  being  rapidlv  pro- 
ceeded with,  the  directors  anticipate  that  great  progress  will  be  made  auiing 
the  spring  and  ensuing  summer.  The  manner  in  which  the  first  call  hw 
been  met  testifies  that  so  long  as  the  shares  remain  in  the  hands  of  such  a 
body  of  capitalists  as  their  present  proprietors,  no  general  monetary  em- 
barrassments would  prevent  the  most  confident  dependance  upon  the  regu- 
lar and  certain  payment  of  the  calls.  The  financial  Report  showed  a  totel 
receipt  since  the  last  meeting  of  proprietorB  of  179,0972.,  a  total  disbunemsut 
of  119,659/.,  and  a  balance  in  hand  to  the  aist  January  of  13d,285L  The 
termaentend  into  with  the  London  and  Birmingham  to  purchaje  the  in- 
terest held  hj  the  general  body  of  poprietors  were  at  SSL  premium  (or  9Sl) 
per  share.  Payment  to  be  niAde  m  cash,  on  the  16th  of  April  next^  or,  at 
the  option  of  the  London  and  Birmingham,  payment  to  be  aefeired,  on  the 
allowance  of  interest  at  5  per  cent,  until  the  16th  of  July  next  Li  con- 
clusion, Uie  proprietors  were  congratulated  on  the  opportunity  now  epea 
for  that  intimate  union  with  the  great  companies  (now  amalgamated)  which 
the  labours  of  those  who  advocated  a  shortened  route  from  we  great  manu- 
facturing districts  to  the  metiopolis  deserved  to  have  finally  effected.  The 
Sngineer*s  Report  stated  that  tne  earthwork  throughout  the  whole  line  may 
be  said  to  be  in  full  operation,  and  at  many  points  considerable  projg^resi  ii 
made.  About  S,600  men  are  now  on  the  line,  and  about  360,000  cubic  yards 
of  eaxihwork  have  been  executed. 

The  Chairman  proposed  the  adoption  of  the  Report,  whioh  was  pssied 
unanimouely. 

DUBUN  AND  KiNOBTOWN. 

March  10. — Special  meeting  to  approve  the  draft  of  a  bill  intended  to  be 
presented  to  Parliament,  in  the  present  session,  for  extending  the  line  (tf  the 
Ihiblin  and  Kingstown  to  the  Bridge  of  Brav,  together  with  an  agreoment 
for  leasing  to  the  Waterford,  Wexford,  Wicldow,  and  Dublin  Baiiwa^,  the 
Dublin  and  Kingstown,  and  transferring  to  them  the  intended  extension  to 
Bray.    Mr.  G.  Pirn  in  Uie  ohair. 

Mr.  Bergin,  the  secretary,  read  the  foUowixig  abstract  of  the  deed  of 
agreement  proposed  to  be  entered  into  with  the  Waterford,  Weidbrd,  Wick- 
low,  and  Dublin  Company :-— <'  That  if  the  Waterford,  Wexford,  Wicklow, 
and  Dublin  Company  shall  be  incorporated  before  the  Ist  January,  1848,  the 
Dublin  and  Kingstown  wiU  lease  to  them  the  line  from  Dublin  to  Dalkey 
for  thirty-five  years  at  a  fixed  annual  rent  of  34,000^.,  and  a  further  rent  for 
each  year,  equal  to  a  moiety  of  the  gross  receipts  of  the  railway  over  and 
above  66,000(,  That,  at  the  expiration  of  the  lease  a  renewal  thereof  shall 
be  granted  for  a  like  period,  the  terms  of  such  renewal  to  be  settled  (if  ne- 
cessary by  arbitration)  at  least  five  years  before  the  expiration  of  such  lease. 
That  if  the  Waterford,  Wexford,  Wicklow,  and  Dublin  shall,  at  their  own 
expense,  lay  down  a  double  line  of  atmospheric  apparatus  between  Dublin 
and  Kingstown,  then  the  additional  rent  above  34,000/.  is  to  be  a  moiety  of 
all  gross  receipts  over  and  above  68,0002^  instead  of  66,000/.,  until  such  gross 
receipts  shall  amount  to  67,600/.,  when  the  said  additional  rent  shall  be  the 
moiety  of  all  excess  of  gross  receipts  above  66,000/.  as  before.  That,  if  by 
reason  of  Parliament  being  dissolved,  the  Waterford,  Wexford,  Wicklow, 
and  Dublin  are  prevented  obtaining  their  Act  of  incorporation  within  the 
present  session  of  Parliament,  then  the  time  for  the  incorporation  of  the  said 
company  with  reference  to  this  agreement  is  to  be  extended  to  the  1st  of  Ja- 
nuary, 1849.    That  in  the  event  of  the  Dublin  and  Kingstown  obtaining 
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tlMtr  Act  this  sesnon,  and  the  Waterford,  Wexford,  Wicklow,  and  Dublin 
fiuliag  to  obtain  theirB,  the  works  of  the  extension  to  Bray  to  be  proceeded 
with  hj  the  former  company ;  and  that  when  the  Waterford,  Wexford, 
Wieklow,  and  Dublin  ghall  have  obtained  their  Act  within  the  period  afore- 
nid,  they  are  to  repay  to  the  Dublin  and  Kingstown  the  expenses  attending 
th«  obtauiing  of  the  Act,  and  all  sums  of  money  they  may  have  expended 
for  or  on  account  of  the  extension,  together  with  interest  on  such  advances 
from  their  respective  dates,  at  the  rate  of  fiper  cent,  per  annum ;"  and  Mr. 
Dtvid  Mahony  read  the  draft  of  the  bill.  Tne  meeting  confirmed  both  the 
bill  and  the  agreement. 

SoUTH-WfiSTEaW. 

Mabch  14. — ^Mr.  Chaplin  in  the  chair. 

Besolutions  in  BUi)port  of  bills  to  the  following  effect  were  carried  unani- 
mously:—To  anthorize  the  company  to  complete  arrangements  with  certain 
other  companies;  to  extend  the  railway  to  the  High  Street,  Southwark,  and 
to  the  ThameB  near  London  Bridge,  in  the  county  of  Surrey;  to  make  the 
following  branches— to  Hampton  Court  Bridge  ^Surrey),  to  Epsom  (Surrey), 
to  Chertsey  and  EghamfSuxrey),  to  Famham  (Surrey),  and  Alton  (Hants) ; 
to  make  a  railway,  by  Whitchurch  and  Andover,  to  Salisbury ;  to  connect 
their  Bishopstoke  and  Salisbury  branch  with  the  Wilts,  Somerset,  and  Wey- 
mouth, near  Salisbury ;  to  make  a  railway  from  the  Bishopstoke  and  Salis- 
btuy  bvanch  of  the  South-Western  at  Bomsev,  to  the  Southampton  and  Dor- 
chester Bailway  at  Redridge  (Hants) ;  to  make  railways  from  Guildford  to 
Chichester,  and  from  Farmiam  to  Portsmouth,  with  branches  to  Petersfield 

Sants),  and  to  Chichester  Harbour  (Sussex) ;  to  authorize  the  sale  of  the 
ildford  Junction,  and  enable  the  purchasers  to  maintain  the  same,  and  to 
mske  and  maintain  a  railway  thereuom  to  Godalmin^,  and  from  the  South- 
western, at  Famham,  to  Portsmouth;  for  vesting  the  Portsmouth  Exten- 
sion of  the  Brighton  and  Chichester  in  the  South- Western  ^nd  the  London 
and  Brighton  Companies ;  for  making  a  railway  from  the  South-Western, 
near  Banngstoke,  by  Salisbury,  to  Sutton  Bingham  (Somerset),  with  a  branch 
toT^vil,to  be  called  the  London^  Salisbury,  and  Yeovil  Junction;  for  mak- 
ing railways  frrom  Exeter  to  Yeovil,  and  to  West  Wilton,  to  connect  the  same 
with  Dorchester,  with  branches,  to  be  called  the  Exeter,  Yeovil,  and  Dor- 
chester; for  making  a  railway  from  Penzance  and  Falmouth  to  Exeter,  to 
be  called  t^e  Cornwall  and  Devon  Central ;  for  making  branch  railways  from 
the  Cornwall  and  Devon  Central  to  Hayle,  Lelant^  St.  Austell,  and  Bodmin. 


South-Eastesn. 

MAncH  18. — ^Half-teablt  awd  Spboiaii  Mebtino.— Mr.  J.  M'Qregor  in  the 
chair.*-He  moved  "That  a  dividend  (less  the  income  tax)  of  17 s.  6d.  per 
share  on  the  paid-up  capital,  and  68,  Id,  per  share  on  the  shares  created  on 
the  19th  of  March,  1844,  and  of  3«.  9ef.  per  share  on  the  shares  created  on 
the  7th  day  of  February,  1844,  be  now  declared,  and  be  made  payable  on 
the  6th  day  of  April,  1846,"  which  was  carried  unanimously,  and  the 
Directors  named  in  the  Report  elected. 

The  meeting  was  then  made  special,  to  approve  the  following  bills  now 
before  Parliament : — 

**  To  enable  the  South-Eastem  to  make  railways  from  the  south-west  side 
of  Waterloo  Road,  near  to  the  York  Road,  in  the  parish  of  Lambeth,  to  tho 
London  and  Greenwich  :  frx)m  the  London  and  Greenwich,  to  join  the  South- 
Eastem,  Canterbury,  Ramsgate  and  Margate,  in  the  parish  of  Chilham 
(Kent^,  with  a  diverging  line  to  Dartford,  ana  with  branches  to  Sheemess 
and  Faversham  Creek:  from  the  London  and  Greenwich  to  the  South- 
Eaitem,  in  the  parish  of  Great  Chart  (Kent),  with  branches  to  Tunbrid^o 
and  Biverhead,  m  the  parish  of  Sevenoaks  :  fifom  Tunbridgo  Wells,  to  jom 
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the  Rye  and  Aahford  Extension  of  the  Brighton,  Lewes  Mid  Hastings :  from 
the  South-Kastern,  near  Reigate,  to  Dorking  (Suirey) :  from  Maidstone,  to 
join  the  Gravesend  and  Rodiester,  near  Stroua  and  Rochester,  and  to  alter 
the  lerels  of  part  of  the  Maidstone  Branch :  from  the  South-Kastera,  Oui- 
terbury,  Ramsgate  and  Margate,  near  Oanterbuzy,  to  Dover :  from  the 
South-Kastem,  Ganterbury,  Ramsgate  and  Margate,  at  Chislet,  to  Maigate: 
from  the  line  of  the  South-Eastem,  near  Tandndge  Lane,  in  the  paruh  of 
Tandridge,  to  East  Grinstead  :  from  the  town  of  Rje  to  the  mouth  of  Bye 
Harbour :  to  construct  an  additional  station  at  Ashfoxd  (Kent),  and  for 
other  purposes ;  and  to  authorize  the  purchase  of  the  Gravesend  and  Ro- 
chester Canal  by  the  South-Eastem." 
Fonnal  resolutions  approving  of  such  bills  were  carried  unanimously. 

Gbavbseni)  and  Roohsster. 

Mabch  18.^Special  Meeting  to  assent  to  the  purchase  of  the  railway  and 
canal  by  the  South-Eastem. — ^Mr.  Mozon  in  the  chaur. 

Mr.  Pmdence,  solicitor  to  the  copipany,  at  the  Chairman's  suggestion,  read 
the  draft  of  the  bill,  which  contains  clauses  to  the  following  e£ct|  couched 
in  the  usual  lef;al  form : — ^  That  the  railway  company  is  not  to  be  liable  to 
see  to  the  apphcation  of  the  purchase  money.  That  an v  actions  commenced 
b^  or  ap;ainst  the  Gravesend  and  Rochester  Company,  shall  not  be  abated  or 
discontmued  in  consequence  of  the  measure.  Tnat  aJl  expenses  Incurred  in 
the  application  for  the  bill  shall  be  paid  by  the  South-Eastem  Compsnj. 
That  all  contracts  entered  into  bv  the  company  shall  remain  in  force.*' 

A  resolution  approving  this  bill  was  earned. 

The  contract  declares  the  purchase  money  to  be  310,000/.,  of  which  the 
South-Eastem  Company  has  paid  as  a  deposit  31,000/.,  and  adds,  that  in 
failure  of  the  pavment  of  the  residue  the  agreement  becomes  void,  and  the 
deposit  forfeitoa.  It  states  that  the  Gravesend  and  Rochester  shall  be 
required  to  produce,  within  a  month  of  the  bills  being  obtained,  a  schedule 
of  all  mortgages,  bonds,  liabilities,  &c.,  respecting  which  an  arrangement 
will  be  entered  into,  by  which  the  South-Eastem  undertakes  their  payment 
under  certain  conditions.  It  is  also  provided  that  in  case  of  the  South- 
Eastem  Company's  wishing  it,  it  shall  be  in  their  power  to  defer  the  paj- 
ment  of  the  residue  above  mentioned,  on  giving  mortgages  and  bonds,  and 
payine  interest  at  a  rate  not  less  than  3^  per  cent  per  annum,  payable 
every  half-year^  for  £ye  years ;  it  being  understood  that  such  bonds  shall  be 
divided  into  such  amounts  as  the  vendors  shall  direct,  not  being  less  than 
50/.,  and  the  vendors  are  not  required  to  accept  a  larger  amount  in  the 
whole,  of  bonds  and  mortgages,  than  297,000/.  in  the  event  of  the  Soath- 
Eastem  not  getting  the  bill,  it  is  intend^  that  a  certain  part  of  the  shue- 
holders  and  creditors  of  the  Gravesend  and  Rochester  shall,  on  the  requin- 
tion  of  the  South-Eastem,  transfer  to  them  their  shares  and  securities. 

The  Chairman  moved  a  resolution  approving  of  the  contract,  and  the 
motion  was  then  carried.  Nine  gentlemen  were  appointed  as  dilators  in 
lieu  of  the  committee. 


Glasgow,  Paislet,  Kilmarnock  and  Atb. 

March  12. — Special  Meetino. — ^Mr.  J.  Fleming  in  the  chair. 

The  foUowing  bills  were  considered  and  approvM  of : — 1.  To  enable  the 
Glasgow,  Paisley,  Kilmarnock  and  Ayr  to  alter  their  line  near  Kihnamock, 
and  to  make  branches  to  Linwood,  Swindloes  and  the  Kilmarnock  and 
Troon.  2.  To  authorize  branches  from  Busby  to  Irvine,  and  from  Irvine 
to  the  harbour  thereof,  with  a  subsidiary  branch  to  Perceton  Coal  Works. 
3.  From  near  Blair  to  Strathaven,  and  to  amend  the  Acts.  4.  From  Busby 
to  Paisley,  and  to  Drybridge,  with  subsidiary  branches.  5.  To  make  rail- 
ways from  near  Cumnock,  to  the  Caledonian  near  the  crossing  of  the  Ht^ 
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Suky  to  be  called  the  Qlasffow,  Buinfiies  and  Carlisle,  inth  branches.  6. 
From  near  the  Manse  of  l^wton  to  the  town  of  Stranraer,  with  certain 
bnnches  diverging  therefrom,  to  be  ealled  Uie  Glasgow  and  Belfast  Union. 
7.  From  Johnstone  to  Port  Glasgow,  to  be  called  the  Ayrshire,  Bridge-of- 
Weir,  and  Port  Glasgow  Junction,  with  a  branch  to  Kilbarchaa.  6.  To 
enable  the  Kilmamooc  and  Troon  to  let  or  lease  their  railway  to  the  Glas- 
gow, Paisley,  Kilmarnock  and  Ayr,  and  to  alter  parts  of  the  said  Kilmar- 
nock and  Troon,  and  to  construct  certain  branches  in  connexion  therewith. 
9.  To  make  railways  £rom  Paisley  to  Barrhead,  Crofthead,  and  Hurlet,  with 
branches,  to  be  called  the  Paisley,  Barrhead,  and  Hurlet.  10.  To  make  a 
nulway  from  Hamilton  to  Strathayen,  both  in  the  county  of  Lanark,  to  be 
called  the  Hamilton  and  Strathayen.  11.  To  make  a  railway,  to  be  called 
the  West  of  Scotland  Junction,  with  branches.  The  bill  for  branches  to 
West  Glenbudc  and  to  the  Caledonian  Railway,  near  Lampits,  had  not  been 
earned.  The  authority  for  the  sale  or  lease  of  the  Glasgow,  Paisley,  and 
Jidmstone  Oanal,  to  the  Glasgow,  Paisley,  Kilmarnock  and  Ayr,  was  also 
approved  ot 


MISCELLANEOUS- 

COKXITTEE  ON   RAILWAYS  UPON  THE  MOTION  OF  Mb.  MoBBISON. 

Mr.  Chancellor  of  the  Exchequer,  Lord  John  Russell,  Mr.  Morrison,  Mr. 
Hudson,  Sir  George  Grey,  Sir  George  Clerk,  Mr.  Wilson  Patten,  Mr.  War- 
burton,  Mr.  Labouchere,  Mr.  Sidney  Herbert,  Mr.  George  A.  Hamilton,  Mr. 
Fkrker,  Mr.  Hume,  Mr.  Charles  Russell,  and  Sir  John  Easthope. 


THE  STATE  OP  THE  MONEY  AND  SHARE  MARKETS  FOR  THE 
MONTH  OF  MARCH. 

Eyebt  day's  exnerience  more  and  more  confirms  the  yiew  taken  of  the  state 
of  the  money  and  snare  markets.  In  our  last  number  we  stated  that,  if  railways 
were  to  be  made  without  any  limitation,  an  immense  pressure  would  either 
fall  on  the  commercial  interests  or  the  funds,  for  the  surplus  capital  of  the 
country  was  not  sufficient  without  that  pressure  to  cairy  on  the  projected 
railways. 

We  assume  that  the  whole  of  the  surplus  capital  is  employed,  and  more 
than  employed,  in  those  railways  which  haye  auready  receiyed  the  sanction 
of  Parlifunent ;  if,  therefore,  in  addition  to  these.  Parliament  sanctions  new 
lines,  which  it  will  require  another  one  hundred  millions  of  capital  to  con- 
struct, the  money  must  either  be  abstracted  from  the  commercial  com- 
munity or  the  funds,  and  eyen  then  we  know  not  where  the  mone^  is  to 
come  from  ;  in  fact,  twist  and  turn  the  matter  as  we  will,  to  this  conclusion 
must  we  come  at  last,  that  railways  cannot  progress  faster  than  the  accu- 
mulated sayings  of  the  country  will  allow. 

In  the  mean  time,  the  shareholders  of  those  lines  which  are  now  in  the 
course  of  construction  haye  the  mortification  of  seeing  their  property 
greatly  depreciated ;  a  cursory  glance  at  our  share  list  proyes  that  this  is 
the  case,  for  almost  all  the  scrip  shares  are  at  a  discount ;  directly  a  call  is 
made  the  yalue  of  the  shares  falls  to  the  extent  of  that  call.  K  such  is  the 
state  of  afiairs  at  present,  what  will  be  the  result  if  the  Legislature  reck- 
leiisly  add  to  the  pressure  by  sanctioning,  without  limitation,  new  rail- 
way Acts  1 

We  fear  something  yery  like  a  panic  will  ensue ;  in  fact,  the  railways  will 
stand  still  for  want  of  capital  to  construct  them. 
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The  queeiion,  then,  which  remains  to  he  soWed,  u  this :  ave  matters  io  he 
left  to  find  their  own  level,  or  will  the  LegLdature  take  the  initiatiTet 

Will  Parliament,  seeing  the  true  state  of  the  money  market,  limit  the 
amount  of  railway  schemes  to  he  passed,  or  will  they  leave  matters  to  find 
their  own  level,  on  the  principle,  that  if  the  puhlic  have  heen  so  foolish  as 
to  enter  into  a  wild  speculation  the  puhlio  must  suffer  for  their  folly  ? 

We  are  very  much  inclined  to  thmk,  from  present  appearances,  tbat  the 
Legislature  will  adopt  the  latter  course,  and  that  the  principle,  which  we 
admit  to  he  sound  in  ordinary  cases,  of  leaving  capital  perfectly  unre- 
stricted, wiU  be  the  result  of  legislative  deUbention ;  if  so,  wide  tprud 
misery  tnll  ensnie :  and,  under  the  circumstances  of  the  case,  we  beUeve  for 
the  true  interests  of  the  public,  and  ultimatelv  for  the  progress  of  the  nil- 
way  system  itself,  it  would  be  fur  better  for  the  Legislature  to  depurt  from 
its  ordinary  course,  and  come  to  a  determination  to  postpone  au  railway 
legislation  for  a  year,  or  until  it  be  seen  how  those  rulways  prtwrMs, 
and  the  calls  be  paid,  on  those  lines  which  are  ntnp  in  the  ooune  of  con- 
struction. 

No  one  is  more  aware  of  the  extreme  danger  of  granting  an  unlimited 
amount  of  railway  acts  than  Sir  Robert  Peel ;  ne  knows  full  well,  that  with  s 
liiwUed  currency  and  banking  accommodation,  it  is  impossible,  without  a  total 
derangement  of  our  monetary  system,  to  find  an  unlimited  amount  of  capital. 
His  endeavour  was.  at  the  be^nning  of  the  session,  to  classi^  railways,  and 
gradually  to  supply  those  districts  which  most  required  them  as  the  re- 
sources of  the  country  would  permit,  but  the  committee  he  appointed,  ctr- 
lied  away  by  the  mania  for  railway  construction,  did  not  deem  it  necemry 
to  place  any  limits  on  railways,  but,  on  the  contrary,  gave  every  &cility  to 
their  promoters,  so  far  as  the  pasnng  of  railway  acts  is  concerned ;  and 
the  consequence  is  that  the  public  have  become  alarmed,  and  instead  of  the 
prospect  of  a  railway  act  passing  improving  the  value  of  its  shares,  nothing 
18  looked  forward  to  with  so  much  dread  by  railway  shareholders  as  the 
prospect  of  obtaining  an  act. 

Now  really  this  is  a  state  of  afiTairs  perfectly  alarming  to  those  who,  with 
ourselves,  are  most  anxious  for  the  progress  of  the  railway  system,  and  it 
becomes  the  more  alarming  when  there  seems  a  vast  anxiety  on  the  part  of 
Parliament  to  limit  the  profits  of  railways  and  reduce  the  scale  of  tvKn  to 
so  low  an  ebb,  that  it  will  be  impossible  for  any  future  railway  to  remune- 
rate its  shareholders.  All  we  hope  is,  that  Parliament  will  never  sanction 
anytMng  so  pernicious  in  principle  as  binding  down  railway  companies  to 
charge  wes  which  no  experience  has  yet  proved  to  be  remunerative :  the 
farce  of  sanctioning  an  unlimited  amount  of  railway^  on  the  one  hand, 
and  then,  on  the  other,  preventing  their  being  made,  by  limiting  the  amount 
to  be  charged  in  the  way  of  fares  and  tolls,  is  so  truly  absurd,  t&t  we  cannot 
for  a  moment  believe  that  it  will  ever  be  sanctioned. 

It  is  unworthy  of  a  statesman  like  Sir  Robert  Peel  to  get  rid  of  an  incubus 
hj  a  side  wind,  rather  than  by  meeting  it  boldly.  I^  therefore,  Mr.  Mor- 
nson  Buooeeds  in  proving  that  a  low  rate  of  fares  is  most  conducive  to  the 
public  interest,  we  hope  at  the  same  time  he  will  show  that  they  are  not 
incompatible  mth  railway  eonetntetion*  This  foolish  meddluig  of  Parliv 
ment  with  a  question  which  is  strictly  one  between  railways  ana  the  public, 
will,  if  we  mistake  not,  throw  such  a  damper  on  railway  construction,  that 
we  very  much  question  if  any  new  railway,  independent  of  an  old  Une,  will 
ever  be  made. 

Parliament  surely  are  not  so  young  in  this  world*s  ways  as  not  to  be 
aware  that  it  is  the  success  which  has  attended  some  of  the  established 
lines  which  has  induced  the  public  to  come  forward  and  make  others  which 
never  can  be  very  productive ;  and  if  those  in  future  to  be  made  are  to  be 
rendered  precarious,  or  worse  than  precarious,  as  a  speculation,  by  screwing 
down  the  fares  to  a  non-payinff  level,  we  have  no  hesitation  in  saving 
that  the  lines  will  never  be  made,  and  the  publlo^will  be  deprived  <n  an 
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impovad  tyrtem  of  looomoiion  by  a  bungling  and  absurd  system  of 
l^ruiaiion. 

ne  have  entered  fully  on  this  subject,  and  our  views  are  fully  borne  out 
by  the  state  of  the  Railway  Market  ever  since  Mr.  Morrison's  committee 
has  been  granted — all  railway  shares,  without  exception,  have  fallen  con- 
sideiaUy.  The  public  are  becoming  alarmed— their  confidence  is  shaken 
in  railway  property-^the  effect  of  granting  Mr.  Morrison  his  committee  has 
been  meet  pemieious. 

So  &r  as  the  established  railways  are  concerned,  the  low  price  to  which 
their  shares  have  fallen  ia  the  result  of  panic,  more  than  aught  besides  ; 
they  are  selling  now  at  prices  which  offer  yeiy  hiffh  rates  of  interest  as 
investments ;  and  whatever  Parliament  may  do,  they  can  do  nothing  to 
inTalidate  the  Acts  under  which  the  established  lines  have  been  granted, 
or  the  privileges  secured  to  them  under  those  Acts. 

But  the  question  is,  what  ia  to  be  done  imder  the  present  circumstances 
of  the  monetary  and  railway  world  ?  It  appears  to  us  that  if  the  railway 
shareholders  are  prudent  they  will  themselves  take  the  initiative,  and  peti- 
tion Parliament  to  postpone  all  railway  legislation  for  a  year;  or  if  they 
find  that  impracticable,  to  call  meetings  of  their  shareholders,  and  wind  up 
their  underUtkin^,  and  lessen  as  much  as  possible  their  liabilities.  We  have 
no  doubt  that  this  will  be  done,  as  we  observe  that  a  very  influential  meet- 
ing has  been  held  at  Glasgow,  of  which  the  following  is  an  authentic 
Moount :— • 

''At  Olasgow,  and  within  the  Merchants'  Hall  there,  the  20th  day  of 
March,  1846,  at  one  o'clock  in  the  aftemooiL — ^At  a  public  meeting  of  the 
bankers,  merchants,  and  other  inhabitants  of  the  city  of  Glasgow,  odled  on 
a  reqiusition  made  to  the  Lord  Provost,  Bailie  Whitehead,  in  absence  of  the 
Lord  Provost,  on  the  motion  of  Sir  James  Campbell,  was  called  to  the 
chair. 

^  The  following  resolutions  were  moved,  seconded,  and  unanimously  agreed 
to :—  '^  ^ 

^  It  was  moved  by  Hugh  Cogan,  Esq.,  and  seconded  by  William  Grahame, 
iuiL,  Esq. : — '  That  this  meeting  views  with  alarm  the  progress  of  so  many 
bills  in  Parliament  this  session  for  the  extension  of  existing  and  the  con- 
struction of  new  railways,  involving,  as  these  do,  not  only  the  locking  up 
and  withdrawal  from  ordinary  circulation  of  a  large  amount  of  capital  in 
deposits,  but  also  threatening  the  prospective  investment  of  a  much  larger 
amount  of  the  capital  of  the  country  in  one  direction  than  can  be  so  em- 
ployed without  seriously  deranging  the  ordinary  banking,  commercial,  and 
agricultural  interests  of  the  community ;  and  that  this  alarm  is  heightened 
by  the  peculiar  state  of  commercial  affairs  at  the  present  moment — the 
scarcity  of  money,  the  derangement  of  labour,  and  the  high  price  of 
material.' 

"  It  was  moved  by  J.  G.  Hamilton,  Esq.,  and  seconded  by  Michael  Rowand, 
Esq. : — *  That  this  meeting  concur  in  the  sentiments  expressed  by  Sir 
RoDNert  Peel  in  his  place  in  the  House  of  Commons,  when  moving  for  a  com- 
mittee to  inquire  into  the  subject  of  proposed  railway  bills ;  and  deeply 
r^rets  that  tnat  Committee  has  not  indicated  any  intention  of  proposing  to 
Parliament  a  plan  for  restricting  the  number  of  bills  to  be  authorized,  as 
suggested  by  Government.' 

"It  was  moved  by  Henry  Dunlop,  Esq.,  and  seconded  by  James  Finlay, 

S, : — '  That  although  the  selection  of^  districts  wholly  unprovided  with 
way  accommodation,  and  where  the  undertakings  might  be  the  means  of 
beneficially  employing  the  population,  may  appear  invidious,  yet  it  is  tho 
opinion  of  this  meeting,  that,  in  the  present  circumstances  of  the  country, 
it  is  the  duty  of  Parliament  either  to  make  such  selection,  or  to  resolve  on 
postponing  every  railway  bill  without  exception  this  session  ;  or  that,  at  all 
events,  owing  to  the  great  change  of  circumstances  that  has  taken  place 
smce  the  subscription  contracts  were  entered  into,  it  is  but  an  act  of  justice 
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that,  before  incurrmg  further  expenses,  the  scripholden  of  these  lines  should 
have  an  opportunitj  of  considering  whether  they  will  at  present  proceed 
with  the  bills  or  not ;  and  that  it  would  be  desirable  that  no  bill  shtHild  be 
allowed  to  go  on  untU  the  concurrence  of  a  majority  of  the  holders  should 
be  given  at  a  meeting  specially  called  for  that  purpose.' 

'^  It  was  moved  by  G.  K.  Young,  Esq.,  and  seconaed  by  Andrew  Wingate, 
Esq. : — *  That  the  meeting  therefore  agrees  humbly  to  represent  to  the  IVime 
Minister  the  propriety  of  his  a^n  bringing  the  subject  before  Parliament, 
and  suggesting,  for  its  immediate  adoption,  such  a  course  as  will  prevent 
the  ruinous  consequences  which  must  inevitably  ensue  if  no  check  or  limit 
is  put  to  the  railway  bills  in  progress,  and  if  these  are  allowed  to  so  on  in 
the  usual  manner :  that  this  meeting  further  agrees  to  petition  Paniament 
to  the  same  effect,  and  authorizes  the  chairman  to  subscribe  a  petition  in  its 
name  to  both  Ilouses,  and  to  forward  the  same  to  the  Earl  of  Dalhouste, 
President  of  the  Board  of  Trade,  and  Sir  Robert  Peel,  respectively,  for  pre- 
sentation ;  and  that  the  Chamber  of  Gonunerce  of  this  city  be  requested  also 
to  memorialize  Qovemment  to  the  same  effect.* 

'^  It  was  moved  by  Sir  James  Campbell,  and  seconded  by  William  Macohn, 
Esq. : — '  That  the  following  gentlemen  be  appointed  a  committee  to  forwaid 
the  petitions  to  Parliament  and  memorial  to  Sir  Robert  Peel,  and  to  follow 
out  tne  views  of  this  meeting :  viz..  Bailie  Whitehead,  Sir  James  Campbell 
Henry  Dunlop,  Esq.,  J.  G.  Hamilton,  Esq.,  Hugh  Cogan,  Esq.,  Michiei 
Rowand,  Esq.,  Wm.  Graham,  jun.,  Esq.,  James  Watson,  Esq.,  James  Finlaj, 
Esq.,  Robert  Baird,  Esq.,  Wm.  Malcolm,  Esq.,  George  K.  Young,  Esq.,  Gnr 
ham  Hutchison,  Esq.,  John  Stenhouse,  Esq.,  William  Robertson,  Esq^ 
James  Scott,  Esq.,  John  Ross,  run.,  Esq.,  Andrew  Wingate,  Esq.' 

^'  On  the  motion  of  Bailie  M'Kinlay,  the  thanks  of  the  meeting  were  imani- 
mously  voted  to  the  chairman  for  his  conduct  in  the  chair. 

"JOHN  WHITEHEAD,  ChairmaD." 

We  have  not  the  slightest  doubt  that  these  resolutions  will  be  followed  bj 
others  in  every  town  of  importance  in  England.  Had  we  penned  the  reso- 
lutions ourselves,  they  could  not  be  more  m  conformity  with  the  views  wo 
have  expressed,  and  in  which  every  one  of  the  slightest  financial  experience 
must  concur. 

Thb  Fuitbs. 

In  consequence  of  the  liberality  of  the  Bank  of  England,  in  lending  out 
the  deposits  on  approved  securities,  the  pressure  which  would  otherwise 
have  overwhelmed  me  commercial  interests  has  been  averted.  In  our  opi- 
nion the  time  of  the  pressure  will  arise  whenever  the  loans  granted  by  tbe 
Bank  are  in  course  of  repavment,  and  that  will  be  when  the  railway  do- 
posits  are  withdrawn  from  the  Bank  by  the  Accountant  General. 

The  fluctuations  in  the  funds  during  the  month  have  been  frequent,  but 
not  to  any  considerable  extent.  Consols  have  been  at  the  commencement 
of  the  month  96},  and  have  been  as  low  as  96f ,  and  have  since  recovered 
to  96. 

It  seems  to  us  impossible,  if  the  legislature  does  not  throw  discredit  on 
the  railway  system,  that  the  funds  can  remain  at  96,  paying  little  more 
than  3^por  cent.,  when  railway  shares,  such  as  the  Birmingham,  l^Iidland, 
Great  Western,  8k)uth  Western,  York  and  North  Midland,  and  other  shares 
of  established  lines,  are  selling  at  prices  which  will  ^ay  4^,  5,  and  even  6  per 
cent,  for  money.  Such  anomtuies  ma^  last  for  awmle,  but  they  cannot  be 
enduring  —  either  railway  shares  wiU  improve  in  value  or  consols  wiU 
be  lower,  and  it  seems  very  natural  that  sooner  or  later  the  pressure  for 
railway  capital  will  fall  on  the  funds. 

We  refer  our  readers  to  our  Stock  and  Share  Lists,  which  will  show  them 
the  fluctuations  which  have  occurred.  As  for  railway  shares,  without  anv 
exception  they  are  lower,  and  there  is  scarcely  a  scrip  share  which  is  not  at 
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a  oonsidenble  discount.  There  is  no  doubt  if  the  lialnliUes  of  the  public 
were  to  be  reduced  within  proper  limits,  that  we  should  not  see  railway 
shares  at  the  present  depressed  prices,  and  therefore  it  behoves  the  monied, 
commercial,  and  railway  interests  to  unite  in  one  common  bond,  and  put 
an  end  to  a  state  of  things  which  if  suffered  to  continue  will  involve  them 
all  in  one  common  ruin. 


The  gross  Receipts  of  Railway  Traffic,  made  up  from  the  week  ending 
February  28th,  to  the  week  ending  March  21st,  showing  likewise  the 
Traffic  of  the  corresponding  weeks  of  1845. 
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iiedtobe 
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expended. 


Laat  dlTidend. 
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share. 
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IMG. 


£ 
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£ 
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1,687.367 
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£  «.  d. 


3    0 

/S0«., 

tlSf. 

13c, 

606d 


0 

ii 


£  «.  d. 

3  lU    0 
0    0    0 

4  0 

2  12    0 


£  £ 

Atbroath  and  Forfar  093         674 

Birmingham  and  Gloucetter.  .Returns  imperfect 

Bristol  and  Gloucester Returns  imperfect. 


Chester  and  Birkenhead 2,250 


1.774 


270,000 
2110,000 
362,000 

4,644,021 

1,600.000 


631.258 
349,736 
163,308 
302,118 

4,090,328 

1,686,296 


1    4    0 

3    0   0 

0  10    0 

{'£} 

1  10    0 


3  14  0  Dublin  and  Drogheda 

2   0  OlDublin  and  Kingstown  ... 

6   0  0  Dundee  and  Arbroath..... 

2   0  U.Durham  and  Sunderland  . 


Jb 


6    0    0 


and  Eastern 
Edinburgh  and  Glasgow. . 


2,606 
2.637 
1.037 
2,A9G 

26.273 
11.721 


2.131 
2.604 


2.273 


14.164 
8,429 


1,463,800 

806^686 

2,364,333 

1.730.000 
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1,104,773 
806.134 
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82.828 

1.296.196 
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1  10  0 
0  6  0 
6    0    0 


6  10 
3    4 


6   0  Oloiiugow,  Paisley,  and  Ayr 7.607      6.) 

2    0  OQiugDw,  Paisley,  and  Greenock     3,1S0      2.737 

10   0  OiGrand  Junction,  amalgamated  with  Birmingham. 

—      ;  Oravetend  and  Rochester 

6   0  O.Great  North  of  England 

8   0  OiGreat  Western  
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10  0 
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O.London  and  Blackwall  2,827      2.914 

0  London  and  Brighton 13.859     11,096 


921,333 
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2   2    6   10   4  10  London  and  South  Western....    21,383     18.692 
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60s.,8&».  |iO    0 


32,919 
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0  Preston  and  Wyie   2,122       1,395 

0  Sheffield  and  Manchester 6.206       2.469 

0  South-Eastem  and  Dover    ....    21,141      17,069 

OTaffVale 4,137       3.502 
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0  York  and  North  Midland 18.611      9,167 
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8   0   0  Paris  and  Orleans 

8   0   0  Paris  and  Rouen 
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22,843 


16,199 
16,674 
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20 
25 

20 

50 

50 
100 

40 
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50 
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50 
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Railway  Sharb  Lwt^-€OfUinned. 

FOREIGN  railways. 
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WHERE  OUGHT  THE  RESPONSIBILITY  TO  LIE  ? 

WALSTAB  V,  SP0TTI8W00DR. — WOOLMBB  V,   TOIlY. 

So  long  OS  matters  in  the  railway  world  proceeded  smoothly  we  heard 
Dodiing  but  harmony ;  the  incidents  of  a  break-down  were  feft  for  fate 
to  determine,  and  a  consummation  so  little  to  be  wished  as  a  failure  was 
sedulously  kept  out  of  sight.  Tho  question  was  indeed  blinked  ;  and  as 
everybody  was  to  gain  at  everybody's  expense,  everybody  regarded  suc- 
cess 88  certain.  Paradoxes  abound  in  commercial  transactions,  because 
from  the  connexion  of  moral  with  physical  operations  many  of  the  phe- 
nomena appear  paradoxical  to  those  who  look  for  a  purely  moral  or 
purely  physical  result.  Thus  the  paradox  presented  itself  of  everybody 
winnmg  at  everybody's  expense,  an  operation  which  was  quite  capable  of 
being  kept  upas  much  longer,  instead  of  having  been  so  suddenly  checked. 
When  there  is  a  period  of  case,  prices  must  rise — the  tendency  is  to  a 
ri^,  because  they  cannot  remain  stationary ;  so  in  adversity  the  down- 
ward tendency  is  continuous,  as  we  have  lately  seen  ;  if  the  upward  ten- 
dency be  checked,  it  must  be  followed  by  a  fall,  if  the  downward 
tendency  be  checked  a  rise  takes  place.  From  the  nature  of  such  ope- 
rations there  can  be  no  such  thing  for  any  length  of  time  as  a  lull.  Thus 
it  happened,  that  last  year  with  rising  prices  every  one  was  apparently 
gaining,  and  there  was  no  dispute  about  the  liability  of  directors  or 
allottees. 

The  prices,  however,  being  purely  artificial,  when  a  check  came 
down  they  tumbled  without  exception,  and  the  scrip  market  became  as 
depressed  as  before  it  was  buoyant.  Shares  in  the  market  and  shares 
oat  of  the  market  suffered  the  same  fate  ;  he  who  had  ten  thousand 
pounds  premium  in  his  tin  box,  soon  found  he  had,  instead,  some  thou- 
sands discount ;  and  those  who  were  obliged  to  sell,  experienced  a  miser- 
able revuluon  in  the  market.  Then  schemes  broke  up  without  means 
to  meet  the  expenses,  and  the  cry  arose,  **  Who  is  to  pay  for  this  V 

Before  we  consider  what  happened,  it  is  necessary  to  advert  to  one 
point  and  to  bear  it  in  mind, — What  was  done  in  the  case  of  those  few 
companies  which  were  shipwrecked  either  before  or  after  allotment 
dariug  the  flush  ?  The  determination  of  this  will  give  us  an  insight  into 
principles  and  practice,  and  enable  us  to  apply  a  test  during  the  subse- 
quent discussion.  The  answer  is,  that  in  none  of  such  cases  was  the 
attempt  ever  made  to  amerce  the  allottees ;  but  in  case  of  failure  before 
allotment  the  directors  bore  the  brunt,  and  after  allotment  the  share- 
holders. In  most  cases,  however,  the  transaction  was  ^'carried  on,"  and 
the  scheme  let  down  quietly,  so  that  the  ultimate  loss  became  very 
small,  and  directors  and  sliareholdcrs  bore  with  equanimity  losses  which 
were  counterbalanced  by  gains  elsewhere.  The  attempt  to  amerce  al- 
lottees was  never  made,  for  these  simple  reasons — ^first,  it  was  never 
known  in  practice,  and  next,  it  would  have  presented  on  insuperable 
bar  to  any  parties  of  respectability  applying  for  shares,  and  so  still  fur- 
ther lowering  the  market.  It  is  well  known  that  already  tho  form  of 
deed  adopted,  and  the  necessity  for  signature  precludes  the  higher  capi- 
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talists  from  applying  for  shares,  and  the  amercement  of  applicants  would 
undouhtedly  have  resulted  in  the  application  of  men  of  straw  only. 

This  is  the  result  which  would  necessarily  have  occurred,  and  there 
might  perhaps  have  heen  a  further  rise  in  premiums,  as  the  risk  woald 
then  have  heen  enhanced.  By  all  parties  who  have  looked  into  the 
principles  which  govern  these  transactions,  it  is  now  held  that  premiams 
are  not  adventitious  and  supererogatory  honuses,  but  the  mere  mercandle 
chaise  for  the  risk  of  the  seller.  This  risk  consists  in  the  advance  of 
the  deposit,  tlie  responsibility  of  signing  the  deed,  the  liability  of  being 
overhauled  by  the  House  of  Commons,  and  the  uncertainty  of  reim- 
bursing himself  by  the  sale  of  the  scrip.  To  add  to  these  the  chance  of 
amercement  for  the  expenses  of  a  broken  enterprise  would  evidently 
greatly  increase  the  risk. 

Durhig  the  flush  the  happy  position  of  directors  and  provisional  com- 
mitteemen was  envied,  who  received  as  compensation  their  hnndred  or 
their  thousand  shares^,  which  they  took  up  or  abandoned  just  as  the 
shares  were  at  a  good  or  bad  price  in  the  market.  Still  this  was  con- 
sidered but  a  fair  remuneration  for  the  risks  they  ran  of  having  to  pay 
all  the  expenses,  in  case  of  failure  of  the  scheme. 

The  arrival  of  the  panic  on  the  Change  in  the  rate  of  interest  by  tbe 
Bank  of  England,  aggravated  by  the  cfforte  of  the  Times^  and  accompa- 
nied by  the  expected  failure  of  many  schemes  to  deposit  their  plans  on 
the  30th  November,  produced  a  scene  of  confusion,  against  which,  as 
there  was  no  reason  for  its  occurrence  in  the  state  of  affairs,  no  prudence 
could  guard.  The  Times^  which  neglected  no  opportunity  to  make  a 
hit,  blew  the  flame  of  discord  among  all  parties,  and  instead  of  the  de- 
funct schemes  being  quietly  wound  up  from  time  to  time,  as  would 
naturally  have  happened,  a  feeling  of  want  of  confidence  was  engen- 
dered, the  prices  of  good  undertakings  suffered  with  the  bad,  «id  tbe 
means  of  peaceable  adjustment  were  very  much  diminished.  The  plea 
of  public  good  was  of  course  the  motto  of  the  Times  ;  but  no  public 
good  required  a  course  of  action  so  mischievous,  and  no  public  good  has 
been  achieved;  but,  on  the  contrary,  very  serious  public  injury,  as  was 
predicted  by  ourselves  and  all  those  who  watched  soberly  what  was 
going  on.  The  spirit  of  speculation  and  gambling  has  received  no  check, 
but  is  only  diverted,  and  instead  of  being  employed  in  carrying  oot  new 
schemes,  it  is  energetically  directed  to  break  them  up.     • 

"  Si  naturam  furc^  expeilai  tamen  usque  reounit" 

Anything  more  deserving  of  reprobation  than  the  present  breaking-np 
plots  can  scarcely  be  conceived,  for  they  are  heartless  and  unjustifiable 
plots  against  the  property  of  others,  who  certainly  have  the  right  to  ex- 
pect that  they  shall  not  be  disturbed  in  their  investments.  The  furor  of 
scheming  would  have  received  its  natural  check  at  the  several  crises  of 
giving  notice,  lodging  the  plans,  serving  the  landowners,  lodging  the  de- 
posits, passing  standing  orders,  and  passing  committee,  which  severally 
serve  to  weed,  sift,  and  reduce  the  number  of  active  schemes.  Under 
the  ordinary  state  of  affairs  these  are  cleared  off  gradually ;  but  through 
the  alarm  propagated  in  the  present  emergency  every  difficulty  has  been 
opposed  to  the  quiet  settlement  of  unsuccessful  undertakings,  and  the 

•  Mr.  Dowglasse,  chairman  of  the  cooomittee  of  the  Direct  LoiidoD  and  fixdefi 
received  as  his  aUotment  one  thousand  shares. 
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moK  80  as  all  scrip  property  being  depreciated  the  means  of  parties  to 
meet  their  liabilities  are  greatly  reduced. 

While  there  was  hope  that  things  might  improve  the  evil  day  of  ad- 
JQstment  was  put  off;  bat  by  being  delayed  a  greater  number  of  cases 
came  on  at  the  same  time,  and  then  the  difficulties  began  in  earnest. 
One  of  the  greatest  evils  of  last  year  was  the  starting  of  schemes  by  soli^ 
citorSi  secretaries,  and  committees,  who  had  had  no  previous  experience, 
and  who  became  dependent  for  advice  upon  the  stag  school.  No  dis* 
crimination  was  used  in  forming  committees,  stags  and  men  without  cha- 
racter or  means  were  let  in  to  swell  out  the  lists ;  while,  in  the  rage  of 
starting,  attempts  were  made  to  get  up  surveys  and  lodge  plans  under 
circumstances  when  it  was  totally  impossible,  and  before  a  single  share 
had  been  allotted,  or  a  sixpence  subscribed.  Any  engineer  was  employed 
whether  he  had  character  or  not,  and  every  solicitor  thought  he  could 
perform  the  necessary  legal  duties.  In  the  crush  every  scamp  in  the  en- 
gineering and  surveying  professions  was  taken  into  full  pay,  and  the 
nsoal  safeguards  against  misconduct  broken  down.  All  those  who  had 
been  stamped  for  exclusion  by  repeated  misdeeds,  found  ready  employers 
in  committees  who  were  too  inexperienced  to  know  their  antecedents, 
quite  satisfied  with  professional  ^skill  without  inquiring  into  professional 
character,  and  too  eager  to  get  any  one  with  the  name  of  an  engineer  to 
raise  any  serious  exertions  as  to  merits.  Committeemen  perhaps  could 
not  conceive  that  personal  character  is  to  be  as  much  looked  to  in  the 
choice  of  an  engineer  as  professional  ability,  and  many  companies  rued 
the  appointment  of  men  who,  after  exacting  extravagant  terms,  caused  a 
fatal  delay  in  the  lodgment  of  the  plans,  or  deposited  them  in  a  worthless 
condition,  while  they  made  inordinate  demands  for  compensation.  It  is 
an  eril  attaching  to  the  engineering  profession,  that  in  a  period  of  great 
demand,  all  the  disgraced  members  get  fresh  opportunities  of  repeating 
their  misdeeds,  while  many  .young  men  are  misled  to  be  careless  m  their 
personal  conduct. 

The  effect  of  the  state  of  affairs  we  have  described,  was  to  plunge  un- 
successful companies  into  the  greatest  distresses.  There  were  many 
schemes  which,  before  a  sixpence  was  paid  up,  had  incurred  debts  to  the 
tone  of  twenty  thousand  pounds ;  whereas,  had  experienced  parties  been 
employed,  the  expenses  would  not  have  been  three  thousand  pounds. 
It  has  never  been  usual,  previous  to  allotment,  to  incur  any  o^er  ex- 
penses than  those  of  advertising  and  printing,  and  these  could  rarely  ex- 
ceed the  amount  we  have  named ;  though  in  many  of  the  new  companies 
they  have  been  much  more,  by  swindling  advertising  agents  being  em- 
ployed, who  charged  exorbitant  amounts  on  the  original  prices  of  the 
advertisements.  As  this  was  one  great  cause  of  evil,  it  may  be  useful 
to  give  some  explanations,  which  will  not  be  ineffectual  on  a  future 
emeigency.  In  many  of  the  new  and  stag  companies,  the  solicitor  took 
the  chief  part  in  the  management,  being  the  party,  perhaps,  who  ad- 
Tanced  the  funds.  One  of  the  earliest  proofs  he  obtained  of  the  labours 
of  his  position,  was  his  being  beset  by  two  classes  of  parties,  one,  the 
canvassers  of  the  stag  pscudo  railway  journals,  and  of'  numerous  general 
papers  which  had  no  greater  connexion  with  railways.  The  other  was 
hy  the  less  respectable  advertising  agents  applying  for  his  custom.  The 
solicitor  was  very  much  annoyed  by  the  impudence  of  the  crew  of  can- 

TasserS)  who  vaunted  to  him  on  the  one  hand,  the  merits,  large  circula- 
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tion,  and  vast  influonce  of  their  respective  journals,  the  columns  of 
which  they  tendered  for  his  disposal ;  and  on  the  other  hand,  in  csw  of 
non-compliance,  threatened  all  kinds  of  vengeance.  As  the  solicitor 
had  no  intercourse  in  railway  affairs,  and  did  not  know  the  Bailteajf 
Timesy  Journal^  or  Record^  from  the  Railway  Tekffraph^  Iron  Timet,  or 
Stock  Exchange  Expresiy  he  had  no  means  of  detecting  the  preteDdere, 
and  perhaps  gave  way  to  them  to  save  trouble ;  while  as  the  legitimate 
publications  did  not  apply  and  did  not  threaten,  they  were  perhaps  neg- 
lected. As  the  stag  journals  very  soon  sent  in  their  bills,  with  chaises 
twice  or  thrice  those  of  the  Times  or  railway  papers,  the  solicitor  found 
out  another  source  of  dilHculty.  In  the  meanwhile,  the  class  of  adver- 
tising agents,  to  whom  we  have  alluded,  kindly  tendered  themselves  to 
his  notice,  offering  to  take  the  whole  trouble  off  of  his  hands,  to  give 
him  credit,  to  do  the  business  cheaper,  perhaps  offering  him  a  commis- 
sion, and  stating  their  power  to  get  favourable  notices  for  him  in  tbe 
daily  and  raihvay  journals.  The  solicitor  was  generally  glad  to  give  the 
whole  matter  into  the  hands  of  the  agents,  leaving  them  as  they  parti- 
cularly wished,  to  use  their  own  discretion  in  inserting  the  advertise- 
ments in  such  publications  as  they  should  think  best.  The  tnm  of  the 
advertising  agent  now  began,  and  a  system  of  swindling  was  carried  out 
on  a  comprehensive  scale.  The  class  of  agents  to  which  we  allude,  so 
far  from  being,  like  the  established  agents,  men  of  capital  or  character, 
are  destitute  of  both  means  and  reputation,  and  so  far  from  having  aaj 
influence  with  any  respectable  paper,  dare  not  show  their  fiu:es  in  the 
publishing  offices.  They  may  very  properly  be  called  stag  agents. 
Having  scraped  together  something  to  make  a  start,  they  put  in  as  few 
advertisements  as  they  can,  in  the  daily  and  railway  pi4)erB,  and  the  rest 
in  stag  journals,  inferior  miscellaneous  papers,  and  the  weaker  country 
periodicals.  The  reason  for  this  arrangement  is  two- fold ;  in  the  first 
place,  with  respectable  journals  they  have  to  settle  their  accounts  rego- 
larly,  and  in  the  next,  with  the  other  publications  enumerated,  they 
were  allowed  to  do  as  they  liked,  the  arrangement  being  generally  this, 
that  small  sums  were  paid  from  time  to  time,  as  the  necessities  of  the 
parties,  which  were  great,  required ;  while  a  commission  was  allowed  of 
twenty,  five-and-twenty,  and  thirty  per  cent,  or  more,  with  low  chai^ 
and  the  permission  to  cliargc  whatever  they  pleased,  every  kind  of  puf 
inserted,  and  a  promise  given  against  affording  any  information  in  case 
of  complaint.  In  about  a  week  the  agent  made  his  call  on  the  solicitor, 
and  requested  an  advance  as  he  had  to  pay  ready  money  with  all  the 
leading  journals.  The  solicitor  was  naturally  surprised,  after  the  pro- 
mise about  credit,  but  gave  a  cheque,  or,  if  he  demuved,  was  threatened 
with  the  scandal  of  die  agent  giving  up  the  business,  and  noising  among 
the  public  the  want  of  means.  In  a  short  time  the  solicitor  found  that 
particular  advertisements  which  he  had  ordered  to  be  inserted  in  the 
Times  and  the  railway  journals,  were  not  inserted ;  and  haviug  been 
several  times  promised  that  they  should  be  attended  to,  informed  at  last 
that  the  agent  could  not  put  the  advertisements  in,  as  those  papers  re- 
fused to  receive  anything  from  him  without  the  money.  He  does  not 
forget,  however,  to  charge  in  his  bill  for  advertisements  not  inserted. 

The  Advertisement  Agent's  Bill  being  a  great  source  of  misery  to 
hubble  companies,  is  worth  looking  at.  It  may  be  three  thoasaod 
pounds,  five  thousand  pounds,  or  seven  thousand  poimds,  of  the  latter 
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smu  one  hundred  pounds,  perhaps,  is  put  down  to  the  Titnes^  two  or 
tbree  hundred  pounds  to  all  the  railway  journals,  one  thousand  pounds, 
perhaps,  to  the  Iron  Times^  (which  perhaps  received  in  hard  cash  two 
or  three  hundred,)  one  thousand  pounds  to  the  Stock  Exchange  Express^ 
lu^e  sums  to  the  Railway  Shareholder^  Railway  Telegraphy  Steam 
Timeiy  Army  and  Navy  Gazette^  Court  Gazette^  the  Blackamoor  9 
Review,,  the  Chimney  Sweepers  Orade^  the  Royal  Dustman^  and  numer- 
ous unknown  and  defunct  journals.  Of  the  seven  thousand  pounds, 
four  thousand  pounds  has,  perhaps,  been  charged  hy  the  papers,  two 
thousand  pounds  being  paid  to  them  in  cash  and  long  bills,  one  thousand 
pounds  remaining  due,  and  one  thousand  pounds  deducted  in  the  shape 
of  commission.  This  is  not  an  exaggeration,  but  a  very  close  approxi- 
mation to  the  actual  truth,  which  can  be  verified  by  numerous  sufferers, 
aod  by  an  investigation  of  the  estates  of  some  of  the  swindlers,  who 
have,  notwithstanding  their  extortions,  been  forced  to  wind  up. 

This  state  of  affairs  has  caused  equal  annoyance  to  the  resectable 
advertisement  agents  and  to  the  newspaper  proprietors,  and  some  of  the 
latter  have  gone  the  length  of  abjuring  agency  altogether,  while  all 
prefer  direct  dealings.  The  Times^  in  the  beginning  of  this  month,  con- 
tained a  declaration  to  that  effect,  and  the  railway  journals,  the  Railway 
Timesy  Herapath'a  Railway  Journal^  the  Railway  Record^  Railway 
RegitteTy  and  Railway  Herald^  have  long  acted  upon  it.  All  these 
railway  journals  keep  accounts  with  respectable  companies,  and  some  of 
them,  in  case  of  the  winding  up  of  unfortunate  but  well-conducted  con- 
cerns, have  behaved  with  great  liberality.  The  terms  allowed  by  them 
to  agents  have  always  been  sufficient  for  all  respectable  men,  being  ten 
per  cent,  commission  and  a  quarterly  account,  and  most  of  them  allowed  a 
commission  to  solicitors  and  all  country  agents ;  and  it  is  the  general 
impression  of  advertisers  and  newspaper  proprietors  that  the  commission 
is  the  remuneration  the  agent  receives,  and  that  he  charges  the  news- 
paper prices.  During  the  late  crisis  companies  who  knew  what  they 
were  about,  took  care  to  scrutinize  the  agent's  bills,  check  the  insertions, 
aod  send  to  the  newspapers,  requesting  an  account  of  the  charge.  This 
was  done  with  great  liberality  by  the  daily  and  railway  papers,  and  the 
result  was  to  establish  a  most  extensive  systep  of  swindling,  to  enable 
large  deductions  to  be  made,  and  to  induce  parties  to  can*y  on  their 
business  direct.  Twenty  per  cent  overcharge  was  found  to  be  moder- 
ate, while  in  many  cases  twice  and  thrice  the  newspaper  prices  were 
charged.  Some  companies  succumbed  to  the  demands  without  inquiry, 
the  agents  commencing  proceedings  against  the  leading  members  by 
service  of  numerous  writs  or  citations  in  bankruptcy  ;  and  in  one  cose  a 
leading  country  banker  was  served  this  trick,  and  to  liberate  him  from 
the  annoyance,  the  agent's  claim  was  settled  without  deduction,  setting 
np  that  they  are  dealers  buying  a  certain  amount  of  advertisement  space 
from  the  neu'spaper  proprietors,  and  retailing  it  to  the  public.  The 
newspaper  proprietors  do  not,  however,  admit  any  such  doctrine.  Most 
of  the  leading  railway  companies  keep  an  account  with  the  railway 
papers,  and  where  they  employ  an  agent,  require  the  production  of  the 
vouchers  of  the  newspapers,  and  in  some  cases  the  payment  of  the 
money.  It  has  been  no  uncommon  case,  however,  in  the  new  com- 
panies, for  agents  to  receive  the  money  for  advertisements,  before  even 
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they  had  got  tlio  charge  from  the  papers,  which  they  did  hy  calculating 
the  amount  in  the  fixed  scale  of  charge  of  each  paper. 

The  advertisement  hill  was  No.  1,  the  solicitor's  hill  for  preparing  tbe 
references  was  No.  2,  and  the  engineer's  hill  was  No.  3.  No  arrange- 
ment was  made  hy  the  new  committees  with  the  advertising  agent  as  to 
his  rate  of  charge,  none  with  the  solicitor  as  to  his,  and  none  with  the 
engineer  as  to  his,  and  no  guarantee  that  in  case  of  failure  of  due  per- 
formance compensation  should  be  paid.  It  is  under  these  circumstances 
that  the  liahilities  have  heen  incurred,  with  which  it  is  now  attempted 
to  saddle  shareholders  and  allottees ;  although  not  merely  have  they  had 
no  control  over  the  expenditure,  hut  the  trustees  or  the  directon 
neglected  all  proper  means  of  keepinff  it  within  due  limits. 

When  the  smash  took  place  after  allotment,  and  the  payment  of  tbe 
deposit,  the  directors  tried  to  fix  the  shareholders  with  the  expenses  of 
stii^ng  in  shares,  and  with  all  the  exorbitant  and  fruitless  charges  of 
the  several  parties,  so  as  to  swallow  up  the  greater  part  of  the  deposits. 
This  naturally  excited  discontent,  and  the  flame  was  sedulously  blown 
hy  the  Times.     This  ended  in  the  case  of  Walstah  o.  Spottiswoode. 

The  case  of  those  schemes,  where  the  allotment  had  been  made  bat 
not  responded  to,  was  worse.  The  parties  naturally  looked  upon  to 
meet  the  deficiencies  were  the  committeemen.  Some  committees  net 
together,  and  very  gravely  allotted  out  the  expenses  all  round  at  so  mnch 
per  head,  and  made  a  demand  on  their  brethren  for  the  quota  of  each. 
Many  of  the  committeemen  were  already  at  Boulogne,  some  were 
aldermen,  who  never  pay,  and  some  were  gentlemen  with  the  same 
principles  and  determination,  having  no  fear  of  being  stripped  of  their 
property,  for  they  could  at  any  time  shake  it  off  with  ease,  and  whom 
the  demand  for  something  or  for  nothing  could  very  readily  be  met  in 
the  phrase — 

Si  nullum  excute  tamen  nullum; 

for  nothing  was  all  that  was  to  be  got  from  them. 

When  committeemen  found  that  the  Honourable  Mr.  Brag  paid  no- 
thing, that  Capt.  Dudley  Smooth  paid  nothing,  and  Cornelius  Colick, 
Esq.,  of  Stag  Hall,  paid  nothing,  they  found  that  the  payments  of  tbe 
quota  made  but  a  small  total,  and  instead  of  meeting  the  case  fairly,  and 
submitting  to  the  punishment  of  their  own  want  of  caution,  they  began 
to  cast  about  how  they  could  get  out  of  the  scrape  without  paving. 
Some  were  picked  out  by  the  creditors  to  be  sued,  some  more  bolted, 
and  the  rest  asked  the  solicitor  whether  the  allottees  could  in  any  wsy 
he  made  to  pay.  A  solicitor  could  readily  give  an  answer  to  this,  if  he 
were  a  man  who  looked  more  to  the  quirks  and  crudities  of  law  than  to 
the  actual  and  practical  bearing.  In  almost  anv  system  of  law  any  kind 
of  opinion  can  find  sufficient  support,  and  any  Kind  of  case  can  be  tried, 
and  it  would  argue  very  small  ingenuity,  if  a  solicitor  could  not  start  a 
case  against  allottees.  On  the  naked  facts  of  the  parties  applying  for 
shares  in  the  printed  forms,  and  promising  to  pay  up  the  deposit  and 
sign  the  deeds,  a  case  of  a  contract  was  made  out,  and  it  was  uiged 
that  allottees  could  be  proceeded  against  for  breach  of  this  contract.  At 
this  bait  many  committees  eagerly  caught,  without  any  knowledge  per- 
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haps  thai  while  tboory  favoured  this  view  of  the  qaestion,  (here  were 
80  many  other  contending  and  conflicting  views  much  better  founded, 
vhich  would  baffle  all  attempts  at  the  enforcement  of  ai^  attempt  bq 
n6vel  and  so  ill  supported.  After,  at  endeavours  more  or  less  successful 
to  extort  money  from  allottees  by  threatening  leaders,  the  case  of 
Woolmer  p,  Toby  was  tried. 

The  case  of  Walstnb  v.  Spottiswoodc  was  tried  in  the  Court   of 

Exchequer  before  Lord  Chief  Baron  Pollock,  on  February  27,  and  was 

what  was  called  an  action  of  assumpsit.     The  plaintiff  was  the  widow 

of  a  Colond,  and  was  induced,  with  the  view  of  increasing  her  fortune, 

Id  apply  for  shares  in  the  Direct  Birmingham,  Oxford,  Reading  and 

Brighton   Railway  Company,  in  which  she  received  an  allotment  of 

thirty  shares,  on  which  she  paid  the  deposit  of  21.  12«.  Gd.  per  share, 

making  78/.  15s.     The  concern  fell  to  the  ground,  and  the  plaintiif  did 

not  even  receive  her  scrip.     At  length  she  applied  for  the  return  of  her 

money  in  full,  without  any  deduction  for  expenses,  and  laid  her  action 

against  Mr.  Andrew  Sppttiswoode,  one  of  the  directors.     This  gentleman 

is  printer  to  the  Queen,  and  being  the  proprietor  of  the  Pictorial  Times 

newspaper,  allowed  himself  to  be  put  in  the  committees  of  a  great 

many  schemes,  with  the  view  of  obtaining  the  advertisements  for  his 

paper,  in  which  lie  gave  outrageous  descriptions  of  the  merits  of  the 

several  undertakings.     What  good  it  could  possibly  do  to  advertise  in  a 

pictorial  newspaper,  it  is  not  easy  to  conceive,  neither  is  it  easier  to  con-> 

oeive  the  weight  which  the  remarks  of  such  a  publication  would  have 

with  the  sober  and  staid  capitalists,  who  rely  on  the  railway  press  as 

tbeir  informants  and  advisers.     Certain  it  is,  however,  that  in  many 

ichemes  in  which  Mr.  Spottiswoodc  was  a  director,  the  Pictorial  Times 

Was  made  a  considerable  recipient  of  the  funds.      The  Iron  Timss 

figured  in  the  same  manner,  and  several  schemes  were  started  by  its 

concoctors,  on  which  they  made  large  charges ;  among  them  were  the 

^ogby,  Derby,  and  Manchester,  the  Liverpool  Direct,  the  Lynn,  Wis- 

beacb,  and  Peterborough,  and  the  Great  European.     Some  of  the  parties 

in  the  latter  scheme  are  being  sued  by  the  Iron  Times  for  two  thousand 

pounds  for  advertising,  although  the  scheme  was  a  mere  abortion.     It  is 

in  this  manner,  as  we  have  before  explained,  some  of  the  enormous 

liabilities  of  the  defunct  companies  have   been   swollen  by  shameful 

slagging  practices.     In  one  case  a  stag  journal  was  maintained  by  a 

secretary,  who  officiated  for  some  of  the  Moorgate  Street  Companies, 

and  all  the  stag  journals  were  more  or  less  connected  with  the  dens  of 

Moorgate  Street  and  Bartholomew  Lane.     This  kind  of  stagging  has, 

however,  received  a  heavy  blow,  and  nearly  all  the  stag  journals  are 

now  defunct,  with  heavy  losses  to  their  concoctors.     Mr.  Spottiswoodc 

being  a  man  of  large  means,  was  selected  by  the  plaintiff  in  the  present 

case,  and  it  is  likely  that  the  advertisements  he  received  for  the  Pictorial 

Times  and  others  of  his  newspapers  will  be  dearly  paid  for. 

The  Chief  Baron  stated  that  it  seemed  400,000  shares  had  been  ap- 
plied for,  70,000  had  been  allottee!,  and  4,000  paid  on.  He  held  that 
the  case  came  entirely  within  that  of  Nockels  v,  Crossby,  and  that  the 
scheme  having  fallen  to  thje  ground,  each  subscriber  might,  in  an  action 
for  money  had  and  received,  recover  the  whole  of  the  money  advanced 
by  him  without  the  deduction  of  any  part  towards  the  payment  of  the 
expenses  incurred.     The  jury  returned  a  verdict  for  the  plaintiff,  bnt 


352  RAILWAY   BBGISTEB. 

liberty  was  given  to  the  defendant  to  move  to  enter  a  nonsuit,  when, 
except  on  £e  speculation  of  the  glorious  uncertainty  of  the  law,  the 
verdict  will  remain  undisturbed. 

The  case  of  Woolmer  and  other  v.  Toby,  junior,  was  tried  st 
Exeter,  on  March  the  20th,  before  Mr.  Baron  Rolfe.  This  arose  out  of 
the  Direct  Exeter,  Plymouth,  and  Devonport  Railway  scheme,  in  which 
the  defendant  applied  for  fifty  shares,  and  received  an  allotment  of  fortj, 
the  terms  being  to  pay  2/.  12«.  Sd,  for  eacb  on  or  before  Saturday,  the 
20th  December,  and  with  which  the  defendant  did  not  comply.  The 
plaintiffs,  who  are  directors,  brought  an  action  against  him  to  recoTer 
damages  for  the  breach  of  the  agreement,  laying  the  damages  at  105/., 
the  amount  of  the  deposits.  It  is  to  be  observed  that  this  was  not  an 
action  to  recover  the  amount  of  the  deposits,  but  to  recover  damagn  oa 
account  of  breach  of  covenant.  The  scheme  being  a  complete  failure, 
the  directors  were  liberal  enough  on  ^effUenth  of  December^  daring  the 
height  of  the  panic,  to  allot  the  forty  shares  to  the  defendant  Toby. 
The  defendant  objected  on  several  pleas  to  the  action,  in  all  of  which 
the  judge  reserved  liberty  to  enter  a  nonsuit.  The  only  point  which  he 
left  to  the  jury  was,  whether  a  reasonable  period  elapsed  between  the 
application  and  allotment.  Baron  Rolfe  said  the  one  question  of  &ct 
to  be  decided  was,  whether  the  allotment  in  nine  weeks  from  the  time 
of  the  defendant's  offer  was  or  was  not  a  reasonable  time.  It  was  true, 
he  said,  nine  weeks  was  a  laige  portion  of  the  existence  of  the  compaoj, 
but  they  must  look  at  it  as  if  the  company  bad  gone  on ;  for  his  own 
part  he  thought  it  was  a  perfectly  reasonable  time.  The  jury  gave  a 
verdict  on  this  point  for  the  plaintiffs,  damages  105/. 

It  will  be  seen  the  case  in  its  integrality  will  go  for  argument,  and  as 
to  the  verdict,  we  apprehend  it  must  be  set  aside  for  misdirection,  as 
whatever  view  may  be  taken  by  Mr.  Baron  Rolfe  and  an  Exeter  joiy 
on  the  reasonableness  of  an  allotment  on  theji/teenth  of  Deeemberj  it  is 
tolerably  clear  this  has  not  been  decided  on  competent  evidence.  If  a 
jury  of  railway  men  could  be  had  to  try  Mr.  Baron  Rolfe,  we  conceive 
there  would  be  no  dissentients  as  to  the  insanity  of  delaying  an  allotmcot 
to  the  fifteenth  of  December. 

The  case  of  Woolmer  v,  Toby  has  yet  to  be  decided,  but  that  of 
Walstab  v.  Spottiswoode  may  be  considered  as  completely  settled  by  the 
several  decisions,  which  are  to  be  found  in  the  books.  Woolmer  v.  Toby 
has  a  hard  battle  to  fight  to  secure  its  being  recorded  for  the  plaintiff  at 
common  law,  while  there  is  the  whole  equitable  construction  untouched. 
The  attempt  to  carry  it  out  seems  so  desperate,  that  we  do  not  think  it 
worth  while  to  go  into  the  legal  bearings,  but  shall  devote  our  remari[» 
to  the  general  policy  of  amercing  allottees.  Our  first  case,  however,  is 
with  the  case  of  Walstab  r.  Spottiswoode,  which  though  it  breaks,  as  a 
new  light,  on  the  unfortunate  provinional  committeemen,  is  so  strongly 
supported,  that  there  can  be  little  doubt  of  its  legal  effect.  We  sbll 
first  address  ourselves  to  one  of  the  most  prominent  cases,  illustrative  of 
this,  we  shall  then  show  the  conflict  of  the  two  cases  of  Walstab  t, 
Spottiswoode,  and  Woolmer  v,  Toby,  and  then  consider  the  general 
policy,  which  affects  both,  and  the  propriety  or  impropriety  of  the 
afiirmation  of  either  side  of  the  question. 

Nockells  V.  Crosby  and  others,  3 ;  Bamewall  and  Cresswell,  822,  is 
the  case  on  which  Chief  Baron  Pollock  relied,  and  it  is  quite  enough 
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to  iUusinte  the  matter  before  us  without  going  further.  It  is  to  be 
fonnd  also  in  Wordsworth  on  the  law  of  joint  stock  companies.  This 
was  a  scheme  for  establishing  a  tontine,  and  the  prospectus  set  forth 
that  the  money  subscribed  was  to  be  laid  out  at  interest  for  the  benefit 
of  the  subscribers.  The  plaintiff,  Nockells,  joined  the  concern,  and 
paid  bis  subscription.  Expenses  were  incurred  for  advertising,  printing, 
and  what  are  called  preliminary  expenses,  but  nothing  was  done 
towards  carrying  out  any  part  of  the  proposed  plan.  Very  few  parties 
joined,  and  the  money  subscribed  was  lodged  at  the  bankers,  when  tho 
directors  resolved  to  abandon  the  plan.  The  plaintiff  then  brought  his 
action  against  the  directors  or  managers,  for  the  recovery  of  his  whole 
deposit,  without  any  deduction  for  the  preliminary  expenses.  In  giving 
their  final  judgments  on  the  case : — 

Mr.  Justice  Bailey  said.—"  In  all  projects  some  expense  must  be 
incurred  before  fdany  members  join.  Upon  whom  should  that  fall  ? 
Undoubtedly,  if  tho  scheme  proves  abortive,  it  should  fall  on  the  original 
projectors,  and  not  on  those  who  advance  their  money  on  the  faiUi  of 
Its  going  on." 

Mr.  Justice  Holroyd. — "  Here  the  concern  was  never  actually  set  a 
going,  and  I  think  the  expenses  incurred  in  setting  a  scheme  afloat  are 
not  to  be  paid  out  of  the  concern  unless  they  are  adopted  when  it  is 
actually  in  operation.  All  the  steps  taken  were  only  preparing  to  carry 
the  project  mto  effect,  and,  as  it  never  was  carried  into  effect,  I  think 
the  plantiff  entitled  to  have  back  the  whole  money  he  advanced." 

Mr.  Justice  Littledale. — "  I  am  of  the  same  opinion  on  the  general 
principle.  If  persons  set  a  scheme  on  foot  and  assume  to  be  managers, 
all  expenses  incurred  in  the  first  instance  till  the  scheme  is  in  actual 
operation  must  be  borne  by  them  in  the  first  instance ;  when  it  is  in 
operation  the  expenses  and  charge  of  management  should  be  borne  by 
the  concern,  and  then  it  may  be  fair  that  the  preliminary  expenses 
should  be  paid  the  same  way,  because  then  the  subscribers  have  the 
benefit  of  them." 

The  meaning  of  this  is  very  clear,  though  as  to  the  policy  or  sense  of 
it  that  is  quite  another  matter,  for  lawyers  take  very  queer  views  on 
practical  subjects.  So  well,  however,  was  the  doctrine  here  laid  down 
Known  in  well  informed  quarters,  that  it  formed  one  of  the  chief  argu- 
ments for  urging  provisional  committeemen  to  close  all  outstanding  claims 
by  any  means,  and  not  to  wait  for  the  contributions  of  others,  which 
was  to  wait  for  being  ruined,  but  to  make  the  sacrifice  at  once,  and 
dear  everything  up,  leaving  the  question  of  contributions  to  be  after- 
wards settled  in  chancery,  by  the  defaulters.  The  provisional  committee- 
men have,  however,  raised  a  storm,  which  they  will  find  it  very  difiicult 
to  allay,  and  their  ill-advised  measures  with  regard  to  allottees  will  con- 
stitute their  chief  difficulties. 

If  the  case  of  Woolmer  v.  Toby,  against  allottees  could  be  established, 
as  well  as  that  of  Walstab  v.  Spottiswoodc  against  committeemen,  the 
committeemen  would  still  be  no  better  off,  as  by  paying  the  whole 
amount  of  the  deposit,  the  allottees  could  again  sue  the  committeemen 
for  the  returns  of  the  whole  amount  of  the  deposit.  It  would  end  in 
the  same  thing,  the  payment  of  tiie  expenses  by  the  committeemen,  but 
with  the  addition  of  very  heavy  law  costs. 
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As  to  the  moral  claim  npon  the  allottees,  we  think  there  is  none.  In 
the  last  three  months  we  have  heard  a  great  deal  ahout  the  yiliany  of 
thd  allottees,  that  the  committees  proceeded  ^vith  their  expenditure  on 
the  faith  of  the  numerous  and  respectahle  applications  made  to  then, 
and  that  the  nonpajimient  of  the  deposits  is  a  gross  and  scandalous  breach 
of  faith.  So  far  from  any  accusation  against  allottees  being  jostifiable, 
the  charge  lies  just  the  other  way ;  but  in  determining  a  controversy  of 
this  kind,  facts  constitute  the  best  argument.  We,  therefore,  ask  for  any 
proof  of  this  dependence  on  allottees,  and  here  not  merely  will  the 
statement  we  made  in  the  first  instance  come  to  our  aid,  but  the  whole 
experience  on  the  subject.  Until  this  present  day  no  one  ever  heard  of 
dependence  on  allottees,  but  in  1825,  in  1835,  and  in  1845,  whenever 
any  scheme  was  broken  up,  the  loss  fell  upon  the  provisional  committee, 
and  no  attempt  was  ever  made  to  ask  money  of  allotte^cs. 

If  any  one  can  be  found  to  stand  forward  in  the  face  of  this  experi- 
ence, and  say  that  he  depended  on  the  applicants,  he  cannot  give  a 
greater  proof  of  his  incompetency  for  the  post  he  undertook,  and  we  are 
very  sure  that  his  own  experience  will  belie  him,  for  there  are  very  few 
men  who  arc  committeemen,  who  have  not  rejected  allotments  over  and 
over  again.  What  is  a  provisional  committeeman,  and  why  is  he  appointed, 
have  been  very  pertinently  asked  of  those  who  shrunk  from  their  responsibi- 
lities. If  it  were  not  to  bear  the  brunt  of  a  failure  we  apprehend  there 
would  be  none  who  would  refuse  to  undertake  it,  while  if  there  were  no 
such  responsibility,   why  should  provisional  committeemen  have  the 

{)rivileges  which  they  possess  ?  If  a  concern  turns  out  a  good  one,  a 
arge  allotment  is  a  nandsome  compensation,  and  if  it  turns  out  a  bad 
one,  they  must  take  it  as  a  set  off. 

When  indeed  it  is  considered  that  it  is  only  by  the  imprudence  of 
provisional  committeemen  that  any  liability  could  occur,  the  impropriety 
of  a  claim  on  allottees  becomes  more  forcible.  In  every  concern  tbatis 
respectably  conducted,  the  solicitor  either  gives  a  guarantee  that  he  will 
not  hold  any  committeeman  responsible  for  the  expenses,  or  he  requires 
a  deposit  from  each  to  meet  the  preliminary  expenses,  and  thus  no 
liability  can  accrue.  If  large  debts  are  incurred  for  surveys  and  refer- 
ences, what  have  allottees  to  do  with  them,  they  never  should  have  been 
incurred,  and  should  be  paid  by  those  in  whose  imprudence  they  ori^- 
nated.  It  will  be  found  that  while  no  check  over  the  expenditure  can 
be  exercised  by  the  applicants,  so  in  the  extortion  of  money  from 
allottees,  no  accounts  are  ever  presented,  and  in  most  cases,  while  the 
provisional  committee  receive  the  money,  they  do  not  pay  the  creditors 
of  the  company. 

The  common  and  daily  practice  with  regard  to  allotments  of  shares 
is  so  well  known,  so  well  established  and  determined,  that  for  committee- 
men to  plead  their  ignorance  is  rather  too  strong  an  attempt  on  the 
credulity  of  the  public.  If  an  allotment  is  considered  worth  anything, 
it  will  be  taken  up  ;  if  it  be  not,  it  will  be  rejected  ;  and  this  is  the  de- 
pendence which  all  committeemen,  have  to  trust  to,  and  by  which 
they  have  had  to  regulate  their  expenditure.  The  payment  of  a 
deposit  has  become  a  matter  of  trade,  and  if  the  goods,  on  delivery, 
are  worthless,  no  one  will  take  them.  While  some  committeemen 
are  pleading  their  dependence  on  allottees,  other  stags  will  be  able  to 
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refer  in  illustration  of  their  views  to  tbe  pracdce  of  rigging  the  market 
in  order  to  induce  allottees  to  pay  up. 

Most  assuredly  no  interest  of  the  public  justifies  the  proceedii^^uikst 
allottees,  for  the  working  of  it  would  be  most  prejudicial.  The  liabi- 
lity to  meet  the  expenses  of  an  unsuccessful  scheme,  has  been  one  of 
the  great  checks  on  scheming,  and  even  tbe  least  cautious  projector 
likes  to  have  some  party  of  respectability  on  whom  he  can  come  in  case 
of  failure.  Take  away  this  check,  and  give  committees  the  power  of 
■raictiog  applicants  for  shares,  and  stags  may  start  companies  with  the 
greateat  confidence,  and  make  a  most  excellent  speculation  of  being 
eommitteemen.  If  the  concern  turns  out  a  good  one,  of  course  they 
allot  all  the  shares,  as  usual,  to  themselves ;  if  doubtful,  they  allot  five 
shares  apiece  to  themselves,  a  number  to  straw  nominees,  and  a  number 
to  respectable  applicants ;  if  the  concern  prove  bad,  they  allot  them- 
selves five  shares  apiece,  and  all  the  rest  among  the  respectable  appli- 
cants. Thus  under  all  circumstances  they  would  be  secure,  and  if  any 
profit  were  to  be  got,  they  would  get  it,  while  the  public  would  have  to 
pay  for  all. 

For  these  reasons  we  must  protest  against  the  policy  of  suing  allottees, 
but  we  also  object  with  equal  energy  to  the  present  state  of  the  law 
affecting  provisional  committeemen.  If  it  were  possible  to  carry  out 
the  law  completely,  which  it  is  not,  an  applicant  for  shares  would  be  in 
this  position,  that  if  there  were  a  premium  he  would  take  it  without 
demur,  and  if  a  discount,  he  would  come  upon  the  directors  for  the  re- 
pajmient  of  the  whole  deposit,  without  any  deduction  for  expenses.  The 
public  have  managed  tDis  matter  sufficiently  well  for  themselves,  and 
they  never  demur  at  any  reasonable  deduction  for  expenses,  and  it  would 
be  certainly  much  better  for  the  legislature  and  the  bench  to  leave  such 
matters  of  trade  to  their  legitimate  management,  rather  than  to  embroil 
them  by  seeking  to  meddle  in  them.  For  the  same  reason  committee- 
men will  find  it  advantageous  not  to  go  against  the  established  practice 
for  reasons  however  specious,  but  to  conform  to  it,  for  they  can  never 
safely  contend  against  the  great  body  of  the  public.  The  law  on  these 
matters  is  the  law  of  the  market,  and  it  is  tho  true;  indeed  pcopio 
always  best  make  the  laws  by  which  their  own  business  is  conducted. 
In  the  teeth  of  enactments  every  proceeding  on  the  Stock  Exchange  is 
illegal ;  it  always  has  been  so,  and  always  will  be  so,  while  laws  are  made 
which  are  unsuitable  to  their  proposed  ends. 

We  recommend  committeemen  not  to  be  tempted  into  innovations, 
nor  to  be  led  away  by  the  quirks  and  cavils  of  lawyers  in  matters  of 
business,  but  to  comply  with  the  established  practice.  The  delusion  of 
the  form  of  application  for  shares  has  had  a  great  deal  to  do  with  bring- 
ing about  the  present  mischiefs,  and  for  the  future  we  recommend  tho 
restoration  of  the  old  simple  form  of  "  I  beg  to  apply  for  shares,** 
without  any  covenant?,  but  to  put  a  covenant  into  the  prospectus,  tha  t 
any  money  which  may  be  paid  shall  go  in  discharge  of  preliminary 
expenses. 


S56 


DUTCH-RHENISH  RAILWAY. 


We  have  given  some  space  in  our  volnmcs  to  the  Netherlands  railways, 
and  we  do  not  regret  it,  for  we  are  convinced  that  undertakings  better 
deserving  of  the  attention  of  the  capitalist  can  scarcely  be  found.  A 
large  population  is  certainly  one  of  the  first  elements  which  would  be 
looked  to  in  the  selection  of  a  railway  country,  and  this  the  Netherlands 
possess,  for  the  country  is  indeed  one  of  the  most  populous  in  the  world. 
There  is  further  great  commercial  activity,  and  the  trading  habits  of  tbe 
community  give  an  additional  importance  to  the  population ;  for  as  is 
well  known  among  railway  men  the  activity  of  the  popuhition  has  a 
great  influence  on  the  extent  of  the  traffic.  In  an  engineering  point  of 
view  the  countrv  also  possesses  great  advantage  in  the  flatness  of  the 
soil,  while  the  hues  of  water  communication,  which  come  in  the  way, 
all  admit  of  being  crossed  on  a  level  in  conformity  with  the  general 
practice  of  the  country. 

The  Dutch-Rhenish  Railway  is  among  the  chief  of  the  Netherhinds 
railways,  and  has  obtained  a  greater  share  of  public  attention.  Tbe 
high  premium  which  its  scrip  bore  on  coming  out  was  one  indace- 
ment  to  this,  but  there  were  better  grounds  in  the  merits  of  the 
undertaking,  and  in  the  class  of  capitalists,  by  whom  it  is  held*  We 
have  no  hesitation  from  our  own  experience  inr  saying  that  it  is  as  well 
held  as  any  first-class  line  in  England. 

The  circumstances  under  which  the  Dutch-Rhenish  Railway  came  out 
have  been  the  cause  of  some  invidious  rumours,  for  the  shares  having  pre- 
viously been  taken  by  great  capitalists,  only  come  among  the  public  at  a 
high  premium.  Hence,  there  was  misunderstanding  in  some  quartets 
and  jealousy  in  others,  as  in  the  case  of  the  Great  Western  of  Canada; 
for  being  different  from  the  practice  of  English  companies,  it  was  not 
understood  that  the  undertaking  was  an  old  one,  and  that  leading  capi- 
talists having  taken  a  grant  of  it,  the  public  had  no  legitimate  daim  on 
the  shares.  During  the  panic  the  shares  have  been  run  down,  and  state- 
ments have  been  put  forth  to  represent  the  undertaking  as  on  a  bad 
footing,  and  to  cause  discontent  on  the  part  of  those  who  had  bought  in 
shares  at  a  high  premium.  This  had  so  much  effect,  as  to  induce  the 
Amsterdam  directors  to  send  forth  a  special  report  on  the  state  of  tbe 
concern,  and  the  London  directors  to  call  a  meeting  for  its  consideration. 

This  meetins  took  place  on  the  9th  inst.^  and  was  rendered  partica- 
larly  remarkable  by  the  manner  in  which  Mr.  Sheriff  Chaplin,  who  offi- 
ciated as  chairman,  elucidated  the  position  and  prospects  of  the  company. 
His  remarks  obtained  the  greater  weight  from  his  holding  4025  staxes 
in  the  concern,  from  his  having  visited  the  country,  from  his  being  chair- 
man of  the  South  Western  Railway,  and  having  taken  an  active  part  in 
the  formation  of  the  Paris  and  Rouen  Railway,  besides  his  great  expe- 
lience  as  a  carrier  and  coal  master.  The  meeting  was  attended  also  by 
many  of  the  leading  railway  capitalists  and  resulted  in  congenial  confi- 
dence in  the  soundness  of  the  undertaking. 

The  basis  of  the  Dutch-Rhenish  enterprise  is  a  line  executed  by  the 
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Netherlands  goverament  between  Amsterdam^  Utrecht,  and  Arnheim. 
This  was  constructed  under  the  direction  of  Mynheer  Vander  Kem,  a 
Netherlands  engineer  of  deserved  reputation,  and  it  has  given  complete 
satisfaction  to  all  who  have  examined  it.  This  line,  and  furtlier  conces- 
sions, the  government  made  over  to  the  Dutch-Rhenish  Company,  and  in 
this  company  the  King  of  the  Netherlands,  the  Prince  of  Orange,  and  many 
leading  men  took  part,  but  the  chief  stake  in  the  undertaking  has  de- 
volved upon  English  capitalists. 

From  near  Utrecht  a  branch  is  conceded  to  Rotterdam,  and  arrange- 
ments have  been  just  concluded  with  the  Prussian  government,  by  which 
a  union  is  effected  with  the  Rhenish  railway  system.  The  Overyssol 
line  falls  in  at  Arnheim,  and  other  connexions  are  here  to  be  established. 

The  traffic  consists  therefore  of  two  great  classes,  the  local  traffic  and 
the  through  traffic. 

The  local  traffic  may  be  variously  divided.  The  Rotterdam  branch 
forms  also  a  direct  line  between  Rotterdam  and  Amsterdam,  the  two 
greatest  cities  in  the  country,  and  the  two  places  of  chief  trade,  the 
former  having  100,000  inhabitants,  and  the  latter  250,000,  and  being 
seven  miles  shorter  than  the  existing  railway  route  by  the  Hague  which 
carries  6*00,000  passengers  annually,  of  which  we  are  fairly  entitled  to 
reckon  300,000  as  through  passengers.  Moreover,  the  section  between 
the  Hague  and  Rotterdam  is  not  completed  which  prevents  the  traffic 
from  reaching  a  further  extent,  while  a  shortening  of  the  distance,  and  a 
diminution  of  expense,  must  still  further  develop  the  traffic,  and  the 
saving  by  the  Dutch-Rhenish  route  is  not  less  than  one  seventh  of  the 
Leyden  and  Hague  route. 

An  Amsterdam  and  Rotterdam  line  would  at  all  times  be  worth  much, 
but  it  involves  also  the  local  traffic  of  these  towns  with  the  inferior,  and 
their  through  traffic.  Thus  the  traffic  from  both  towns  to  Utrecht  and 
Arnheim  is  obtained,  and  from  Rotterdam  to  Overyssel  and  the  eastern 
provinces. 

Utrecht  has  a  population  of  60,000,  and  much  trade,  and  is  placed 
centrally  on  the  line  with  diverging  branches  to  Rotterdam,  Amsterdam, 
and  Aniheim,  and  a  further  connexion  with  Haarlem  by  Amsterdam, 
and  with  the  Hague  by  Rotterdam. 

The  Hague,  being  the  seat  of  the  legislature  and  the  government,  is 
placed  in  communication  with  many  of  the  provinces  and  chief  towns  in 
the  east  of  the  country,  from  which  naturally  much  traffic  must  accrue. 

The  country  about  Arnheim  is  preferable  to  the  lower  districts,  and 
with  the  improved  communication  a  desire  has  sprung  up  for  building 
countrv  residences  in  the  neighbourhood,  which  can  be  frequented  by 
the  inhabitants  of  Amsterdam,  Rotterdam,  Utrecht,  the  Hague,  and 
Haarlem. 

Many  towns  will  benefit  by  this  trunk  line  in  their  correspondence 
with  different  parts  of  the  country,  and  we  may  enumerate  Leyden, 
Gouda,  Delft,  Dort,  Schicdan,  Naardeu,  Schevelingen,  Alkmaar,  Enk- 
huysen,  Nigurwegen,  and  Zutphen ;  but  the  resources  of  the  line  may  be 
gathered  from  the  fact  that  it  will  accommodate  a  million  and  a  half  of 
people. 

By  the  connexion  with  the  Prussian  and  Overyssel  lines  a  communi- 
cation is  formed  with  the  Prussian  and  Hanoverian  systems  of  railway 
extending  as  far  as  Stettin,  and  accommodating  Berlin,  Hanover,  Ham- 
borgh,  Cassel,  and  many  towns  of  less  importance.    The  passenger  traffic 
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to  north  Germany  muat  assuredly  become  rery  great,  and  |)articalarly 
when  the  route  by  Harwich  is  again  opened,  and  a  short  seor  passage 
between  Rotterdam  and  Harwich  secured.  Much  of  this  traffic  has 
been  diverted  through  Ostcnd,  but  it  cannot  be  doubted  that  it  can  be 
readily  restored  to  its  ancient  channels. 

The  intercourse  between  the  Netherlands  and  Germany  is  very  great, 
and  particularly  in  goods  traffic,  but  during  the  winter  months  of  the 
year  this  is  much  impeded  from  the  water  communications  of  HoIl«id 
being  closed  by  ice.  Thus  it  sometimes  ha;^ns  that  from  NoTember 
to  April  goods  lying  in  the  Netherlands  ports  have  been  detained  there 
until  an  opportunity  has  been  afforded  of  forwarding  them  to  their  des- 
tinations in  the  upper  country,  to  the  great  injury  of  trade,  whereas 
regular  intercourse  would  of  itself  go  far  to  cheapen  the  cost  of  convey- 
ance, and  to  extend  trade. 

One  objection  whidi  has  been  frequently  raised  as  to  the  value  of  this 
traffic  is  that  it  can  never  successfully  compete  with  the  cheap  water 
communication.  It  is  forgotten,  however,  that  during  a  considerable 
part  of  the  year,  no  competition  with  the  railway  can  take  place,  and  as 
to  the  practicability  of  water  communication  competing  with  a  well- 
organized  line  of  railway  every  fact  tends  to  disprove  it.  In  this  coun- 
try, the  only  limit  to  goods  traffic  on  railways  is  the  want  of  accommo- 
dation, and  every  line  is  laying  in  a  greater  stock  of  waggons,  orders  being 
given  by  thousands,  while  as  the  chain  of  railway  communication  ap- 

? roaches  completion  the  chance  of  competition  is  further  diminished, 
'he  only  circumstances  under  which  competition  can  take  place  are 
when  the  canals  possess  a  superiority  with  regard  to  access  to  market 
or  transhipment.  In  Holland,  the  carriers  are  building  steam  tugs  to 
haul  vessels  along,  and  as  Mr.  Chaplin  observed,  when  it  comes  to  the 
employment  of  locomotive  power,  it  can  be  used  with  as  much  economy 
and  effect  on  a  railway  as  on  a  canal,  while  the  remarks  of  the  Amster- 
dam directors  have  shown  that  the  Dutch-Rhenish  Railway  can  canrv 
cheaper  than  any  of  the  water  lines.  In  many  cases  the  railway  will 
have  no  rival,  as  in  crossing  the  water  lines  of  North  Germany,  which 
have  no  canal  communication  to  unite  them. 

Mr.  Chaplin  proved  the  soundness  of  the  nndertaking  by  a  comparison 
of  the  existing  traffic  on  the  Dutch-Rhenish  Railway,  and  on  the  Amster- 
dam and  Rotterdam  Railway,  with  the  traffic  at  similar  periods  on  the 
railways  of  England  and  France.  Taking  the  first  six  months  of  open- 
ing, he  deduced  the  following  results : — 

Date.  Length.  Psnengerk  Pan.p.Binck 

London  and  Birmingham      .    1^39            94  301,552  32()8 

Grand  Junction 1837            96  233,520  2432 

Southwestern 58  281,706  4857 

Paris  and  Rouen      ....    84  348,976  4150 

Dutch-Rhenish 1845            58  279,966  4827 

This  proves  that  the  basis  of  traffic  is  to  be  found,  and  as  to  receipts 
the  fare  on  the  Dutch-Rhenish  line  is  higher  than  the  Paris  and  Rouen, 
and  nearly  as  high  as  the  English  charges. 

The  cost  of  construction  on  the  Dutch-Rhenish  line  is  as  18,000/^ 
agiunst  28,000/.  on  the  South  Western,  and  45,000/.  on  some  English 
lines.  The  working  expenses  are  about  the  same  for  coke,  carriages, 
and  locomotives,  and  cheaper  for  wages,  while  instead  of  the  enormous 
poor  rates  and  passenger  taxes,  which  on  the  South  Western  amount  to 
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25,000/.  per  year,  the  tax  on  the  Dutch-Rhenish  is  about  750/.  per  an- 
nnin.  As  a  comparison  of  expense  it  may  be  stated  that  the  cost  per 
mile  ran  on  the  Dutch-Rhenish  was,  in  1845,  Ss.  id.  per  mile,  and  on 
the  South- Western,  in  the  same  year,  3s,  Gd,  per  mile  run,  while  the 
Dotcfa-Rhenish  traffic  is  not  yet  developed. 

For  the  pijrpose  of  deyefoping  the  goods  and  steam-boat  traffic,  a 
terminus  is  to  be  made  at  the  entrepot  at  Amsterdam,  and  at  the  quays 
at  Rotterdam,  which,  with  a  continuous  railway  communication  of  many 
hnndred  miles,  will  enable  passengers,  goods,  cattle  and  coals,  to  be  con- 
Teyed  to  any  part  from  the  Yesscls  side  without  transhipment  on  the 
way,  or  the  use  of  craft. 

The  enterprise  is  so  promising  that  only  one  doubt  could  arise,  and 
which  Mr.  Chaplin  stated  had  occurred  to  him,  while  his  answer  to  it  is 
the  best  that  can  be  given.  When  he  said  he  averaged  the  profitable 
nature  of  this  undertaking,  he  asked  why  did  not  Uie  Netherlanders 
themselves  carry  it  out.  A  little  reflection,  however,  and  a  reference  to 
his  own  experience,  reassured  him.  In  this  country  the  same  indisposi- 
tion to  investment  was  found  in  the  infancy  of  railway  undertakings,  the 
novelty  of  the  enterprise,  the  want  of  experience  as  to  success,  and 
doubts  as  to  the  practical  organization  are  quite  sufficient  to  deter  the 
public  from  investing  their  money  in  such  speculations.  In  the  Paris 
and  Rouen  Railway  this  gentleman  had  met  with  the  same  reluctance, 
and  thus  a  ten  per  cent,  line,  the  20/.  shares  of  which  now  stand  at  41/. 
was  left  in  the  hands  of  the  £nglish.  On  that  occasion,  we  have  Mr. 
Chaplin's  evidence  that  200  English  took  as  many  shares  as  2300  French- 
men, and  with  much  greater  ease.  Mr.  Chaplin  might  have  added  that 
many  of  these  Paris  and  Rouen  shares  have  been  disposed  of  to  the 
French  at  the  double  price,  now  that  the  value  of  the  enterprise  has 
been  proved,  and  the  safety  of  the  -investment.  The  certainty  of  a  like 
result  happening  in  Holland  is,  in  our  eyes,  one  of  the  chief  induce* 
mcnts  to  the  enterprise,  and  a  great  argument  for  the  legitimacy  of  suck 
investments. 

It  has  been  too  hastily  assumed  that  all  investments  in  foreign  spccu- 
lationa  must  be  injurious  to  this  country,  and  chiefly  because  the  exact 
operation  has  never  been  well  viratched.  These  railway  operations,  pro- 
perly speaking,  are  only  directive  organizations  for  employing  the 
labour  of  a  country  in  tne  construction  of  railways.  The  amount  of 
capital  really  sent  out  from  this  country  is  very  small ;  for  when  once  the 
enterprise  is  set  going,  the  means  are  derived  from  the  scene  of  opera- 
tion, money  being  raised  from  local  capitalists  on  loan,  and  shares 
being  disposed  of  to  foreigners  at  enhanced  prices.  Thus  the  amount 
of  English  capital  employed  at  any  one  time  is  very  small,  and  is 
frequently  represented  by  goods  in  the  market,  while  England  derives 
a  large  profit  from  the  whole  operation.  We  doubt  if  more  than  three 
or  four  hundred  thousand  pounds  was  ever  employed  at  one  time  in  the 
Paris  and  Rouen  undertaking,  while  all  the  original  capital  has  been  long 
since  reimbursed,  and  a  profit  of  at  least  2,000,000/.,  either  realized  by 
this  country,  or  held  in  hand  available  for  other  operations  in  France, 
and  yielding  an  annual  income.  Other  countries  are  paying  for  our  skill 
ia  finance,  our  enterprise,  and  our  foresight  in  business.  Wc  are  buy- 
ing the  raw  material,  and  waiting  while  we  sell  the  finished  article  at  a 
greatly  increased  priccw 
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RAILWAY  REFORM,  and  RIGHTS  of  SHAREHOLDERS  and 
THE  PUBLIC  IN  TBB  RAILWAY  HIGHWAYS  of  ihb  UNITED 
KINGDOM. 

The  best  pamphlet  on  the  subject  of  Railway  Reform,  is  that  of  Mr. 
Troup,  who  has  long  taken  an  active  interest  in  railway  proceedings,  and 
a  prominent  part  in  opposition  to  the  South  Eastern  and  Brighton  Com- 
panies. 

Mr.  Troup  is  an  advocate  for  local  management  on  the  turnpike 
trust  system,  in  which  we  can  by  no  means  concur  with  him. 

He  also  favours  the  purchase  of  the  railway  system  by  Govemment 
He  says — 

**  Why  the  public  interests  in  such  undertakings  are  now  sacrificed  to 
the  purposes  of  creating  a  10  per  cent,  gambling  stock,  when  the  govern- 
ment funds  produce  but  3  per  cent.,  is  a  fit  subj^  for  serious  consideration 
by  every  landowner,  mercnant,  and  tradesman  in  the  country ;  and  the 
Object  in  publishing  this  pamphlet  is  to  prove  the  fraudulent  working  of 
the  present  system,  for  the  information  of  those  who  have  not  given  the 
same  attention  to  tne  proceedings  of  persons  hitherto  so  improperly  exer> 
cising  the  absolute  control  of  the  existing  railways,  and  to  prove,  beyond 
all  reasonable  doubt,  that  the  present  system  is  a  disgrace  to  a  great  coi&- 
zriercial  country  like  England  :  and  although  the  facts  stated  are,  to  a 
certain  extent,,  confined  to  the  south-eastern  district,  in  which  the  author 
resides,  they  are  a  fair  example  of  most  lines  in  the  East,  West,  and 
Northern  coimties. 

^  In  making  these  remrrks^  it  must  be  understood  that  they  are  not  in- 
tended to  reflect  on  the  majonty  of  Directors,  who  are  honourable  men,  but 
more  or  lees  influenced  by  the  patrona«^  they  possess,  and  by  some  of  the 
more  active  and  jobbing  class  with  whom  they  become  associated  in  the 
management." 

The  testimony  Mr.  Troup  affords  to  the  stimulus  of  the  10  per  cent, 
dividend  is  in  our  minds  just  the  very  reason  for  keeping  it  up ;  not  the 
reason  for  abolishing  it.  We  have  always  insisted  that  it  Avas  in  conse- 
quence of  this  stimulus  that  wc  have  seen  such  a  great  extension  of  the 
railway  system.     Mr.  Troup,  with  another  motive,  says — 

^  The  numerous  projects  of  1845  are  the  results  of  the  10  per  cent,  clause, 
by  creating  a  desire  for  railway  invesftnents  :  but  the  genenJ  inexperience 
of  the  promoters,  and,  in  many  cases,  their  anxiety  for  realising  some  «f 
the  unfair  advantages  enjoyed  by  the  managers  of  the  old  companies,  hai^ 
fortunately  for  the  public,  operated  as  proofs  of  the  necessity  for  &  re- 
vision of  the  10  per  cent  system,  which  may  be  judged  of  by  the  following 
example  i"- 

The  cost  of  the  Brighton  Railway  is  £3,000,000' 
Do.        do.         Great  Western      ..     7,000,000 
Do.        do.         Birmingham         ..     6,000,000 

Total    ....    £16,000,000 
But  the  terms  for  purchase  by  the  Govemment  being  25  years  on  a  10  per 

*  The  chsige  of  three  millions  does  not  include  any  brsnch  except  the  ^oit  one 
to  Shorehanu 
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oeat  iiioom<ih6  price  will  be  400,000,000^.  The  original  estimates  of  those 
linss  (and  which  are  about  a  fair  yalue  for  all  the  requisite  works  and  land) 
were  about  6.000,000^. ;  therefore,  if  ever  the  (Government  should  decide  on 
purchasing  them,  the  sum  of  40,000,000?.  must  be  given  for  what  could  be 
made,  within  a  moderate  distance^  as  competing  lines,  for  about  6,000,000/. 
Any  practical  road  surveyor  or  builder,  acquainted  with  railway  works,  who 
will  take  the  trouble  to  examine  the  quantities  of  the  respective  works  and 
I&nd,  will  support  this  opinion.  Taking  into  consideration  the  proper  cost 
of  construction,  and  the  small  cost  of  uie  locomotive  power,  which  is  only 
sbout  9d.  per  mile  for  drawing  a  train  with  hundreds  of  passengers,  there 
are  substantial  grounds  for  rigid  investigation  into  the  proper  cost  of  con- 
struction of  railways,  and  the  general  expenses  of  management,  to  prove 
what  can  justify  the  charges  of  from  Id,  to  3d.  per  mile  for  each  passenger, 
when  one-third  of  that  amount  must  produce  ample  returns  on  the  requi- 
site capital,  under  sound  and  honest  management :  because  if  the  present 
charges  for  the  first  class  passengers  is  3d.  per  mile,  on  a  cost  of  16,000,000^., 
tad  90  per  cent,  for  working  expenses,  the  same  passengers  could  be  con- 
Teyed  at  Id.  per  mile  on  a  cost  of  6,000^000?. ;  and  there  can  be  no  rea- 
sonable doubt  the  shareholders  would  receive  a  larger  per  oentage  of  profit 
by  the  great  increase  of  trafiic,  even  if  the  working  expenses  amounted  to  50 
per  cent." 

The  argument  of  Mr.  Tronp  on  the  excess  price  of  the  existing 
lines  also  affords  a  reason  against  Government  interference ;  for  if  Go- 
Temment  had  bought  up  the  old  and  indirect  lines,  when  the  Board  of 
Trade  brought  forward  the  jproposal,  it  is  clear  we  should  never  have 
gained  the  cheap  and  direct  lines.  Mr.  Troup  does  not,  however,  agree 
with  the  Government  Railway  Board  : — ^Le  wishes  another  constitution. 

*^  With  respect  to  the  nresent  Government  Railway  Board,  it  is  one  of  the 
worst  constituted  in  the  idnffdom  for  the  purposes  intended.  At  its  head  is 
t  military  engineer.  Now  what  would  be  said,  if  Sir  James  M'Adam,  or  khy 
other  eininent  xoad  survevor,  had  been  appointed  to  superintend  the  fortifi- 
cations of  the  country  ?  The  appointment  of  a  military  engineer  is  equally 
as  absurd  for  the  formation  of  nighways,  notwithstanding  royal  engmeers 
may  have  superintended  the  making  of  a  few  roads  in  the  colonies."   , 

Mr.  Tronp,  while  he  opposes  the  Government  Board,  also  objects  to 
the  whole  corps  of  civil  engineers,  whom  he  wishes  to  supplant  by  road 
surveyors. 

It  is  perfectly  true  that  capitalists  have  taken  possession  of  railway 
management :  but  whose  fault  is  that  ?  While  we  admit  the  fact,  we  do 
not  therefore  concur  with  Mr.  Troup. 

"  Landowners  have  hitherto  had  the  principal  control  of  the  highways  of 
the  country  near  their  respective  estates  ;  but  they  are  being  superseded 
by  Liverpool,  Manchester  and  London  merchants.  This  is  a  just  eround  of 
complaint ;  for  the  interests  of  landowners  are  much  affected  by  the  re- 
moval of  the  traffic  from  the  turnpike  roads ;  and  although  the  new  high- 
ways mav  run  through  their  land,  they  have  no  access ;  except  at  a  station 
frequently  placed  two  or  three  miles  distant.  It  appears  monstrous  that  a 
set  of  adventurers,  without  a  shilling  of  local  interest,  should  obtain  an 
Act  of  Parliament  to  make  a  road  through  land,  and  prevent  the  owner 
from  the  benefit  of  its  use  at  least  once  during  the  night  or  day  for  the 
conveyance  (under  proper  regulations  for  the  public  safety)  of  produce, 
manures,  ifec. 

The  chief  part  of  Mr.  Troup's  pamphlet  is  occupied  with  a  discussion 
on  the  cost  of  works ;  particularly  on  his  favourite  theme,  the  Brighton 
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Railway;  and  as  it  gires  a  good  exemplification  of  hit  irieV,  wediall  ex- 
tract his  criticisms  at  length. 

«  A  committee,  appointed  by  the  shareholders  in  1842  to  investigate,  itaie 
in  their  reporti  that  *  in  order  to  account  for  the  excess  of  expenditure, 
they  refer  to  the  explanation  of  the  engineer."  Although  the  following 
excuses,  made  by  Mr.  Rastrick,  for  the  enormous  additional  outlsj,  are 
scarcely  worth  notice,  still,  in  order  that  both  sides  of  the  question  msy  be 
fairly  laid  before  the  shareholders  and  the  public,  they  are  added  with 
suitable  comments : — 

"  Ist.  '  The  earthwork  was  originally  calculated  at  the  price  of  the  day ; 
but  immediately  afterwards  a  general  rise  of  wages  took  place,  and  con- 
sequently a  greater  price  was  required  for  it.* 

"  The  earth-work  was  estimated  at  9l<f.  One  mile  and  half  arerage  had, 
at  least,  !{</.  per  cubic  yard  above  the  average  price  paid  in  Sussex  on 
turnpike  roads,  upon  which  the  advantage  of  moving  the  earth  on  ndls  wts 
not  obtained.  The  average  price  of  labour,  by  the  operation  of  the  new 
poor  laws  and  other  causes,  during  the  progress  of  the  works,  was  lower 
than  at  the  time  the  revised  estimates  were  made  ;  and  the  men  who  ac- 
tually performed  the  work  received  a  price  which  left  a  lar^  profit  to  the 
contractors,  supposing  they  received  the  price  estimated  by  Mr.  Locke  and 
Mr.  Rastrick. 

**  2nd.  '  The  quantity  of  earthwork  was  increased  to  a  very  considerable 
extent  by  the  slopes  in  most  of  the  cuttings  having  been  made  flatter,  it 
beinff  impossible  to  ascertain  the  exact  nature  of  Uie  soil  at  such  great 
depths  below  the  surface.'  ^ 

"  The  ennneer  and  his  witnesses  swore,  before  the  Committee  of  the  House 
of  Lords,  that  borings  had  been  made  in  every  part  of  the  line.  It  is  well 
known,  that  the  earth  can  be  bored  to  ten  times  the  depth  of  any  cutting 
on  the  line ;  and  if  1,000,000  cubic  yards  extra  were  removed,  (but  which 
is  doubted^  the  cost  should  not  exceed  30,000/. 

*'  3rd.  '  The  slippery  nature  of  the  materials  with  which  the  embank- 
ments were  made,  occasioned  such  ver^  great  slips,  that  the  quantitj  of 
materials  to  make  the  same  good  and  increase  the  slopes,  as  well  as  the 
faggoting,  draining,  pounding,  and  puddling,  occasioned  a  large  additional 
expenditure.* 

"  This  is  perfectly  absurd  :  for  an  embankment  cannot  remiire  drainage 
beyond  what  is  made  in  the  first  instance  b^  culverts  or  bridg^ }  for  the 
form  of  an  embankment  prevents  the  probabdity  of  water  lodging  on  ai^ 
part  of  it,  if  properly  made  ;  and  the  trifling  expense  Of  repairing  slips  in 
an  embankment  as  the  works  proceed,  or  witldn  twelve  months  alter,  ndbi, 
as  a  matter  of  course,  on  the  contractor.  It  must  be  farther  borne  in  mind, 
that  a  large  quantity  of  the  cuttings  were  not  required,  and  were  earned  to 
spoil. 

^  4th.  '  There  was  a  very  ^eat  proportion  of  the  materials  that  came  out 
of  the  cuttings  that  was  onginaliy  intended  to  have  been  made  use  of  to 
form  the  embankments ;  but  the  experience  of  the  use  that  had  been  made 
of  material  of  the  same  quality  in  other  parts  of  the  works  demonstrated 
that  it  was  perfectly  unfit  and  unsafe  to  be  made  use  of  for  that  purpoie. 
The  consequence  was,  that  this  bad  material  was  obliged  to  be  run  out  to 
spoil,  and  an  eaual  Quantity  procured  from  the  side  cuttings,  and  in  all 
these  instances  doubling  the  quantity  of  earthwork.' 

**  These  are  the  boldest  assertions  ever  advanced  ]  for  there  are  no  kind  of 
materials  that  can  be  excavated,  in  any  part  of  the  country,  which  a  re- 
spectable competent  surveyor  or  engineer  would  run  out  to  spoil,  instead  of 
using  it  to  form  an  embankment,  if  the  latter  was  required  to  be  formed  of 
the  earth  to  be  excavated. 

"  5th.  *  The  quantity  of  the  brickwork,  in  almost  all  the  bridges,  rstaining 
walls,  d?c.,  was  obliged  to  be  increased,  to  give  that  additional  strength 
which  the  slippery  nature  of  the  earth,  both  in  the  cuttings  and  in  the 


RAILWAY  RSFOBir*  863 

fiinlwwkinentg,  rendered  neoeBsary.  Great  additions  were  made  to  widen 
seyeral  of  the  bridges,  and  in  other  places  bridges  were  demanded  that  had 
never  been  contemplated.* 

^ "  If  there  is  any  truth  in  the  statement  respecting  additional  strength 
being  required,  it  is  no  proof  of  sound  judgment  on  the  part  of  the  en- 
gineer ;  but  if  ten  or  twenty  cubic  yards  of  extra  concrete  or  brickwork 
were  required  to  each  bridge  throughout  the  line,  the  sum  of  10^.  or  20^. 
each  would  not  amount  to  aoove  2,(^0^. ;  and  if  six  extra  bridges  trere  re- 
quired the  cost  of  the  ordinary  description  would  not  exceed  300^.  or  400?. 
each. 

"  6th.  '  The  stone  of  the  country  was  calculated  to  have  been  made  use  of ; 
but  comparatively  little  could  be  found  that  was  of  a  sufficient  degree  of 
hardness,  or  that  would  stand  the  weather,  and  therefore  stone  was  obliged 
to  be  had  that  came  from  other  countries  at  a  great  extra  expense.' 

**  This  statement  is  at  rariance  with  the  eridence  of  the  engineer  when 
before  the  Committee  of  the  Houses  of  Parliament ;  for  abundance  of  stone 
ins  found  on  the  line.  A  large  quantity  was  used  for  Waterloo  and  8outh- 
wuk  bridges,  and  other  pubfic  works.  The  engineer  will  find  much  diffi- 
culty in  proTing  the  failure  of  stone  used  for  the  works. 

"  7th.  *  The  weights  of  the  rails  and  chairs  and  their  appendages  were  con- 
siderably increased ;  the  experience  of  other  railways  having  convinced  tiie 
directors  that  it  would  be  most  economical  to  add  to  their  strength ;  as 
all  other  railways,  then  in  course  of  execution^  were  adopting  the  same 
measures. 

''  If  the  evidence  of  the  engineer  is  referred  to,  the  estimated  price  of  ih)n. 
12/.  per  ton,  will  prove  that  a  saving  ought  to  have  been  effected  quite  equal 
to  the  additional  weight ;  and,  if  the  contracts  were  open  and  fair,  that  tney 
must  have  been  taken  at  less  price  than  the  original  estimate. 

^  6th.  '  The  sleepers  were  not  calculated  to  be  Kyanized  in  the  original 
estimate.* 

**  Suppose  the  coet  of  Kyanizing  to  be  100/.  per  mile,  the  extra  cost  is  little 
more  than  5,000/. 

**  9th.  '  The  number  and  extent  of  the  bridges  and  viaducts  have  been  con- 
sider&blv  atigmented^' 

*^  In  the  revised  estimates  it  is  stated  that  the  earthwork  is  reduced  from 
nine  to  about  six  millions  of  cubic  yards.  This  reduction  caused  an  exten- 
sion of  the  brickwork  in  viaducts,  which  was  included. 

^  10th.  '  The  timnels,  and  their  culverts,  drains,  and  adits,  have  cost  nearly 
three  times  the  original  estimate  ;  those  through  the  chalk  being  originally 
calculated  to  require  brick  arching  only  over  the  top  ;  whereas  they  have  re- 
quired to  be  bricked  throughout  with  an  extra  thickness  of  brickwork,  and 
a  oomnderable  portion  set  m  Roman  cement.  No  water  was  ever  expected 
to  be  found  in  the  tunnels ;  whereas  during  the  winter  seasons  the  water 
very  much  obstructed  the  operations  and  progress  of  the  works,  and  on 
several  occasions  stopped  them  altogether  for  short  periods.' 

*^  The  evidence  of  Mr.  Rastriok's  crack  contractor,  Mr.  Hdof,  gives  a  fiat 
contradiction  to  the  statement  as  to  cost ;  his  estimate  being  at  the  rate  of 
20/.  per  yard,  forward  bricked  throughout.  As  respects  the  assertion  of  any 
man,  and  especially  an  engineer,  who  will  come  before  the  public  and  state 
that  he  did  not  expect  to  find  water  in  the  earth  one  or  two  hundred  feet 
below  the  surface,  no  observation  is  required,  beyond  an  appeal  to  common 
sense.  Any  person  paying  for  sinking  a  well  would  be  exceedingly  annoyed 
if  he  did  not  get  water  at  half  the  depth.  In  fact  Mr.  Rastrick  knows  very 
well  that  tlie  expense  of  providing  the  necessary  drainage  for  the  tunnels 
was  induded  in  Mr.  Locke  s  estimate  and  his  own. 

''11th.  'The  extent  and  dimensions  of  the  culverts  through  the  tunnels 
and  the  deep  cuttings  in  the  chalk  formation,  were  never  anticipated  to 
have  been  necessary ;  but  fortunately  they  have  been  executed  in  such  an 
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efficient  manner  that  they  have  been  of  the  most  eminent  scnrioe  daiingihe 
late  season,  and  could  not  possibly  hare  been  dispensed  with.' 

"  These  culverts  are  mere  drains,  costing  in  reality  but  a  trifle  in  propor- 
tion to  the  total  outlay. 

'^  12th.  '  Circumstances  have  required  the  stations  to  be  made  of  a  much 
more  extensive  nature  than  could  have  ever  been  thought  necessary ;  and 
at  all  the  stations  on  the  line  quadruple  lines  of  rails  have  been  laid  down, 
so  as  to  keep  the  main  line  always  open ;  and  land  has  been  taken  at  the 
stations  on  the  line  for  the  use  of  traders  both  for  coal  and  mexx^andize,  of 
which  I  expect  a  large  traffic ;  for  unlike  all  other  railways,  there  is  no 
other  communication  that  can  com^te  with  this  railway ;  llesideB  a  multi- 
tude of  other  circumstances  that  it  is  almost  impossible  to  enumerate.* 

'*  The  extra  land  referred  to  must  be  the  purchase  of  Mr.  Kemp,  which 
is  included  in  the  charge  for  land.  The  snort  lengths  of  extra  rails,  if 
measured,  could  not  amount  to  one  mile  in  length  of  single  line,  and  there- 
fore cannot  have  cost  above  2,000/.  extra.  Ab  to  the  multitude  of  other 
circumstances,  they  were  amply  covered  by  the  large  sum  of  69,000/.  re- 
served for  contingencies.  In  respect  to  the  station,  5,000/.  extra  will  make 
a  great  show  at  Brighton,  where  materials  are  cheap ;  and  there  is  nothing 
very  costly  in  the  station. 

^^  13th.  *  In  the  original  estimate  there  was  not  any  thing  set  down  for 
locomotive  engines  and  tenders,  first  and  second  dass  passenger  carnages, 
vans,  trucks,  horse  boxes,  carriage  trucks,  coal  waggons,  coke  waginons, 
goods  waggons,  cattle  waggons,  engine  houses,  coa^  houses,  passenger 
sheds,  offices,  warehouses,  wharfs  at  Shoreham,  coke  ovens,  coal  stores  both 
at  Shoreham  and  Brighton,  and  all  the  paraphernalia  of  the  fitting  up  and 
furnishing  the  same,  &c.,  &c.,  &c. ;  as  all  these  articles  and  things  were 
considered  as  belonging  solely  to  the  carrying  department,  and  for  which 
no  estimate  was  originuly  made.' 

"  The  coke  ovens  are  tnfling,  and  must  be  covered  by  the  estimate.  The 
carrying  part  of  the  concern  could  have  been  accounted  for  by  furnishing 
an  inventorv  with  the  cost  of  each  article. 

^  14th.  '  In  fact,  the  original  estimate  for  the  London  and  Brighton  Rail- 
way was  made  out  on  the  same  plan  as  two  thirds  of  all  the  rauways  that 
have  been  made  were  calculated  upon.' 

'^  15th.  '  That  is  to  say,  for  a  ran  way  with  two  lines  of  rails  from  tcimi- 
nus  to  terminus,  with  a  crossing  from  one  line  of  rails  to  the  other  at  every 
ten  or  twelve  miles,  with  a  smsll  portion  of  land  for  stations.' 

"  16th.  '  In  the  same  manner  as  all  the  canals  in  the  country  have  been 
made,  namely,  a  canal  from  terminus  to  terminus  :  now  the  cost  of  these 
works  is  the  capital  of  the  company.' 

'^  17th.  '  The  carriers  of  the  canal  making  and  providing  their  own 
wharfs,  docks,  warehouses,  cranes,  offices,  boats,  horses,  d^c.  2$ow  the  costs 
of  all  these  establishments  is  the  capital  of  the  carriers.' 

"  18th.  *  On  a  railway,  if  the  company  are  to  become  the  carriers,  thej  of 
course  must  provide  themselves  with  the  necessary  means  of  carrying  on 
the  traffic  as  enumerated  in  the  13th  paragraph,  and  this  capital  ought  to 
be  considered  as  a  separate  and  distinct  capital  from  the  railway  capital.' 

"  These  excuses  are  too  absurd  to  notice,  except  by  observing  that  they 
confirm  the  fact  of  the  charges  beyond  the  estimates  being  totally  unac- 
counted for  in  value." 
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ON  PREVENTING  ACCIDENTS  IN  MINES. 
By  R.  Rbttib,  C.E., 

Inyentob  of  thb  new.  ^^  Signals  op  Distress"  and  fob  frevbntino 
"  Collision  at  Sea,"  and  new  Tidal  Light,  etc, 

(  Continued  from  page  122  of  vol.  11.) 

Ik  offering  an  apology  for  my  long  silence  on  the  pi^evention  of  accidents 
in  mines,  I  may  observe  that  from  the  vortex  of  railway  speculation,  and 
the  immense  rush  after  railway  scrip,  shares,  allotments,  &c.,  mines 
and  mining  were  not  only  at  a  discount  daring  the  dog  days  of  the 
mania,  but,  I  verilv  believe,  had  you  politely  requested  capitalists  during 
the  last  six  menus  to  accept  some  mining  shares,  that  they  would 
have  refused  the  shares  of  our  best  mineral  investments.  Well, 
well,  eveiy  -dog  has  its  day,  and  so  have  they.  The  railway  mania  has 
passed,  and  reminds  one  much  of  the  ^^  simoom  of  the  desert,"  leav- 
ing behind  it  ample  vestiges  of  its  desolating  ravages.  And  now,  when 
a  healthier  tone  begins  to  appear,  the  mining  interests  of  this  great  com- 
mercial country  are  again  beginning  to  be  more  readily  and  truly  looked 
after.  He  knows  litue,  indeed,  of  his  fatherland  who  can  coldly  look 
on  its  mines  or  miners  without  emotion.  Speculation  in  trade  may 
rise  or  ftdl,  and  even  mines  will  be  at  times  unproductive.  But 
what,  let  me  ask,  would  not  all  the  classes  of  England  suffer 
were  she  despoiled  of  her  mineral  wealth  ?  We  cannot  but  feel,  when 
we  observe  Uie  indifference  which  is  too  often  paid  to  this  great  branch 
of  Britain's  trade— greatest  of  all  in  point  of  wealth  and  importance — 
her  fuel,  her  iron,  and  all  the  multifarious  minerals  so  necessary  to  her 
existence  among  the  nations,  and,  in  fact,  the  greatest  source  of  her 
independence,  to  every  right  thinking  mind, — if  aught  can  be  done  which 
either  can  assuage  the  woes  of  the  miner,  or  in  the  least  degree  prevent 
those  truly  heart-rending  accidents  which  are  almost  of  daily  occurrence, 
it  would  become  our  scientific  bodies  who  profess  to  meet  and  talk 
over  the  various  important  inventions  of  the  day — it  would  become 
them,  now  that  the  free  spirit  of  liberality  is  stalking  with  giant  strides 
from  the  government  downward,  to  make  one  grand  movement,  and 
excite  their  dormant  energies  a  little  more,  and  endeavour  by  their 
funds  to  stimulate  those  who  have  the  talents  and  ingenuity  to  come 
forward  apd  devote  their  time  and  abilities  to  doing  everything  in 
their  power  to  promote  those  improvements,  which  they  merely  be- 
hold as  they  come  out,  and  wonder  at  and  admire,  but  too  often, 
by  the  return  of  another  day,  forget  as  a  dream  that  has  been 
told ;  and  what  was  viewed  as  a  pleasing  sight,  as  far  as  ingenuity  was 
concerned,  was  admired,  but  they  could  not  be  troubled  to  give  it  a 
helping  hand  or  the  aid  of  their  influence  as  members  of  a  scientific  body 
to  push  it  alone ! 

Too  often,  alas !  do  many  of  the  most  useful  improvements  of  the  day 
fall  still-bom  to  the  ground,  from  the  sheer  indifference  of  those  savans 
who  take  them  up  or  lay  them  down,  as  a  matter  of  mere  moonshine;  while 
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reflection  would  tell  them  that  these  inventions  were  not  brought  forth  for 
the  whim  and  caprice  of  those  whom  they  appear  to  amuse  for  a  moment, 
but  to  be  applied  for  the  benefit  of  the  mass.  I  cannot  but  continue  this 
subject  when  I  think  on  the  apathy  of  those  who  really  have  the  power  by 
their  station  and  their  rank^not  only  those  of  the  nobility,  but  in  literature, 
the  arts,  sciences,  &c., — men  whose  gigantic  minds  are  sealed  up  id  doth, 
beating  about  with  a  fawning  after  royalty,  or  a  paltry  popularity,  when 
at  the  same  time  they  do  not  use  that  station,  that  influence,  and  know- 
ledge for  the  generous  or  noble  motives — the  good  of  humanity,  by 
striving  to  introduce  many  of  those  valuable  discoveries  which  emanate 
from  those  in  the  lower  walks  of  life,  who,  had  they  been  blessed,  per- 
haps, with  wealth,  might  have  left  them  in  the  distanoe,  even  in  the 
same  field  they  now  appear  placed  to  overlook  and  assist.  When  we 
think  on  many  of  those  valuable  improvements  which  have  been  sug- 
gested for  the  safety  of  the  miner-— when  we  reflect  upon  the  many 
valuable  lives  which  have  been  protected  by  this  truly  useful  lamp,  the 
*'Davy""^it  is  not  to  be  wondered  if.  we  write  with  the  ''pen  of 
irony"  against  those  who  by  a  little  deviation  from  the  original  plan,  by 
which  means  parties  are  so  vain  in  their  self-conceit  as  to  imagine  that 
they,  by  their  bombast,  can  change  a  prineiple,  or  run  it  down,  or  per- 
haps, to  cause  a  feeling  of  distrust  amongst  those  whose  duty  it  is  to 
be  always  on  the  alert  in  the  careful  using  of  the  same.  When  we 
know  the  risk  the  miners  run  in  the  improper  using  of  the  ^Mamps;* 
for  every  thing  may  be  abused,  or  used  improperiy,  or  allowed  to  get 
out  of  order;  and  when  we  find  that  charlatans  would  endeavour  from 
sheer  quackery  and  ignorance  to  write  down  one  lamp  and  cry  np  an- 
other; when  we  know  that  as  to  the  principle  of  action,  either  of  tbe 
one  or  other,  they  are  equally  ignorant ;  can  it  be  wondered  at  lo  hear 
a  tirade  against  the  '^  Davy,"  while  facts,  undoubted  facts,  stare  them  in 
the  face  and  challenge  them  to  gainsay  that  the  lighting  up  of  mines  is  of 
the  greatest  importance,  as  the  whole  safety  of  the  miners  and  tbe 
mines  are  entirely  depending,— and  the  value  is  of  such  a  nature  that  be 
must  be  bold  indeed  to  turn  into  ridicule  this  Davy  lamp,  which  has 
been  found  and  proved  to  be  useful  for  such  a  length  of  time ; — and 
endeavour  to  palm  oflF  an  article  which,  to  every  practical  judge,  must  bo 
so  obvious  that  it  cannot  stand  inspection,  or  bear  comparison  with  the 
other  ? 

That  the  Davy  lamp,  when  properly  constructed  and  in  good  order, 
is  perfect,  I  hesitate  not  to  aflUrm;  when  provided  with  double  gause,  no 
current  will  penetrate ;  unless  the  gauae  be  far  decayed  by  continoed 
ignition,  which  may  have  so  impaired  it,  or  if  the  gauze  bo  otherwise 
injured,  thon,  and  not  till  then,  will  the  fire-damp  penetrate  and  caose 
explosion.     But  no  spark  of  tlie  wick  will  ever  cause  explosion ! 

That  the  ''  Olanny  Lamp,"  with  glass  protector,  which  is  allowed  br 
some  to  be  superior  to  the  Davy,  I  must  also  negative  as  being  incorrect. 
It  is,  no  doubt,  advantageous  as  to  light ;  but  that  advantage  is  gained  at 
iho  price  of  its  utility  and  safety ;  and  in  all  such  matters  safety  is  of 
paramount  importance.  Glass  is  brittle.  It  is  also  self-evident  there 
are  ten  chances  to  one  in  the  event  of  its  safety ;  placed  in  the  mine^  sab- 
jected  to  every  vicissitude,  it  cannot  be  safe.  Yes,  in  a  lecture  room- 
in  the  hands  of  a  scientific  gentleman,  who  can  coolly  and  calmly  put  it 
down— it  may  stand  for  ages ;  but  not  so  in  a  pit ! 
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If,  then,  the  dianoes  are  so  great  for  its  safety,  wherein  does  it  be- 
oonie  sapeiior  to  the  Dary  ?  Some  scientific  gentlemen  go  so  far  as 
to  imagine  in  their  dreamy  theories,  that  now  that  glass  (merely  be- 
cuiae  the  duty  is  taken  off)  is  to  change  itself,  its  very  nature,  into 
the  pliability  of  copper ;  nay,  you  will  be  able  to  hammer  it  at  least 
without  breaking :  so  they  say !  Would  that  these  soientific  gontle- 
meD, — these  would-be  savans!  (when  they  preach  such  arrant  non- 
sense in  those  temples  dedicated  to  science,  surrounded  by  common 
tradesmen,  who  sicken  at  their  ignorance  so  displayed  1  for  tho  time  has 
now  come  when  all  are  able  to  comprehend  sense  from  nonsense,) 
would  really  learn  their  subject  better  before  they  appear  among  their 
inferiois,  no  doubt,  in  standing,  but  superiors  in  information,  and  talk 
snch  stuff  at  scientific  meetings. 

Muaseller  has  also  a  lamp,  which  is  said  to  be  better  than  either ;  un- 
for^onately,  not  having  seen  it  preTents  my  giving  an  opinion.  The 
more  do  I  regret  it,  b^use  it  has  been  held  in  such  high  estimation. 
fiat  while  on  this  part  of  my  subject,  the  lighting  of  mines,  I  cannot 
omit  to  mention  the  suggestion  of  a  new  lamp  by  Dr.  Murray,  of  Hull, 
a  gentleman  of  well-known  talents  in  all  that  can  do  good,  or  im- 
prove the  condition  or  the  safetv  of  his  fellows.  This  gentleman  has  never 
ceased  to  spend  his  time,  his  talents,  and,  I  believe,  his  purse,  in  bringing 
out  many  valuable  improvements.  The  lamp  that  he  suggests  for  mmes 
is  bj  a  well-known  principle  of  drawing  the  air  from  the  purest  souree, 
the  bottom  of  the  mme,  by  means  of  a  flexible  tube,  or  some  such  thing ; 
but  eertainly  far  before  the  ^'  Clanny  Lamp,"  for  it  is  fed  from  a  single 
gaiise  direct  upon  the  flame  1  and  from  the  most  combustible  gas  con- 
tained in  the  roof  of  the  mine !  while  Dr.  Murray  takes  the  feeding  of 
his  flame  from  the  very  bottom  of  the  pit  or  floor,  where  vital  air  is 
pnreet.  But  to  light  mines  in  a  proper  and  a  scientific  practical  manner, 
most  not  onlv  depend  upon  those  gentlemen  whose  knowledge  of  che- 
mistry is  such,  but  also  whose  practical  mechanical  skill  is  also  great, 
whiefa,  when  combined,  the  aid  of  science  coupled  with  mechanical  in- 
genaity  will  then  be  able  to  overcome  inuch  of  the  risk  that  has  hitherto 
been  the  means  of  so  many  being  sacrificed  by  explosion.  That  many 
of  those  explosions  which  daily  ocour  arise  from  using  candles  and  open 
h'ghtSy  in  a  great  measure  by  carelessness,  and  not  from  any  defect 
of  the  principle  of  the  safety  lamp  by  Davy,  I  feel  convinced,  as  I 
have  stated  before ;  if  provided  with  perfect  and  complete  gauze  pro- 
tectors, and  only  can  they  explode  by  being  broken,  or  out  of  order  in 
the  gauze.  Now  we  know  that  they  will  be  so  careless,  oven  when  they 
know  that  by  their  doing  so  their  own  life  may  be  the  sacrifice ;  still  they 
heed  not ;  fool-hardy,  they  rush  on  the  very  rock  which  ultimately  be- 
comes their  own  destruction,  and  often  of  many  others^. 

Knowing  these  facts,  I  have  pondered  again  and  again,  thinking  how 
not  only  to  overcome  the  carelessness  of  the  miner,  but  also  the  natural 
risks  of  which  the  fire-damp  is  the  greatest  cause ;  and  as  this  is  a  very 
important  matter,  and  equally  so  as  regards  the  safety  of  the  miners  and 
the  value  of  the  mines,  in  case  of  firing,  1  now  beg  to  lay  before  the 
reader  a  plan  of  a  lamp  by  which  not  only  is  all  risk  completely  obviated, 
but  almost  universal  safety  to  the  miner  and  the  mine  ensured.     That 

*   See  the  Dilston  explosion — ^using  a  common  candle  in  place  of  a  Davy  lamp. 
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the  choke  and  fire  damp  is  easily  perceived  by  Ae  nuner,  and  gives 
him  ample  warning  in  nine  cases  oat  of  ten ;  we  know  that  the  gas 
keeps  invariably  at  the  top  of  the  workings,  where  the  stream  of  vital 
air  is  soonest  affected,  therefore  the  miner  has  only  to  fall  fiat  on  his 
face  on  the  ground  until  it  is  past.  Provided  he  cannot  get  away,  of 
two  evils  he  must  choose  the  least ;  this  b  a  fact  we  all  know.  Now 
the  risk  of  explosion  we  also  know  arises  from  the  ease  with  which  they 
can  open  their  lamps,  and  by  taking  off  the  gause  for  smoking  or  siidi 
like ;  now  we  know  that,  in  order  to  obviate  it>  I  provide  a  lamp  of 
such  constmction  as  that,  while  it  derives  its  vital  air  to  make  it  bam,  it 
is  so  constructed  that  it  cannot  by  any  means  be  opened  or  removed,  but 
placed  upon  the  ground,  it  gives  a  better  light  directed  also  on  the 
mine,  where  the  workman  can  pursue  his  labour  without  risk  or  fear, 
and  as  he  gets  the  quickest  intelligence  of  the  foul  air,  from  the  obstnio- 
tion  to  his  breathing,  it  must  be  obvious  he  may  have  a  better  chance  of 
escape ;  at  all  events  he  is  clear  of  explosion  from  his  lamp,  and  from  its 
construction  it  is  equally  certain  nothing  can  occur  to  it  from  the  position 
it  is  in,  and  if  he  likes  at  any  instant  he  may  put  it  out,  when  he  fears 
the  least  danger.  The  lamps  they  are  now  using  are  generally  hung  up 
amidst  the  very  element  they  are  sure  is  most  dangerous ;  while  the  other 
is  ^uite  below,  and  liable  to  be  passed  from  the  effective  manner  in  which 
it  IS  secured,  while  it  gives  a  better  li^ht  than  six  of  those  now  in  ose. 
The  utility  of  this  simple  arrangement  is  manifest  as  regards  safety,  aod 
also  the  superior  manner  of  givmg  light,  and  allowing  the  utmost  freedom 
of  the  miner  at  his  work,  and  preventing  him  entirely  from  either  usi&g 
or  abusing  it  to  his  own  or  his  neighbours'  destruction.  Nor  is  the  safety 
the  only  improvement  in  this  new  lamp ;  the  saving  to  the  proprietor  of 
the  mine,  and  the  quantity  of  the  work,  will  be  greater,  from  the  miners 
time  not  being  occupied,  as  it  too  often  is,  by  Ao  workins  and  hangmg 
about  of  his  lamp  and  the  risk  of  falling  down  when  woricing.  I^eie 
are  many  other  advantages,  which  from  the  length  of  the  present  paper  I 
must  defer  to  my  next  communication,  when  I  will  give  a  drawing  with 
description  of  the  new  safety  lamp  for  lighting  of  mines« 

(7b  he  continued,) 


PABLIAMENTARY  PROCEEDINGS. 

LORDS. 

Maaob  30.— Railway  Rmfovbibiutt.— Lord  Kinnaird  assured  the  Hoase 
that  his  present  motion  arose  from  no  hostile  feeling  towards  railway  in- 
terests ;  but  he  thought  that  this  class  of  public  property  should  be  under 
the  direction  of  a  resnonsible  Board  connected  with  the  Government.  A& 
eminent  engineer  had  reconmiended  some  le^lative  enactment^  so  as  to 
have  one  general  plan  to  connect  all  existmg  railway  capital  in  tlus 
kingdom  in  one  common  stock  or  railway  fund^  payinedue  regard  to  the  in- 
terests of  the  shareholders.  He  (Lord  Kinnaird)  wouM  protect  the  intereits 
of  the  public  by  encouraging  competition.  His  proposal  would  be,  that  sll 
the  lines  forming  main  arteries  throughout  the  kmgaom  should  be  prohibited 
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fiom  ftmalgamaiing.  One  peat  evil  was  the  expense  that  was  incurred 
br  the  promoters  in  procuring  Acts  of  Parliament.  The  preparations  of 
plaiia  and  books  of  reference,  which  involved  a  considerable  expense,  might 
M  greatly  improved.  This  evidence  might  be  taken  very  much  on  affidavit. 
In  one  case  7,000  notices  cost  no  less  a  sum  than  9,000^.  There  was  also  an 
enormous  expense  in  keeping  a  great  number  of  witnesses  in  town  from  day 
to  day,  until  the^  were  required.  But  the  expense  was  still  greater  in  re- 
sprect  to  pxivate  mdividuals  who  felt  it  necessary  to  oppose  these  bills.  A 
mend  of  his  was  subject  to  the  expense  of  800/.  or  1,000^.  in  opposing  such 
bills.    He  should,  therefore,  move  that  a  select  committee  be  appointed :— • 

1.  To  take  into  consideration  the  best  means  of  enforcing  one  uniform 
qntem  of  management  of  railroads  in  operation  or  to  be  constructed,  and  to 
secure  the  due  fulfilment  of  the  provisions  of  the  acts  of  Parliament  under 
which  the  companies  have  obtained  their  powers,  whereby  greater  accommo- 
dation and  safety  may  be  insured  to  the  public. 

8.  To  take  into  consideration  what  means  may  best  be  adopted  for  dimi- 
nishing the  extravagant  expenses  attendant  on  obtaining  acts  of  Parliament 
for  l<^timate  and  necessary  undertakings,  and  at  the  same  time  for  dis- 
couraging the  formation  of  schemes  got  up  for  the  mere  purpose  of  specu- 
lation. 

3.  To  consider  what  legislative  measures  could  be  framed  to  protect  indi- 
viduals from  the  injury  tiiey  may  sustain  by  the  laying  down  hues  of  rail- 
way through  their  property,  without  subjecting  them  to  the  ruinous  expense 
of  opposing  bills  in  Parliament. 

Tne  Earl  of  Dalhousie  would  not  oppose  the  motion,  though  the  noble 
lord  had  but  imperfectly  stated  his  case.  No  very  beneficial  system  would 
result  from  the  appointment  of  the  committee ;  amalgamation  bills  were 
already  looked  after  with  the  greatest  scrutiny.  After  alluding  to  the  in- 
sufficient authority  of  the  late  board  in  connexion  with  the  Government, 
the  noble  lord  said  he  was  not  prepared  to  support  any  plan,  the  effect  of 
which  would  be  to  deprive  Parliament  of  its  exclusive  power.  He  could 
not  consent  to  give  up  any  of  the  safMniards  which  protected  property,  for 
the  purpose  of  saving  expense  to  rauway  companies.  He  was,  however, 
willing  to  acquiesce  in  an;^  arrangement  which  would  tend  to  simplify  the 
proceedings  consistently  with  the  maintenance  of  these  safeguards. — ^The 
Marouis  of  Breadalbane  thought  that  such  salutary  control  snould  be  im- 
poeea  as  would  not  interfere  with  the  due  application  of  capital  in  private 
speculation.  His  surprise  was  that  the  convenience  of  the  public  had  been 
■o  well  provided  for  as  on  the  great  lines  already  constructed.  In  his 
opinion  the  public  interests  would  be  best  consulted  bv  allowing  great  com- 
panies to  woik  the  districts  naturally  marked  out  for  them  under  the  whole- 
some control  of  the  legislature.— >The  Marquis  of  Londonderry  dreaded  the 
establishment  of  monopolies,  and  advocated  the  maintenance  of  competition 
as  most  conducive  to  the  public  interest. — Lord  Whamcliffe  said  the  object 
was  one  well  deserving  inquiry,  and  he  regretted  that  the  Government  had 
not,  in  an  early  part  of  the  session,  come  forward  with  a  plan  for  the  pro- 
per rejg;ulation  of  railways. — ^Lord  Monteagle  observed  that  there  were  cases 
m  which  the  subscribers  to  railway  schemes  were  anxious  that  those  schemes 
should  be  abandoned,  and  yet,  having  entrusted  the  control  of  them  to  other 
hands,  their  lordships  were  in  danger  of  having  their  time  consumed  in 
long  investigations  leading  to  no  result,  or,  what  was  more  formidable  still, 
of  being  pemaps  induced  to  sanction  the  commencement  of  railways  which 
would  be  afterwards  left  in  an  imperfect  and  unfinished  state.  The  public, 
he  believed,  laboured  under  the  delusion  that  the  subscribers  to  a  railway 
sdieme  had  (uo  power  to  petition  against  their  own  scheme;  he  believed 
that  it  was  perfectly  competent  to  them  to  approach  Parliament  for  the 
purpose  of  declaring  their  wish  to  depart  from  their  original  intention. — Lord 
Osmpbell  said  that  the  safety  of  railway  travellers  was  important,  and  he 
hopcKl  would  be  considered.    Two  bills  relating  to  that  question  had  been 
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pMsed  in  that  House  lost  SMuon,  but  had  been  rejected  in  the  other  Holue, 
with  the  concunrenoe  apparently  of  the  Goyemment^  without  reason.  The 
bills  to  whioh  he  alluded  were  tne  bill  for  abolishing  deodandt,  and  the  biU 
for  making  railway  companies  responsible  for  deaths  by  accidents  caused  by 
their  own  negligence.  It  would  have  been  advisable  that  those  bills  should 
have  been  passed  into  law  ;  and  yet  they  had,  as  he  had  already  stated, 
been  re|ected. — Lord  Redesdale  recommended  Lord  Campbell  to  reintroduce 
those  bills  this  session.  With  respect  to  the  appointment  of  a  commiesion 
to  undertake  a  part  of  the  duties  now  undertaken  by  Parliament,  under  such 
an  arrangement  parties  would  be  subject  to  the  double  expense  of  appearing 
before  Parliament,  and  also  before  another  tribunal. — Lord  Campbell  said 
he  had  just  been  informed  that  the  law  of  Scotland  gave  redress  m  cases  of 
accidents  on  railways  from  the  neglect  of  companies.  It  appeared  that  in 
consequence  of  the  neglect  of  the  Qlasgow  and  Edinburgh,  the  fiither  of  a 
family  had  been  killed.  An  action  had  been  brought  by  his  widow  and 
children,  and  the  opinion  of  his  hon.  and  learned  friend,  Mr.  Rutherford, 
haying  been  taken  upon  the  subject,  he  declared  that  the  company  were 
clearly  liable.  The  result  was  that  they  had  compromised  the  action  by 
paying  to  the  family  a  sum  of  2,0002.  But  if  that  accident  had  taken  place 
in  England  the  family  would  have  had  no  redress. — The  Earl  of  Dalhousie  said 
that  in  the  case  to  which  his  noble  and  learned  friend  had  referred,  not  only 
had  a  sum  of  money  been  paid  to  the  family,  but  the  superintendent  had 
been  imprisoned  for  twelye  months. — ^The  motion  was  then  agreed  to. 

The  Earl  of  Dalhousie  presented  a  petition  firom  the  bankers,  merchaati^ma- 
nuflacturers,and  other  inhabitants  of  Glasgow,  praying  their  lordships  toadopt 
measures  to  preyent  the  ruinous  consequences  of  excessiye  saUwaj  spoeu- 
lation. — ^The  Duke  of  Wellington  would  like  to  see  some  mode  devised  fo 
the  regulation  of  those  railways  already  constructed,  by  whioh  the  con- 
yenience  of  the  public  might  be  well  proyided  for.  He  b^ged  leave  to 
suggest,  whether  the  common  law  coula  not  be  applied  to  these  railway 
companies  so  as  to  confer  on  maffistrates  in  the  country  some  power  over 
companies  and  their  agents  in  different  parts  of  tiie  country. — ^Lord  Hathei- 
ton  said  there  could  be  no  doubt  that  parties  possessed  the  power  of  petitioning 
referred  to  by  the  noblo  lord  (Monteagle)  ;  but  he  should  be  sorry  if  those 
parties  were  induced  to  belieye  that  by  petitioning  they  could  reUeve  them:- 
selves  from  their  responsibilities.  The  sooner  the  irresponsible  parties  to 
visionary  schemes  came  forward  to  petition  the  House  to  be  allowed  to 
abandon  their  projects  the  better ;  there  was  no  danger  that  such  a  course 
would  be  adopted  by  parties  to  bondjlde  schemes.  In  nis  opinion  Parliament 
was  competent  to  deal  with  all  these  undertakings,  and  no  more  injurious 
course  could  be  adopted  than  for  the  Government  to  take  the  responsibility 
of  suggesting  any  regulations.  He  doubted  whether  his  noble  fnend  would 
succeed  in  his  purpose  of  confining  all  the  railroads  of  the  country  to  eertaia 
districts,  and  placing  them  under  the  control  of  a  government  Board.  With 
respect  to  the  preliminary  inquiries,  he  should  say  that  he  did  not  see  why 
the  two  Houses  of  Parliament  should  not  refer  to  a  commission  all  matten 
relating  to  the  requirments  of  their  Standing  Orders.  After  such  a  com- 
mission had  made  a  Report,  they  might  themselves  determine  whether  or 
not  they  should  dispense  with  the  Standing  Orders. 

April  6. — Petitions  by  Sharbholdbrs  aoaivbt  thbib  owk  Biuus.-^ 
Lord  Monteagle  said  he  had  two  petitions  from  shareholders  in  certain  rail- 
ways, who  objected  to  the  further  progress  of  the  bills  to  which  they 
themselves  had  become  parties.  The  public  were  under  misapprehension 
in  supposing  that  shareholders  could  not  petition  against  a  bill  which  they 
had  been  instrumental  in  promoting.  If  the  circumstances  had  altered 
materially,  and  the  shareholders  who  were  originally  in  favour  of  a  bill 
chose  to  retrace  their  steps,  there  was  nothing  in  the  forms  of  Parliament 
to  prevent  their  objecting  to  further  progress.  If  the  statements  contained 
in  one  of  these  petitions  were  correct,  the  parties  had  very  good  reaaon  frr 
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objecting  to  the  pfogress  of  the  bill  in  anestion.  It  was  &  petition  firom 
the  ffuhMriben  to  a  proposed  extension  of  the  Midland  Great  Western  of 
Ireland  ;  the  petition  was  signed  bj  one  the  members  for  the  city  of  Lon- 
don, and  hj  some  most  respectable  names  connected  with  the  city.  They 
stated  that,  from  the  evidence  before  a  select  committee  of  the  House  of 
Lords,  the  capital  for  these  works  was  not  proved  to  be  a  band  fide  subscrip- 
tion ;  also  that,  immediately  before  the  depositing  of  the  parliamentarr 
contract,  signatures  had  been  obtained  to  it  for  very  larse  sums,  on  which 
the  subscribers  themselves  admitted  that  they  had  paid  no  deposits ;  and 
that,  however  responsible  the  parties  might  be,  it  was  believed  that  thev 
had  no  intention  of  subscribing  to  the  amount  of  capital  proposed.  If  this 
were  true,  it  undoubtedly  left  the  company  without  the  means  of  executing 
their  works.  It  seemed  that  these  parties  considered  that  thej^  had  no 
means  of  stating  these  facts  to  the  committee.  The  other  petition  was 
Iran  some  shareholders  in  the  Cork  Extension  Railway,  whp  stated  that  an 
amalgamation  with  another  company  had  taken  place,  contrary  to  their 
wishes  and  intentions ;  and  they  therefore  prayed  their  Lordships'  House 
not  to  pass  the  bill. 

KawBT,  Wabbhitpoint  avd  Rosstbbtob. — ^The  Earl  of  EUenborough 
had  a  petition  to  present  from  the  corporation  of  Newry,  against  a 
lailway  which  proposed  to  cross  the  harbour.  The  consent  of  the  Ad- 
miral^ had  been  given,  but,  from  what  had  since  come  to  his  lordship's 
knowledge,  he  was  inclined  to  think  that  it  would  have  been  refused  had 
they  been  in  possession  of  all  the  facts.  He  therefore  conceived  the  proper 
course  would  be  to  allow  the  bill  to  proceed  and  go  to  the  other  House, 
where  it  would  also  be  necessary  to  prove  the  consent  of  the  Admiralty  to 
the  line  crossing  the  harbour.  During  the  recess,  the  Admiralty  Commis- 
sioner would  again  proceed  to  Newry.  and  make  a  fresh  report.  The  sub- 
ject was  one  of  importance  ;  for,  bv  tne  removal  of  the  bar  at  Carlingford 
Rock,  the  harbour  of  Newry  might  be  rendered  a  perfect  and  secure  harbour 
of  refuge. — ^Lord  Montea^le  objected  to  this  course  as  inconsistent  with  pro- 
priefy  or  the  public  service  ;  no  department  of  the  Executive  Government 
ought  to  have  power  to  give  effect  or  refuse  assent  to  an  Act  of  the  imperial 
Legislature.  The  earlier  the  opinion  of  the  Admiralty  was  expressed  on 
this  subject  the  better  would  it  be  for  all  parties ;  and  their  Lordships' 
House  would  not  then  be  occupied  a  long  time  in  considering  a  bill  which 
might  afterwards  be  rendered  inoperative  by  the  well-bestowed  negative  of 
the  Board  of  Admiralty. — ^The  Earl  of  EUenborough  said  ho  had  no  objec- 
tion to  accept  this  recommendation  ;  but  the  House  must  understand  that 
the  Board  of  Admiralty  had  now  before  them  the  report  of  their  own 
engineer  in  favour;  therefore  the  Board  of  Admiralty  could  hardly  at 
present  refuse  their  assent.  He  wished,  during  the  recess,  to  inquire  into 
the  matter  further ;  and  an  officer  had  been  specially  appointed  for  the 
purpoee  of  making  a  full  report  of  the  facts  on  both  sides. — ^The  Earl  of 
Mosebery,  as  chairman  of  the  committee  to  whom  the  bill  had  been  referred, 
thought  that  the  best  thing  the  House  could  do,  under  the  peculiar  circum- 
stances, would  be  to  suspend  the  further  stages  of  the  bill  until  the  result 
of  subMquent  inquiry  was  laid  before  them. — The  Marquis  of  Lansdowne 
suggested  the  propriety  of  the  House  having  laid  before  them  the  memorial 
of  the  Chamber  of^Commerce  of  Limerick,  addressed  to  the  Board  of  Works, 
which  showed  unanswerable  grounds  for  the  interference  of  Parliament  in 
this  case.  Tl^is  memorial  concurred  with  the  recommendations  of  the  Tidal 
Commissioners,  and  he  would  move  for  a  return  of  that  memorial. — 
Agreed  to. 

Apbil  7. — Railways  and  Shabbholdbrs. — The  Earl  of  Balhousie  laid 
iipon  the  table  of  the  house  a  report  from  the  railwav  department  of 
the  Lords.  In  presenting  a  report  from  the  Board  of  Trade,  he  pro- 
ceeded to  draw  attention  to  the  propositions  of  the  Government.  He 
recalled  to  recollection  the  state  of^rMlway  businesi  within  the  last  twelve 
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months  and  the  number  of  bills  which  had  been  introduoed  at  the  close  of 
]  844.  In  the  last  session  of  Parliament  248  railway  bills  were  introdaeed, 
and  at  that  time  this  was  looked  upon  as  a  number  utterly  unprecedented. 
Speculation,  however,  had  vrazed  more  hot  and  fiery  every  day ;  it  had  per- 
vaded every  class,  high  and  low,  rich  and  poor,  young  and  old,  and  it  ex- 
ited its  isfiuence  upon  one  sex  as  much  as  upon  the  other.  The  result  was, 
before  the  31st  of  December  last,  there  had  been  provisionally  register^ 
upwards  of  1400  schemes.  On  the  30th  of  November  there  had  ^en  de- 
posited with  the  Board  of  Trade  upwards  of  800  plans.  By  the  31st  of  De- 
cember that  number  was  nearly  700.  The  attention  of  the  (Government  had 
been  at  an  early  period  directed  to  this  subject ;  but  it  was  not  in  the  power 
of  the  Gk>vemment  to  have  come  down  to  Parliament  with  any  definite  plan 
till  there  were  facts  necessary  as  guides.  In  order  to  save  the  time  of  Pir- 
liament,  and  also  as  a  check  upon  the  parties  themselves,  a  firiend  of  mine 
moved  for  the  appointment  of  a  committee  to  consider  of  the  mode  of  ^lisp^ 
ing  of  the  railway  business,  and  I  moved  for  a  similar  committee  here.  The 
committees  sat  for  some  weeks,  and  the  number  of  schemes'  before  Parlia- 
ment were  brought  under  their  consideration,  and  the  committee  came  to  the 
determination  that  it  was  not  expedient  either  to  select  particular  bills  or 
to  restrict  the  free  course  of  capital,  that  it  would  be  acting  upon  an  un- 
sound principle  to  interfere  with  tne  free  course  of  capital  applicable  to 
schemes  of  improvement ;  at  the  same  time,  a  broad  line  of  distmction  is  to 
be  drawn,  which  is  this, — ^it  is  a  veiy  different  thing  to  interfere  with  the 
free  power  of  disposing  of  capital,  and  to  interfere  with  the  disposal  of  capi- 
tal in  schemes  wnere  Parliament  is  asked  to  ^ve  special  and  large  powers 
of  carrying  them  into  effect.  Though  no  restriction  should  be  imposea  upon 
capital,  arrangements  may  be  made  between  the  parties  and  both  houses  of 
Parliament.  For  some  time  past  public  attention  has  been  directed  to  this 
subject,  which  has  undergone  mucn  discussion.  The  result  of  that  discus- 
sion has  been  brouffht  under  the  consideration  of  Parliament,  and  proves 
one  great  evil  that  nas  resulted  to  trade  and  to  the  concerns  themselves; 
that  every  description  of,  and  all  trades,  have  been  injured ;  that  the  prices 
of  materials  of  all  kinds  likely  to  be  used  in  such  works  have  been  and  will 
be  still  more  enhanced,  not  only  to  these  undertakiiurs  themselves,  but  to 
all  others  of  a  similar  character.  The  prices  of  labour  have  also  been  greatly 
increased ;  but  that  increase  is  only  of  a  temporary  character,  created  by 
peculiar  circumstances,  and  has  tended  more  to  the  injury  than  to  the  sub- 
stantial good  or  improvement  of  the  condition  of  the  working  classes,  by  the 
very  great  demand  for  money  which  exists  at  this  moment,  and  is  likely  to 
continue,  and  every  other  branch  of  trade,  even  when  there  is  no  direct  con- 
nexion whatever  with  these  imdertakings,  is  cramped  in  its  operations,  and 
clogged  in  the  enterprises  in  which  it  is  usually  eneaged  ;  and  no  one  can 
doubt  that  this  tightness  in  the  money  market  is  tell  ing  most  severely  upon 
the  commercial  community.  As  regards  railways,  it  is  not  only  those  pro- 
gressing towards  the  passing  of  their  bills  which  suffer,  but  also  those  al- 
ready in  existence  ana  incorporated.  Even  the  old  established  companies 
find  themselves,  when  desirous  of  adding;  to  their  wealth  b^  the  constmo- 
tion  of  new  branches  to  the  old  undertaking,  encompassed  with  difficulties ; 
and  this  is  still  more  the  case  with  those  companies  who  have  very  recently 
obtained  powers  and  are  only  just  beginning  to  carry  their  proiects  into 
effect.  In  Ireland  matters  are  in  a  still  worse  state.  Applications  have 
been  made  to  Her  Majesty's  Government,  or,  at  any  rate,  representsr 
tions  have  been  made  from  the  two  which  may  be  fairly  considered  the  best 
and  most  promising  lines  in  Ireland,  setting  forth  that  their  undertakings 
are  at  a  standstill.  One  of  these  was  the  Waterford  and  Limerick  Railway, 
a  line  which  I  believe  to  be  a  most  valuable  undertaking — ^valuable  not 
alone  in  a  commercial  point  of  view.  It  is  the  same  line  which  the  com- 
mission appointed  in  1837  to  inquire  into  that  subject  especiaUy  recom- 
mended ;  and  yet  that  line  is  now  at  a  standstill     The  other  railway  to 
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which  I  hare  alluded  u  one  conneoted  with  the  town  of  Newry.  Your  lord- 
ships are  now  engaged,  and  will  be  engaged  during  the  ensuing  session,  on 
Irirfi  railway  projects ;  many  of  these  will  be  unopposed ;  many  are  makine 
their  way  without  difficulty  or  hindrance  through  Parliament.  Her  Majesty's 
Government  desire  that  this  should  be  the  case,  in  the  belief  that  the  pass- 
ing of  these  bills  will  be  a  great  boon  to  the  people  of  Ireland,  as  likely  to 
afford  that  employment  which  is  so  requisite  unaer  existing  circumstances ; 
and  yet  all  these  objects  will  be  defeated  by  the  evils  which  I  have  pointed 
out.  Kot  only  will  the  promoters  of  these  particular  schemes  find  their 
wishes  frustrated  and  their  original  calculations  false,  but  it  will  be  the 
means,  by  increasing  the  demand  for  money,  of  preventing  established  com- 
panies carrying  their  works  into  execution  ;  ana  this  last  consideration  is  a 
most  important  one,  so  far  as  the  question  of  giving  employment  is  con- 
cerned, for  the  older  companies  are  on  the  spot,  prepared,  if  permitted,  to 
commence,  while  the  other  newer  lines  cannot  for  some  time  to  come  be  in 
that  condition.  As  we  know,  the  progress  of  a  railway  bill  through  Parlia- 
ment has  always  been  watched  witn  anxiety ;  has  been  the  means  of  stimu- 
hiting  the  hopes  of  those  directly  engaged  in  such  a  bill,  and  the  expect- 
ations of  others  desirous  of  being  connected  with  it ;  consequently  that  in- 
variably for  that  period  the  value  of  the  stock  has  increased.  But  precisely 
the  contrary  is  the  fact  now.  I  have  been  distinctly  informed  by  par- 
ties whose  information  is  to  be  relied  upon,  and  whose  interests  are 
affected  by  the  results,  that  this  session,  so  alter^  are  the  circumstances^ — 
just  in  proportion  as  railway  schemes  appear  to  be  favourably  progressing 
through  Parliament,  and  as  they  have  a  prospect  of  success,  exactly  in  thi^ 
proportion  does  the  value  of  the  stock  fall  in  the  market.  In  Scotland  not 
only  is  this  description  of  railway  affairs  correct,  but  it  is  also  the  fact  that 
there  is  a  most  earnest  desire  on  the  part  of  all  those  encaged  in  these  under- 
takings to  free  themselves  f^m  them — ^to  disconnect  themselves  altogether, 
for  the  present,  from  railway  enterprise.  It  would  be  most  advant^roous, 
that  when  those  who,  having  engaged  in  these  concerns,  subsequently  see 
good  reason  to  change  their  minds,  and  to  desire  to  escape  from  the  trammels 
with  which  they  are  surrounded,  they  should  have  the  opportunity  afforded 
to  them  of  repairing  the  error ;  such  persons  now  applying  to  Parliament 
for  facilities  by  which  to  enfranchise  themselves,  it  is  not  only  the  policy, 
but  it  is  also,  strictly,  the  duty  of  Parliament,  to  offer  every  facility  in  its 
power  for  the  effecting,  in  a  legitimate  manner,  of  that  object.  There  is,  it 
IS  true,  in  existence  an  act  giving  powers  for  the  winding  up  of  the  affairs 
of  joint  stock  companies,  but  that  act  applies  only  to  companies  which  have 
already  obtained  their  corporate  capacity.  A  railway  company  is  called  so 
commonly  even  before  it  gets  its  act,  but  it  is  no  more,  in  reality,  than  a 
simple  partition,  and  it  is  not  in  the  power  of  those  who  are  of  that  partner- 
ship to  nee  themselves  without  the  consent  of  every  member  and  every  partner. 
It  IS  the  intention  of  Her  Majesty's  Gbvemment,  as  early  as  possible  after 
the  Easter  recess,  to  introduce  a  bill  the  object  of  which  shall  be  to  enable 
railway  companies  who  are  now  before  Parliament,  and  have  not  obtained 
their  corporate  capacity,  to  wind  up  their  affairs,  with  a  view  of  putting  an 
end  to  the  undertaking  to  carry  out  which  they  were  associated.  I  will,  as 
shortly  as  possible,  and  avoiding  detail,  lay  before  your  lordships  this  pro- 
position, the  principle  upon  which  we  desire  to  legislate  as  regards  railways, 
and  the  main  objects  to  which  our  efforts  will  be  directed.  Wo  propose,  by 
a  machinery  to  be  provided,  that  means  shall  be  given  to  those  who  are  the 
actual  ehareholders  of  stock  in  railway  companies  to  call  a  meeting  of  the 
proprietors,  and  determine  whether  the  affairs  of  that  company  shall  bo  wound 
up  or  not :  that  that  meeting  shall  decide  by  a  majority — the  proportion  of 
numbers  probably  being  the  number  of  shares  possessed — ^whether  the  com- 
pany shall  be  wound  up  or  not.  If  the  proposition  to  dissolve  shall  be  nega- 
tived, the  bill,  of  course,  is  to  be  proceeded  with :  if  the  determination  smtU 
be  to  wind  up,  Uien  a  certain  machinery  will  be  applied  ;  an  official  assignee, 
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M  it  mAV  be  edled^  will  act  as  iniBtee  of  the  foniU  of  that  o6Iii|MMij  to  M»Mfy 
all  the  demands  of  the  creditors  on  that  fond  ;  and,  alter  evenr  creditor  riuul 
be  satisfied,  the  remaining  sum  will  be  divided  amon^  those  who  are  entitled 
to  a  share  of  the  deposits.    If  there  should  be  a  deficit,  which  is  not  like! j  to 
occur,  but  is  a  possible  erent,  it  is  not  proposed  that  there  shall  be  aaj  exemp- 
tion to  the  parties  now  by  law  liable  n>r  the  payment  of  all  the  expemseB  that 
may  be  incurred.    But  it  is  clear  that  a  scheme  of  this  nature  requires  aome 
time  for  formation,  and  that  some  little  time  must  elapse  before  audi  a 
measure  as  that  contemplated  can  pass ;  and  in  the  mean  time  the  railway 
measures  before  Parliament  are  proceeding  and  in  progress  throug^h  the  two 
houses.    I  believe  that  many  of  these  measures  are  of  the  character  I  have 
described  to  your  lordships ;  many  of  the  shareholders  in  many  of  these 
companies  would  have  be^  desirous  of  such  a  machinery  as  would  enable 
them  to  wind  up  their  affairs;  but  as  the  shareholders  are  without  any 
power  whateyer  of  stayin|^  the  progress  of  such  bills,  there  has  been  no  step 
taken.   To  remedy  this  evil,  it  is  proposed  that  a  resolution  be  passed  in  botn 
houses  of  Parliament,  that  if  a  petition  shall  be  presented,  signed  by  a  ma- 
jority of  the  holders  of  the  shares  in  any  given  undertaking,  praying  Parlia- 
ament  to  suspend  the  progress  of  that  undertaking  until  such  time  aa  the 
measure  giving  facilities  for  the  winding  up  of  the  railway  afifaira  has  been 
adopted,  then  ^e  progress  of  such  undertaldng  shall  be  stayed  accordingly. 
There  are  some  few  bills  which  have  already  come  from  the  other  house  up 
to  your  lordships*  house  and  thev  will  come  under  the  operation  of  such  a 
resolution  of  this  house  ;  and  those  which  have  commenced  in  this  house, 
and  are  going  towards  the  other,  with  those  in  the  other  house  which  have 
not  passed  through  all  the  stages,  will  be  equally  affected  by  the  reaoluti<ms 
of  the  other  house.    The  principle  is,  that  facilities  should  be  given  to  rail- 
way companies  to  wind  up  their  affairs  as  soon  as  possible  after  a  determi- 
nation to  that  effect  has  been  come  to ;  that  that  power  shall  be  given  to 
those  actually  interested  in  the  funds  of  the  company ;  that  such  a  eourae 
shall  be  decided  upon  only  by  a  i>roportion  of  shareholders  to  be  stated  in 
the  bUl ;  and  at  such  determination  ample  security  shall  be  taken  for  the 
safe  custody  of  the  funds  of  the  company,  for  the  liquidation  of  erery  sub- 
stantiated claim,  and  for  the  return  of  the  residue  to  those  poseasing  the 
right  to  receive  it.    There  is  also  included  the  preservation  of  the  iiAhmties 
or  those  who  are  now  Uable.    And  also  with  respect  to  such  bills  in  progreas 
through  Parliament,  and  expected  to  be  passed  altogether  before  the  bill 
I  describe  shall  have  the  consent  of  the  Crown,  and,  consequently,  before  the 
shareholders  have  «n  opportunity  of  availing  themselves  of  the  power  which 
they  now  have  not,  a  resolution  will  be  passed  that,  on  a  petition  being  pre- 
sented, showing  that  a  large  majority  of^  those  interested  m  the  concern  aie 
desirous  of  availing  themselves  of  the  provisicms  of  this  bill,  the  pregresa  of 
the  particular  railway  bill  shall  be  stayed — ^not  r^ected — until  such  Ume  as 
the  required  opportunity  presents  itself.    It  is  not  necessary  that  I  should 
enlarge  more  upon  the  subject.    As  soon  after  the  Easter  recess  as  possible, 
I  shau  have  the  honour  of  submitting  the  bill  to  your  lordships,  and  we  shi^ 
then  be  enabled  to  discuss  the  provisions  in  detul. 

Lord  Monteagle  was  of  opinion  that  some  proposition  which  should  coireot 
the  evils  at  present  influencing  the  railway  system  had  been  called  for ;  and 
he  was  glad  to  see  that  Her  Majety's  Qovemment  were  not  insensible  to 
the  necessity  which  existed  for  some  legislative  interference.  The  &cts 
detailed  by  the  noble  lord,  and  the  descriptions  given  of  the  difficulties  and 
danger  which  surrounded  railway  companies,  readily  accounted  for  the  state 
of  things  of  which  all  were  aware  out  of  doors.  He  considered  that  an  elect- 
ive measure  had,  at  last,  been  introduced  ;  but  to  the  principle  upon  which 
it  was  based  he  must  offer  some  opposition  ;  and  to  render  the  bUl  just  and 
satisfactory,  many  objections  whicn  he  now  saw  would  have  to  be  removed. 
He  thought  the  measure  should  have  been  made  to  take  effect  fh>m  a  certain 
day,  as  a  resolution  for  the  reduction  of  a  duty  took  effect  from  the  date  of 
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thft  pMB&s  tiie  NMltttion.  He  considered  a  eompaay  thai  could  not  pany 
out  its  nndertaking  was  a  great  injury  to  the  community.  An  unfinished 
lailroid  was  the  ^rebtest  nuisance  that  could  he  inflicted  on  the  country. 
In  1824,  when  the  tide  of  speculation  was  high,  when  the  "  hore,"  was  run- 
sing  up  the  rirer,  as  at  the  present  time,  many  of  the  schemes  were  foreign 
oosi,  and  the  money  emharked  in  the  Golconda  Pearl  Fishery,  or  the  Sand- 
wich Islands  Sandalwood  Company,  was  simply  lost  and  wasted.  But  in  the 
caie  of  an  unfinished  railroad,  the  agricultum  districts  would  he  left  with  a 
gnat  dry  ditch  cut  through  the  centre  of  the  country,  without  raUs,  and 
with  no  noasibility  of  completing  the  plan.  Then  in  what  a  position  would 
the  landnolders  along  the  line  be  placed  1  For  three  years  they  would  have 
the  compulsory  powers  of  the  act  hanging  over  their  heads,  which  might 
depriye  them  of  the  most  valuable  part  of  their  estates.  There  was  one 
thing  which  the  proposal  of  the  present  measure  rendered  necessary :  it  was. 
that  the  house  should  stop  the  progress  of  all  bills  then  pending  tUl  the  bill 
had  been  introduced.  He  must  not  be  told  that  they  should  send  these  bills 
to  the  lower  house,  leaving  to  that  house  the  task  of  seeking,  and  the  duty 
of  applying,  a  remedial  measure ;  their  lordships  could  not  tell  what  might 
happen  in  the  other  house  of  Parliament ;  their  lordships  were  the  masters 
of  their  own  proceedings,  and  they  were  bound  to  give  the  public  all  the 
protection  their  legislation  could  afibrd,  as  the  other  house  was  bound  to 
give  them  the  protection  of  theirs.  They  ought  not  to  take  anydefinite  step 
upon  any  railway  bill  till  they  were  in  possession  of  the  bill  of  Her  Majesty^ 
Ooremment.  One  part  of  the  scheme,  he  thought,  required  more  atten- 
tion ;  it  proposed  that  a  railway  bill  should  be  suspended  upon  the  petition 
of  a  majority  of  the  shareholders ;  he  would  ask,  how  could  their  lordships 
know  whether  those  who  signed  such  a  petition  were  genuine  shareholders 
at  that  timet 

Lord  Kinnaird  thought  it  would  have  been  better  if  the  proposition  of 
the  Qovemment  had  been  introduced  two  or  three  days  earlier,  oecause  it 
could  then  have  been  discussed  by  their  lordships.  He  approvea  of  the  plan 
generally ;  but,  had  there  been  another  day  oefore  them,  he  would  have 
mAde  a  suggestion  as  to  whether  the  house  had  not  at  present  a  power  of 
ipplying  a  remedy,  by  extending  one  of  the  standing  orders  of  the  house. 

Lord  Whamcliffe  expressed  his  satisfaction  with  the  proposal  made  by 
the  noble  lord  (the  Earl  of  Dalhousie). 

The  Earl  of  Dalhousie  would  take  care  that  no  bill  should  receive  the 
foree  of  law  till  such  a  olause  was  inserted.  As  to  the  question,  whether  it 
wiw  the  intention  of  Qovemment  to  propose  any  standing  order  of  the  na- 
ture stated  by  tiie  noble  lord,  he  had  intended  distinctly  to  express  such 
intention.  A  resolution  was  to  be  proposed  in  the  other  house  of  Parlia- 
ment that  no  further  stage  should  be  taken  in  any  railway  bill  until  the 
27th  of  April.  It  was  his  intention  to  submit  to  their  lordships  on  Thursday 
ifter  the  recess  a  resolution,  the  object  of  which  should  be  that  bills  pass- 
ing through  Parliament  at  the  time  when  the  bill  was  adopted  for  enabling 
pttties  to  wind  up  the  affairs  of  railway  copartneries  should  be  subject  to 
the  provisions  of  that  bill,  and  upon  persons  expressing  by  petition  their  de- 
sire that  the  progress  of  a  railway  bill  should  he  stayed,  it  should  be  so  till 
the  bill  which  it  was  proposed  to  introduce  should  come  into  operation.  As 
to  the  blame  thrown  on  Her  Majesty's  Qovemment  for  not  having  proposed 
&t  an  earlier  period  a  plan  applicable  to  all  railway  bills,  they  met  fre- 
quently in  September  and  October  to  consider  the  subject,  and  resolved 
upon  a  plan  for  selecting^railways  to  which  prior  consideration  should  be 
given  by  the  two  houses  of  Parliament.  Much  labour  was  taken  in  classify- 
ing the  whole  600  schemes  before  the  Board  of  Trade ;  and  it  was  a  matter 
of  notoriety  that  the  committee  of  the  other  house  was  against  any  restric- 
tion ;  and  any  resolution  to  which  their  lordships  might  have  come  under 
Buch  circumstances  would  have  proved  a  mockery. 

The  Marquis  of  Lansdowne  wished  to  know  what  hia  noble  &iend  (the 
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Earl  of  Dalhousie)  proposed  to  do  in  zeferenoe  to  the  bOk  now  on  the  tdUe^ 
and  waiting  for  a  second  readine  1 

The  Earl  of  Balhouflie  thought  the  resolution  of  the  other  houee  not  to 
take  any  step  with  any  railwajDUl  till  the  27th  of  April  would haye  opeiat- 
ed  as  a  sufficient  check.  But  he  should  now  giro  notice  of  his  intention  to 
move,  after  the  recess,  a  resolution  similar  to  that  of  the  House  of  CommonSi 
postponing  the  further  progress  of  railwaj  bills  till  the  27th  of  Arail. 

April  23. — ^Legislation  ahd  Nbw  Sessioval  Ojwxb. — ^Lord.  J>alhonsie 
brought  forward  a  bill  of  which  he  had  eiTen  notice,  for  the  improTement 
of  railway  legislation.    He  referred  to  the  number  of  railway  cofnpaniei 
which  haa  deposited  their  plans  with  the  Board  of  Trade  in  Noyembor  lart. 
There  were  then  provisionally  registered  a  number  of  joint-stock  companies, 
and  of  them  between  1,200  and  1,300  railway  companies,  and  of  these  thoe 
had  been  deposited  on  November  13th,  800  plans ;  and  at  the  last  stage  in 
these  proceedings — that  is,  on  December  31 — the  number  was  reduced 
somewhere  below  700.    His  lordship  went  on  to  remark  that  it  was  thought 
that  the  necessity  for  deposits  would  sufficiently  test  the  capacity  of  the 
various  companies  to  carry  out  their  plans  efficiently,  and  tend  greatly  to 
reduce  the  number  of  bills,  but  that  it  had  done  nothing  of  the  kind  ;  up- 
wards of  15,000,000^.  sterling  having  been  paid  on  deposits.    It  had  also 
been  anticipated  that  great  numbers  of  these  schemes  would  be  defeated  by 
the  inability  to  comply  with  the  Standing  Orders  of  the  House,  bat  so  fiur 
from  this  having  been  the  case,  the  number  reduced  by  that  test  had  not 
exceeded  twenty-eight.    In  the  meantime  the  simultaneous  withdrawal  of 
BO  large  a  sum  from  circulation  had  had  the  effect  of  hampering  eyery  other 
description  of  commercial  enterprise,  and  had  given  rise  to  the  loudest  com- 
plaints, not  merely  from  parties  engaged  in  other  branches  of  trade,  but 
from  persons  directly  and  immediately  mterested  in  railroad  projects  them- 
selves.   The  present  prices  of  stock  of  the  respective  companies  afforded 
conclusive  proof  of  the  correctness  of  his  assertion.    In  ordinary  specula- 
tions their  apparent  success  in  their  progress  through  Parliament  inyariably 
tended  to  ennance  the  value  of  the  stock,  but  in  the  case  of  railways  the 
result  now   was  altogether  the  reverse,  for  in   proportion  to   Uie  pro- 
gress of  a  scheme  through  Parliament  was  the  depreciation  of  the  value 
of  its  shares.      Under    these   circumstances  it    was    desirable  that   an 
opportunity    should     be    given    to    parties    enj^aged   in    such    enter- 
prises, to   relieve  themselves  from  all  responsibility  in  r^nrd  to  them, 
which  it  was  not  at  present  in  their  power  to  do;   for  tnough  means 
had  been  supplied  by  the  law  for  winding  up  the  affairs  of  projects  which 
had  received  the  sanction  of  Parliament,  no  such  facility  had  been  provided 
for  the  satisfactory  dissolution  of  inchoate  companies,  which  could  only  be 
wound  up  by  the  unanimous  consent  of  the  shareholders.    The  object  of  the 
bill  then  before  the  House  was  to  enable  a  company  to  wind  up  its  affairs, 
and  dissolve,  if  the  holders  of  one-third  of  the  shares  desired  so  to  da    Lord 
Dalhousie  then  described  in  detail  the  provisions  of  the  bill.    The  directors 
of  companies  would  be  enabled  bv  them  to  call  meetings  for  the  purpose  of 
winding  up  their  affairs,  and  in  the  event  of  their  declining,  they  would  be 
constrained,  on  a  requisition  signed  by  five  shareholders,  so  to  do.    If  it 
should  appear  at  such  meeting  that  a  clear  majority  of  uie  stock,  whether 
represented  by  |>roxy  or  in  person,  was  in  favour  of  a  dissolution,  the  com- 
pany would  be  ipso  facto  dissolved.    His  lordship  enumerated  otner  jMrovi- 
sions  to  enable  parties  at  a  distance  to  verify  their  scrip ;  to  give  proper 
publicity  to  the  meetings ;  to  elect  chairmen ;  to  appoint  scrutmeers ;  and 
to  regulate  the  number  (one  for  every  share  up  to  ten,  and  an  additional 
vote  for  every  five  shares  up  to  100)  of  the  votes.    Kone  but  the  actusJ 
holders  of  stock  are  to  be  allowed  to  vote,  and  if  three-fifths  of  the  whole 
stock  represented  at  a  meeting  are  for  the  dissolution  of  a  company,  that 
company  is  to  be  dissolved ;  provided  always  that  the  stock  so  represented 
be  not  less  than  one-third  of  the  entire  stock  of  the  company.    It  was,  how- 
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eTer,infeiid«l  to  aVoifl  as  mufih  as  possible  any  Mtehition  of  existing  liabi- 
Kties.  If  a  eompanj,  on  its  dissolution,  had  any  surplus,  it  would  be  divided 
— mid  if  there  were  none,  those  who  were  liable  unaer  tne  present  law  would 
haye  to  make  up  the  deficien<^.  Ab  a  considerable  time  must  elapse  be- 
tee  the  bill  could  become  a  law,  he  (Lord  Dalhousie)  proposed  the  same 
wrional  orders  as  proposed  by  ^  R.  Peel  for  the  purpose  of  meeting  the 
etiL — ^Lord  Brougham  complimented  Lord  Dalhousie  on  his  exposition  of 
his  measure,  in  the  principle  of  which  he  agreed. '  He  would,  however,  defer 
his  final  opinion  of  it  until  he  had  given  it  the  most  careful  consideration. 
He  felt  the  greatest  satisfaction  that  a  restriction  was  likely  to  be  imposed 
on  ^e  mania  for  speculation  which  had  been  going  on  among  all  classes  of 
society,  so  little  to  the  credit  of  the  country,  during  the  last  two  years. 
^e  biU  might,  he  believed  it  would,  soon  pass  their  Ix)rd8hips'  House ;  but 
who  was  to  say  that  it  might  not  meet  with  great  delay  in  another  place  ? 
Thdbr  Lordships'  House  was  one  well  adapted  to  the  great  business  of  legisla- 
tion— action ;  but  he  was  afraid  such  might  not  £9  predicated  of  another 
place.  That  railway  house— that  large  railway  compaxiy  could  discuss  a 
queetion  for  twelve  days  without  intermission — ^they  could  make  speeches 
bjr  the  score,  and  he  supposed  thej  commanded  attention  by  the  hour,  but 
hitherto  thev  had  shown  an  utter  mcapacity  to  bring  anything  to  a  close. 
He  supposed  it  was  to  be  attributed  to  the  bad  constitution  of  that  raUway 
body.--^e  Duke  of  Richmond :  It  is  the  fault  of  the  directors. — Lord 
Brougham :  No,  no ;  he  was  not  to  be  caught  that  way — ^it  was  the  fault  of 
that  railway  house  at  large — ^it  was  so  constituted  that  they  could  debate 
for  ever-— could  discuss  without  end,  but  as  for  coming  to  any  conclusion  it 
aeemed  to  be  out  of  the  <juestion. — ^After  a  few  words  from  the  Earls  of 
Wicklow  and  Eglintoun,  objecting  to  particular  provisions  of  the  bill ;  from 
the  Marquis  of  Clanricarde,  objecting  to  its  application  to  Ireland ;  and 
from  the  Earl  of  Ashburton  and  Lord  Campbell,  approving  of  the  measure, 
the  Earl  of  Dalhousie  replied  to  the  objections  whi^  had  been  offered,  and 
the  inquiries  that  had  been  made ;  and  concluded  by  recapitulating  Uie  re- 
solutions  which  he  proposed  to  bring  under  their  Lordships*  consideration 
"  g.— The  W  -     -        .  .   .  ... 


this  eveniuff. — ^The  bill  was  then  read  a  first  time,  and  the  sessional  orders 
directed  to  be  taken  into  consideration  on  Monday  evening. 

April  27. — RaiiiWats  SrAKnurQ  Obdebs. — The  Earl  of  Dalhousie  rose  to 
ffubmii  the  resolutions  of  which  he  had  given  notice  last  Thursdav.  It  was 
piobably  known  to  noble  lords,  that  since  he  had  given  notice  of  his  motion 
the  other  House  had  agreed  to  certain  resolutions  similar  in  terms  to  those 
he  had  suggested ;  but,  as  certain  additions  had  been  made  to  the  resolu- 
tions on  that  occasion,  and  as  it  was  desirable,  as  far  as  possible,  to  make  the 
reecdutions  of  the  two  Houses  identical,  he  would  move  the  adoption  of  the 
alterations  made  elsewhere,  which,  with  one  exception,  were  of  importance. 
The  first  related  to  the  copy  of  the  bill  to  be  submitted  to  the  shareholders, 
and  as  there  was  some  doubt  whether  that  must  be  the  bill  as  amended  bv 
cmnmittee,  he  would  add  the  words,  ^  a  copy  of  the  bill  in  the  state  in  which 
it  may  have  been  at  the  tiihe."  Then  there  were  many  who  had  paid  their 
depodts  and  held  the  bankers'  receipts,  which  would  entitle  them  to  scrip, 
but  had  not  signed  the  deed,  waiting  till  the  bill  had  passed  to  sign  the  new 
deed ;  these  were  responsible  persons,  and  he  woula  extend  the  right  of 
▼oting  to  them,  but  their  names  must  iippear  on  the  receipts.  With  respect 
to  the  Scotch  bills,  he  would  require  the  advertisement  to  be  in  the  Ldinr 
bwrgh  QauUity  and  would  substitute  the  insertion  of  the  advertisement  twice 
in  each  of  Uie  three  Edinburgh  papers  for  the  advertisement  three  times  in 
each  of  two  Edinburgh  papers.  At  the  end  of  the  5th  resolution  he  would 
introduce  words  to  meet  the  case  of  branches  to  be  made  by  old  companies, 
the  shares  in  which  were  allotted  to  new  shareholders  on  the  understanding 
that  if  an  act  were  obtained  they  should  be  subsequently  incorporated  with 
the  old  company.  The  resolutions,  as  amendeoi  would  therefore  stan4 
thus:— 
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"I.  Resolved,  that  this  House  inll  net  mA  athird  time  any  Ull  to  »•> 
power  any  company  ^whether  intended  to  be  incorporated  by  such  bill  or 
already  incorporated  by  Act  of  Parliament)  to  construct  &  railway,  unkss 
three  clear  days  before  the  third  reading  Uieie  shall  have  been  deposited  at 
the  office  of  the  Clerk  of  the  Parliament  there  to  be  open  to  the  ins^ectioa 
of  all  parties,  a  certificate  sisned  and  authenticated  in  manner  hereinafter 
mentioned^  and  comprising  &e  particulars  hereinafter  expressed,  and  stating 
the  following  facts,  viz  : — 

^  1.  That  a  copy  of  the  bill  in  the  state  in  which  it  may  have  been  at  the 
time  was  submitted  to  the  consideration  of  a  meeting  of  the  holders  of 
scrip,  or  of  bankers'  receipts  for  scrip,  of  the  cempany,  or  (in  case  of  a  com- 
pany already  incorporated)  of  the  snareholders  or  stockholders  of  the  com- 
pany, specially  called  for  that  purpose. 

''  2.  That  such  meeting  was  caUed  by  adyertisements,  inserted  once  in 
each  of  two  consecutiTe  weeks  in  the  London  GtuetteGf  the  railway  be  an 
English  railway),  or  in  the  London  and  Bdinburgh  Otuettes  (if  the  railway 
be  a  Scotch  railway),  or  in  the  London  and  Dublin  OcueUes  (if  the  railway 
be  an  Lrish  railway),  and  in  each  case  in  at  least  three  London  daily  news- 
papers, and  not  less  than  three  times  in  each  such  paper,  in  each  of  such 
two  consecutive  weeks  ;  and  in  case  the  railway  be  a  Scotch  railway,  not 
less  than  twice  in  each  of  three  Edinburgh  newspapers  in  each  of  sudi  two 
consecutive  weeks ;  and  in  case  the  railway  be  an  Irish  ndlway,  not  Iom 
than  three  times  in  each  of  two  Dublin  daily  newspapers  in  eadi  of  such 
two  consecutive  weeks. 

"  3.  In  the  case  of  the  company  being  intended  to  be  incorporated  by  the 
bill, — That  such  meeting  was  constitute  of  persons  producing  tiiereat  saip, 
or  bankers'  receipts  for  scrip,  of  the  company,  representing  not  lees  thaik 
one-third  part  of  the  whole  capital  proposed  to  be  raised  by  the  company 
under  the  bill  (such  scrip  having  been  actually  issued,  or  the  deposits  in  re- 
spect thereof  having  been  paid  before  the  31st  of  March  in  the  present 
year). 

''  4.  In  the  case  of  the  company  being  already  incorporated, — That  sneh 
meeting  was  held,  except  so  far  as  is  herein  otherwise  provided,  according 
to  the  constitution  of  the  company,  and  was  constituted  of  shareholders  or 
stockholders  thereof  competent  to  vote  at  the  ordinary  meetings  of  the 
company,  and  representing,  either  personally  or  as  proxies,  not  less  than 
one-third  part  of  the  whole  capital  or  stock  of  the  company. 

"  5.  That  at  such  meeting  the  bill  was  approved  of  by  persons  produdsg 
thereat  scrip,  or  bankers'  receipts  for  scrip,  equal  to  at  least  three-fifths  H 
the  total  amount  of  scrip,  or  bankers'  receipts  for  scrip,  produced  at  Uie 
meeting ;  or,  in  the  case  of  a  company  already  incorporated,  by  three^fths 
at  least  of  the  meeting,  the  votes  being  given  and  computed  according  to 
the  constitution  of  the  company. 

"  6.  That  those  cases  in  wluch  the  bill  is  promoted  by  an  incorporated 
companjr,  but  the  jMirties  interested  are  holders  of  scrip  wmch  it  is  proposed 
shall  be  converted  into  shares  or  stock,  or  otherwise  become  portion  of  the 


interest  of  the  incorporated  company  on  the  passing  of  the  bul,  and  contin- 
gently only  on  that  event,  shall,  for  the  piuposes  of    '  * 
deemed  to  be  cases  of  companies  not  yet  incorporated. 


"  II.  Resolved,  that  for  the  piirposes  of  this  resolution  it  shall  be  competent 
for  the  chairman  of  any  meeting  called  in  pursuance  thereof,  in  the  event 
of  the  above  prescribed  quorum  of  scrip,  shares,  or  stock  (as  the  case  may  be) 
not  being  represented  at  such  meeting,  to  cause  the  votes  of  the  persons 
constituting  the  said  meeting,  approving  or  not  approving  of  the  bill,  to  be 
taken  and  recorded,  and  then  to  adjourn  the  same  to  some  day,  hour,  and 

Slace  to  be  declared  by  the  chairman,  such  day  not  being  less  thsA  three 
ays,  and  not  more  than  one  week,  from  the  onginid  day  of  meeting,  and 
such  day,  hour,  and  place  being,  in  the  meantime,  advertised  twice  in  each 
of  three  Loudon  daily  newspapers,  or  in  the  Edinburgh  or  Dublin  news- 
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piper^wabore  directed  in  the  ease  of  Sootdi  or  Iriflh  railways;  and  at  such 
tdjouned  meeting  it  shall  also  be  competent  to  the  ehainnan  thereof  to 
cause  to  be  taken  and  recorded  the  votes  of  such  of  the  persons  constituting 
the  flame  as  have  not  voted  at  the  original  meeting ;  and  the  total  amount 
of  fot«8  given  at  the  original  and  adjourned  meetmg  shall  be  received  as  if 
giren  at  one  and  tiie  same  meeting. 

^  m.  Resolved,  that  such  certificate  shall  also  comprise^  in  a  tabular 
forai,  the  following  particulars  :-^ 

^1.  The  day,  time,  and  place  of  the  meeting,  and  of  the  adjourned  meet- 
ing (if  any). 

"S.  The  dates  of  insertion  of  the  advertisements  for  the  meeting,  and  the 
nsmes  of  the  newspapers  in  which  they  were  inserted. 

**3.  The  names  and  addresses  of  the  persons  producing  scrip,  or  bankers* 
feceipts  for  scrip,  at  the  meeting,  accoiding  to  the  stat^ents  of  such  per- 
wns. 

**  Or,  in  case  of  a  company  already  incorporated, 

<<The  names  and  addresses  of  the  shareholders,  or  stockholders,  present 
at  the  meeting,  according  to  the  register-book  of  names  and  addresses. 

*^4.  The  denoting  numbers,  if  any,  of  the  scrip,  and  in  the  case  of  the 
bankers'  receipts,  the  names  of  the  persons  from  whom  the  deposit  is  therein 
itated  to  be  received,  and  the  amount  of  the  scrip  and  receipts  respect* 
iTely  produced  by  the  persons  so  producing  the  same  at  the  meeting. 

**  Or,  in  case  of  a  company  already  incorporated, 

''The  respective  amoimts  of  shares  or  stock  held  or  represented  by  the 
shareholders  or  stockholders  attending  the  meeting. 

*5.  The  fact  of  the  approval  or  non-«^proval  of  the  bill  (as  the  case  may 
be)  by  the  several  persons  producing  scnt>  or  bankers'  receipts  at  the  meet* 
ing.  or  by  the  several  shareholders  or  stockholders  attending  the  meeting. 

*^B,  The  total  amount  of  scrip  and  bankers'  receipts  produced  at  such 
meeting,  and  the  amount  thereof  produced  by  the  persona  approving  of  the 
bill. 

^Or,  in  the  ease  of  a  company  alreadv  incorporated, 

"The  total  amount  of  shares  or  stocic  represented,  either  in  person  or  by 
proxy,  at  tiie  meeting,  and  the  amount  thereof  so  representea  by  persona 
approving  of  the  bill. 

^  7.  The  total  amoimt  of  the  capital  proposed  to  be  raised  by  the  com- 
pany under  the  bill. 

'^  Or,  in  case  of  a  comi>any  already  incorporated, 

**  The  total  amount  of  the  capital  or  stodc  of  such  company. 

^^  lY.  Resolved,  that  such  certificate  shall  be  signed  by  tne  chairman  of 
the  meeting  and  b^  one  of  the  solicitors  of  the  company ;  and  the  authen- 
ticity of  such  certificate  shall  be  verified,  by  the  signature  of  the  Parlia- 
mentary Bgent  depositing  the  same." 

As  the  Qovemment  hi^l  no  wish  to  offer  any  objection,  or  throw  any  un- 
necessary obstruction  in  the  way  of  railroad  bills,  especially  those  which 
vere  Irish,  he  intimated  his  intention  of  moving  that  those  railway  bills 
which  now  stood  for  a  third  reading  should  not  come  under  the  operation  of 
those  resolutions  which  he  had  felt  it  his  duty  to  bring  under  the  notice  of 
the  House.  This  arrangement,  howevei^  would  not  affect  the  question  which 
his  noble  friend  on  the  cross-bench  had  submitted  to  their  Lordships.  The 
noble  earl  concluded  bv  moving  the  resolutions  as  above  stated,  with  the 
exception  regarding  bills  that  were  already  ripe  for  a  third  reading. 

Lord  Monteagle  wished  to  know  if  the  exception  just  moved  by  the  noble 
earl  was  intended  to  apply  as  if  the  amendments  had  never  been  proposed  ? 
As  he  had  risen,  he  wished  to  say  that  he  did  not  think  that  alterations  in 
sessional  orders  ought  to  be  made  in  matters  of  importance  without  notice. 
He  should  not  at  present  say  more  as  to  the  question  of  making  exceptions 
in  favour  of  bills  now  ripe  for  a  third  reading  ;  but,  he  would  ask  the  House, 
was  it  fitting  that  they  should  be  thus  taken  by  surprise  and  called  upon  to 
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jaffiim  certain  resolutions  fky ourable  to  a  certun  claw  of  bills  1  The  Hoiue, 
he  conceiyed,  had  no  right  to  relax  their  regulationB  in  the  hope  or  expeet* 
ation  of  effecting  some  other  proceeding  in  another  place.  To  do  so  was 
oontnuT  to  Parliamentary  |>ractioe,  and  it  appeared  to  him  to  be  ineonfist> 
ent  with  the  dignity  of  their  Lordships'  House.  They  had  &  right  to  take 
whatever  course  appeared  to  them  tne  most  just  and  expedient,  withoat 
resting  elsewhere.  He  objected  to  relaxing  regulations  merely  for  the  nor- 
pose  of  meeting  particular  cases,  and  for  the  purpose  of  passing  certain  nils 
.because  they  had  reached  a  particular  stage.  With  regard  to  the  genenl 
question  before  the  House,  he  did  think  it  would  do  good  so  £Eir  as  it  went, 
but  it  was  to  be  remembered  that  this  railway  aystem  was  an  affiur  of  great 
extent — ^Uiat  it  affected  property  to  an  enormous  amount.  Railway  bOlt 
gave  not  merely  the  right  of  pre-emption,  but  of  compulsory  purchase,  aad 
this  power  mignt  be  kept  hanging  for  a  long  time  oyer  a  vast  amount  of 
property.  This  truth  would  he  more  evident  to  the  minds  of  noble  lords 
when  they  remembered  that  many  bills  were  obtained,  not  with  the  view  of 
immediately  making  a  railway,  but  for  the  purpose,  as  it  was  called,  of  oc- 
cupying the  ground.  Thus,  if  an  existing  company  obtained  a  bill  for  a 
branch  that  might  interfere  with  a  competing  line  ;  but  yet  the  bill  for  ths 
branch  might  M  permitted  to  remain  a  dead  letter  for  an  indefinite  period 
of  time,  ft  was  well  known  that  many  bills  passed  in  antecedent  seaaionfl 
had  not  yet  been  carried  into  active  operation ;  that,  in  fact,  under  those 
bills  no  step  had  yet  been  taken.  It  was  well  known  to  aU  their  Lordihips 
that  bills  were  obtained  in  the  hope  of  acquiring  profits,  which  preaent  cir- 
cumstances afforded  no  prospect  of  realizing,  or  Tor  the  purpose  of  prevent- 
ing the  formation  of  other  lines.  This  was  a  state  of  tnings  wnich  de- 
manded the  careful  and  anxious  attention  of  Parliament,  and  iHiat  he 
feared  was.  that  the  House  was  shrinking  from  the  performance  of  its  dntj. 
It  was  said,  wait  for  deposits ;  wait  to  let  the  bills  p>  before  tiie  Standing 
Orders  Committee,  and  see  how  they  will  be  there  disposed  of— avoid  anj- 
thing,  and  wait  for  anything,  in  order  to  avoid  the  performance  of  a  dis- 
agreeable duty.  Asain,  when  they  were  called  upon  to  deal  with  paitiea- 
lax  cases,  they  should  recollect  that  it  formed  a  part  of  their  datj  to  take 
a  large  and  comprehensive  view  of  the  whole  railway  system.  For  example^ 
a  committee  of  that  House  was  called  upon  to  consider  a  particular  bill ; 
they  had  there  but  a  nngle  and  individual  case  to  deal  with.  Tbaj 
mi^ht  consider  the  railway  before  them  in  a  very  obvious  way,  namely, 
as  It  affected  the  military  defence  of  the  country.  It  might  be  a  railway 
from  Portsmouth  to  London,  which  would  be  a  very  important  one  in  a 
military  point  of  view ;  but  an  examination  into  the  merits  of  that  rail- 
way would  throw  no  light  upon  lines  running  to  Dover,  Harwich,  or  Ply- 
mouth. He  regretted,  therefore,  that  they  were  not  in  a  situation  to  take  a 
large  and  genem  view  of  the  whole  subject.  It  was  well  known,  that  under 
present  circumstances,  an  unopposed  bill  passed  as  a  matter  of  course ;  but 
was  that  right  7  Was  not  the  public  a  party  deeply  interested  in  the  result  t  It 
appeared  to  him  to  be  the  part  of  the  Qovemment,  or  of  the  legislating  power, 
to  take  some  more  general,  some  more  able,  and,  he  would  add,  some  more  im- 
partial view  of  the  subject,  than  had  yet  been  taken.  Every  one  felt  that  the 
present  system  was  not  defensible,  and  therefore,  instead  of  adhering  to  it^  they 
should  endeavour  to  reform  it ;  and  above  all  things  they  should  not  attempt  to 
shift  the  responsibility  off  themselves.  He  further  thought  that  the  House  had 
a  right  to  complain  that  propositions  of  this  kind  had  not  muc^  sooner  been 
brought  under  their  consideration.  He  would  suppose  that  there  was  a  com- 
pany about  to  be  formed  with  1,000  shares,  that  the  directors  issued  500  of 
these  to  the  public,  and  reserved  500 ;  that  the  allottees  paid  tiieir  deposits, 
and  were  bo^ut  fide  scripholders :  the  directors  might  then  transfer  their  shares 
to  parties  whose  votes  would  at  once  overwhelm  the  independent  scriphdders, 
and  so  carry  the  bill  contrary  to  their  wishes.  He  therefore  thought  there 
was  great  ground  of  complaint  that  the  propositions  had  not  been  sooner 
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bpoui^t  under  the  notice  of  Psrliament,  affecting,  as  they  dlid^  so  materially 
the  most  important  improvement  that  science  ana  Ihrovidfence  had  conferred 
upon  the  world  within  the  memory  of  any  man  now  living. 

The  Marquis  of  Clanricarde  thought  it  a  great  misfortune  that  the  exe- 
euthre  Government  had  not  attended  more  £rectly  to  this  matter  at  an  early 
period,  and  that  it  had  left  it  too  much  to  committees  of  hoth  Houses^  who 
were  ^te  unable  to  take  a  comprehensive  view  of  the  whole  system,  and 
give  a  minute  examination  to  the  subject.  He  agreed  entirely  with  the  le- 
-salutions  proposed  by  the  noble  earl,  and  ifith  respect  to  an  objection  of  his 
noble  firiend  (Lord  Montea^Ie),  he  had  understood  that  a  proposition  had 
been  adopted  in  another  place  which  met  the  objection,  namely,  that  at  the 
meeting  there  was  to  be  a  certificate  that  the  scrip  had  been  purchased  prior 
to  the  31st  of  March,  or  before  the  annunciation  of  the  scheme  of  restraint. 
But,  though  he  agreed  with  the  resolutions,  he  did  not  at  all  agree  in  the 
new  order — ^that  bills  standing  for  the  third  reading,  and  on  their  way  to 
the  House  of  Commons,  should  not  be  subject  to  the  operation  of  the  Orders. 
He  agreed  with  his  noble  friend  that  if  the  Orders  were  to  apply  to  any  bills 
they  should  apnly  to  all.  The  result  of  the  present  interference  would  be, 
that  the^  wouia  stop  great  works,  which  were  connected  with  the  great  com- 
munications of  the  country,  and  if  they  did  delay  those  works,  jthe  executive 
branch  of  the  (Government  ought  to  have  had  some  mode  of  carrying  them 
out^  and  to  execute  the  works  itself.  He  was  convinced,  considering  what 
the  other  House  of  Parliament  had  done,  their  Lordships  would  agree  to  the 
propositaons  of  the  noble  earl.  He  thought  with  his  noble  friend,  that  it 
voiud  have  been  better  if  they  had  begun  oefore,  and  particularly  in  Ireland. 
Some  attempts  had  been  made  under  the  board  over  which  the  noble  earl  so 
ablj  presided,  and  no  one  could  be  more  impressed  than  he  (Lord  Clanri- 
carde) vras,  with  the  great  ability  and  industry  with  which  the  noble  earl 
had  applied  himself  to  the  subject,  Hiear,  hear) ;  the  country  was  well  aware 
of  his  merits ;  but  the  advantage  which  had  resulted  from  the  labours  of 
the  board  had  been  little  or  nothing,  and  if  he  were  to  go  into  an  examina- 
tion, of  the  bills  on  their  Lordships*  table,  he  could  show  that  the  conmuttees 
of  the  two  Houses  had  taken  different  views  from  that  board,  without  pos- 
fi^ng  the  tame  means  of  inquiry. 

The  Duke  of  Richmond  said  he  agreed  with  the  noble  marquis,  and  with 
the  reeolutions,  and  he  thought  that  if  it  had  not  been  for  the  Government 
throwing  the  noble  earl  overboard,  and  abandoning  all  the  views  of  the 
boaid,  mudi  of  the  evil  they  had  to  provide  against  would  have  been 
aToided. 

Lend  Ashburton  (who  spoke  in  a  very  low  tone)  said,  if  a  greater  number 
of  railway  bills  were  introduced  than  the  means  of  the  countiy  could  sup- 
pork  competing  with  one  another  in  the  money-market  and  in  the  labour- 
manet,  instead  of  promoting  the  advantage  of  the  countiy,  they  would 
do  just  the  contrary.  Till  their  Lordships  could  understand  what  number 
of  bills  were  likdv  to  fall  to  the  ground,  they  could  not  come  to  the  con- 
clusion what  number  could  be  safely  proceeded  with.  Even  if  there  was  no 
collusion,  thore  would  be  a  greater  mass  of  these  undertaking  than  the 
means  of  the  country  could  bear,  and  which  would  interfere  with  all  the 
leffitimate  markets  of  the  country.  They  had  begun  the  present  session 
-mm  the  principle  of  leaving  the  parties  alone  as  the  best  judges  of  their 
own  interests  ;  out  manjf  of  uiese  parties,  especially  in  resp^t  to  Lrish  roads, 
were  incapable  of  forming  a  jud^ent ;  they  were  mere  children.  Nothing 
eould  be  more  unfair  thim  to  charge  this  want  of  foresight  upon  the  Go- 
vernment, ^e  Committee  of  the  Board  of  Trade  had  adopted  the  most 
prudent  course  in  classifying  the  schemes  and  laying  down  roJies  applicable 
to  them.  However,  their  svstem  was  abandoned,  and  the  principle  adopted 
seemed  to  be,  that  we  could  not  too  fur  extend  the  improvement  of  com- 
munications consistently  with  the  means  and  resources  of  the  country. 
But  it  was  soon  found  that  the  interest  of  money  increased,  and  the  public 
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b^gtn  io  open  their  ^yee.  ftnd  looked  with  Mionuhmeni  upon  ihe  ikaooni 
proposed  to  be  inyested  in  those  undertokings.  Whon  they  talked  of 
100,000,0002.  or  of  200,000,000?.,  they  murht  m  well  taUc  of  8,000,000,0002. ; 
it  was  not  in  the  country,  and  there  mi|^t  be  a  panic,  of  which  there  had 
been  several  instances  in  nis  recollection,  that  would  do  infinite  mischiet 

Lord  Bedesdale  considered  that  it  was  a  question  whether,  after  a  bill 
had  passed  through  committee,  the  promoters,  who  had  previously  decided 
on  winding  up,  would  not  then,  the  bill  having  undergone  alteratioiu,  be 
disposed  to  go  on.  (Hear^  hear.)  The  process  of  passing  through  con- 
mittee  might  give  a  very  different  appearance  to  a  nulway  prqiect ;  and  it 
was  right  that  in  such  a  state  it  should  finally  be  judged  of.  He,  howevv, 
considered  that  the  subject  was  involved  in  all  sorts  of  difficulties,  and  he 
was  very  doubtful  if  the  j^roposed  remedies  would  adequateljr  meet  the  evil. 
He  was  strongly  of  opinion  that  if  they  had  in  the  first  instance  ama 
support  to  the  admirable  repoits  of  the  Board  of  Trade^  they  would  have 
found  themselves  in  a  very  different  and  certainly  a  better  position.  (Hear, 
hear.)  Every  one  now  adcnowledged  the  excellence  of  those  reports,  a&d 
every  one  regretted  they  had  not  more  fully  been  supported ;  but  it  had 
been  thought  proper  to  ridicule  and  to  oppose  them,  and  Uiey  had  oqb- 
sequently  mUen  to  the  ground.  He  did  not  wonder,  seeing  that  that  had 
been  the  case,  that  the  noble  earl  (the  Earl  of  Dalhouaie)  had  said  ^  he 
would  have  nothinjg  more  to  do  with  the  matter."  (Laughter.)  Andhewai 
quite  riffht,  for  his  labour  had  been  completely  thrown  away.  He,  (Loid 
Bedesdiae,)  however,  thought  that  there  were  still  available  the  means  by 
which  they  might  prevent  effectually  the  recunenoe  of  so  pemicioiifl  a 
system  as  that  uie  results  of  which  were  now  under  consideration.  He  did 
not  see  why  the  whole  capital  of  a  railway  should  not  be  subscribed  in 
shares— why  it  should  not  do  inosted  upon  that  the  whole  amount  reqoiied 
should  be  absolutely  produced,  instead  of  two-thirds  of  it.    (Hear,  hear.) 

The  Earl  of  Radnor  looked  upon  the  sessional  order  only  in  one  light- 
as  introduced  for  the  purpose  of  enabling  persons  to  get  out  of  the  scrape 
into  which  they  had  ^t.  (^  Hear,  hear,"  from  the  Puke  of  WellingtoD.) 
He  objected  to  the  principle  of  Parliament  doing  anything  of  the  sort,  and 
he  objected  to  it  because  Parliament  was  about  to  stultify  itself  in  the  most 
unequivocal  manner.  Parliament  had  laid  down  rules  by  which  to  regulate 
the  mtroduction  of  railway  schemes.  Parliament  had  pointed  out  to  nil- 
way  promoters  the  steps  which  they  had  to  take ;  those  rules  had  been 
obeyed,  and  those  steps  had  been  taken ;  and  now,  bocniuse  such  parties 
had  very  foolishly  entered  into  certain  bargains.  Parliament  was  about  to 
go  out  of  its  way  to  relieve  them  from  their  reckless  improvidence. 

Earl  Fitzwilliam  believed  that  the  object  of  the  order  was  not  solely  to 
relieve  certain  parties  from  their  self-imposed  difficulties ;  the  ultimate  ob- 
ject was  to  dimmish  tiie  number  of  railway  schemes  tiiat  were  to  be  hnraght 
before  Parliament  during  the  session.  He  thought,  however,  that  that  or- 
der would  appear  as  a  satire  upon  their  past  legislation,  and  upon  the  con- 
duct of  Parliament  and  the  executive  Qovemment  in  regard  to  railways. 
(Hear.)  He  further  considered  Uiat  the  true  ends  of  iustice  would  not  he 
answered  by  what  was  proposed  to  be  applied ;  for  if  they  took,  as  an  exam- 
ple, SO  schmes,  11  of  which  were  withdnwn,  and  9  of  which  were  decided 
to  go  on,  they  could  by  no  means  be  assured  that  <he  9  weie  the  best  Imes, 
or  that  the  11  had  been  treated  according  to  iheir  merits.  (Hear,  hear.) 
The  exact  oontraiy  mifht  be  the  case ;  and  even  if  they  permitted  all  those 
bills  to  proceed  which  had  complied  with  the  stipulated  order,  they  v^i, 
eventually,  discover  they  had  passed  too  many.  It  was  highly  desiiable 
they  should  know  what  amount  of  capital  it  was,  the  outlay  of  which  thej 
would  be  called  uiK>n  to  sanction  in  the  session ;  and  with  this  object  he 
.  begged  to  give  notice  that  he  would,  to-monow,  move  ''for  the  estimatoi 
deposited  of  all  railway  schemes  brought  before  Parliament  during  the  pre- 
sent year."    He  should  view  with  gmt  pleasure  the  mstitating  of  some  aa- 
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tilittet^  on  ndlvay  mftiten  aaialogoug  in  ooiuiruction  and  pxindple  to  the 
Bovrd  «f  Tmd«.  The  whole  railwav  system  was  of  great  national  import- 
ance^ and  it  was  incumbent  on  the  uovemment  or  Parliament  to  form  some 
aathoiitatiTe  board  (hear,  hear),  under  which  the  system  ought  to  be  placed. 
That  board  should  have  a  staff  of  surveyors  and  engineers,  aboye  all  suspi- 
cion, under  its  control ;  the  coimtry  ought  to  be  surreyed  by  the  Qoyem- 
ment^  and  upon  that  surrey  the  lines  ought  to  be  laid  down. 

The  Earl  of  Dalhonsie  had  felt  ^eat  satis£Bction  in  finding  that  the  ob- 
jact  of  the  resolutions,  and  the  mam  outline  of  the  plan  adopted  by  the  Go* 
▼emment,  had  obtained  the  approbation  of  their  Lordships. 

The  resolutions  were  then  agreed  to,  and  their  Lordships  adjourned. 


The  House  of  Lords  select  committee  on  railways,  nominated  on  Tuesday 
eyening:  consists  of  the  following  peers : — The  Lord  President,  the  Lord 
Privy  Seal,  the  Marquis  of  Lansdowne.  the  Marquis  of  Clanricarde,  the 
Marquis  of  Breadalban^,  the  Earl  of  Shaftesbury,  the  Earl  of  Clarendon, 
the  Lord  Bishop  of  Hereford,  Lord  Beaumont,  Lord  Lilford,  Lord  RedesdaJe, 
Lord  Ardrossan,  Lord  Dalhousie,  Lord  Whamcliffe,  Lord  Rosebery,  Lord  Bos- 
sie,  Lord  Ashburton,  Lord  Hatherton,  and  Lord  Monteagle.  This  committee  is 
appointed  to  meet  on  Thursday,  the  23rd  of  April,  at  two  o'clock,  and  to 
appoint  its  own  chairman,  leave  being  likewise  given  to  the  committee  to 
report  &om  time  to  time.  The  House  the  same  evening  made  a  further 
order,  to  the  effect  that  the  evidence  taken  before  this  select  committee  from 
time  to  time  be  printed  for  the  use  of  the  members  of  the  House,  but  that 
no  copies  bo  delivered,  except  to  the  committee,  until  further  orders« 
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April  I^^Dbjposzts.— Mr.  Moffatt  said  that,  in  moving  the  second  read- 
ing of  this  bill,  he  should  not  trouble  the  House  with  any  remarks,  further 
than  to  say  that  the  bill  proposed  to  remedy  the  great  inconveniences  arising 
from  the  present  system  oi^  paying  nulway  deposits  into  the  office  of  the 
Aocountant-General.  Lot  many  cases  he  knew  that  persons  who  had  invest- 
ed thdr  money  in  the  funds  had  been  obliged  to  convert  their  securities 
into  money  again,  and  that  too  often  at  a  very  great  loss  from  the  transac- 
tion. The  proposed  bUl  would  remedy  that,  by  enabling  the  deposits  to  be 
paid  by  the  3  per  cent,  consolidated  or  the  3  per  cent,  reduced  annuities, 
exchequer  bills,  or  other  government  securities  ;  and  the  bill  provided  that 
the  payment  should  be  n^e  into  the  Bank  of  England,  instead  of  into  tho 
Accountant-Oenerars  office,  as  at  present. — ^The  Chancellor  of  the  Exchequer 
would  not  object  to  the  second  reading,  as  some  amendments  might  be 
introduced  in  committee.  He  should  propose  to  alter  the  provisions  for 
paying  into  the  Bank  of  England^  because,  m  case  of  disputes  and  a  suit  in 
chancery  being  the  consequence,  it  would  be  unfair  to  subject  the  Bank  to 
the  expenses  of  such  a  smt.  He  should  suggest  that  in  future  the  money 
should  be  paid  to  the  Accountant-General  ofthe  Court  of  Chancery  as  here- 
tofore, givmg  that  functionary  the  power  to  take  Exchequer  bills  or  other 
mr&mm&oA  securities  instead  of  money. — Li  answer  to  Lord  J.  Russell,  the 
Cbanoellor  of  the  Exchequer  said  that  the  derk  of  the  private  bill  office 
should  receive  notice  of  the  manner  in  which  the  parties  proposed  to  make 
^eir  investment,  and  then  his  certificate  should  be  given  to  the  jjarties. — 
Mr.  W.  Collett  thought  that  the  bill  of  the  hon.  gentleman  opposite  was  a 
good  bill  as  it  stood,  and  he  could  see  no  reason  for  introducing  any  amend- 
ments. He  thought  that  a  more  concise  or  better  bill  had  never  been  intro- 
duced into  that  House.  The  loss  which  had  arisen  from  the  system  had 
amounted,  he  would  venture  to  say,  to  many  hundreds  of  thousands  of 
pounds^  without  benefiting  any  one.  The  machinery  was  most  cumbersome 
and  wholly  unsuited,  and  as  soon  as  it  was  got  rid  of,  the  country  would  take 
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it  as  lb  ereat  boon,  and  railway  speenlaton  would  hail  it  a  mafter  boon  ttSL 
— The  biU  was  then  read  a  second  time,  and  ordered  to  be  oommitted  to- 
monrow. 

Apbil  2.— Faius  oh  Railwatb.— Lord  Q.  Somerset  mored-^'^That  •very 
committee  on  a  railway  bill  shall  fix  the  tolls,  and  shall  determine  the 
maidmum  rates  of  charge  for  the  conveyance  of  passengers  (with  a  dne 
amount  of  lugsage)  and  of  goods  on  such  railway^  and  such  rates  of  diai^ 
shall  include  the  tolls,  and  the  costs  of  locomotive  power  and  erery  other 
exnense  connected  wiui  the  conveyance  of  passengers  (with  a  due  amoimt 
of  mgf;age)  and  of  goods  upon  sudi  railway ;  but  if  the  committee  shall  not 
deem  it  expedient  to  determine  such  maximum  rates  of  charge,  a  special 
Report,  explanatory  of  the  srounds  of  their  omitting  so  to  do,  shall  be  made 
to  the  House,  which  special  Report,  shall  accompany  the  Report  of  the 
Bill."  Agreed  to.  Also,  "  That  the  following  clause  be  inserted  in  all  rail- 
way bills  passing  through  this  House : — ^And  be  it  further  enacted,  that 
nothing  herein  contained  shall  be  deemed  or  construed  to  exempt  the  rail- 
way by  this  or  the  said  recited  acts  authorized  to  be  made  hota  the  pro- 
visions of  any  general  act  relating  to  such  bills,  or  of  any  general  act  re- 
lating to  railways,  which  may  hereafter  pass  during  tins  or  any  lutmn 
session  of  Parliament,  or  from  any  future  revision  and  alteration,  under  the 
authority  of  Parliament,  of  the  maximum  rates  of  fares  and  chai^Biee  author- 
ized by  this  act.**  The  motion  was  agreed  to.— DnsoLtrrioK  or  OoM- 
PANiES. — Mr.  Hudson  save  notice  that  he  should  move— '^l^t  adauss 
should  be  inserted  in  ul  railway  acts  authorizing  registered  shareholdeii 
at  a  meeting  called  for  the  purpose  of  dissolution,  at  which  meeting  three- 
fifths  of  the  registered  proprietors  shall  be  present,  either  personal^  or  by 
proxy,  shall  be  enabled  to  dissolve,  having  given  full  compensation  to  aU 
landowners  for  any  losses  which  they  may  lukve  sustained  nom  the  opera- 
tion of  the  Act." 

Apbil  3. — Ambndhknt  of  Staitdino  Obdbrs. — Mr.  Estcourt  moved  that 
the  135th  Standing  Order  be  amended,  bv  omitting  the  words  ^agents  for 
the  bUl,**  and  inserting  in  lieu  thereof,  the  words  **  clerk  to  the  committee 

of  selection.** — ^Agreed  to. LfSTBUorioirs  to  thb  Ck^Kxirvsi  or  Sbuo- 

viON. — Mr.  Estcourt  moved  that  it  be  an  instruction  to  the  committee  of 
selection  to  fix  Tuesday,  the  7th  day  of  this  instant  ApriL  for  holding  the 
first  sitting  of  the  committee  on  the  Chard  Canal  Railway  ^iU,  and  of  that 
on  the  Brmgewater  and  Taunton  Canal,  Rulwav  and  Bfarbour  BilL  And 
that  it  be  an  instruction  to  such  committees  to  hear  any  petitions  against 
either  of  such  bills,  although  their  respective  petitions  shul  not  have  been 
presented  to  this  House  three  dear  da^rs  before  the  day  appointed  for  the 
first  meeting  of  such  committees,  provided  that  such  petitions  ahafl  have 
been  so  presented  before  Tuesday,  the  said  7th  day  of  ApriL  After  a  km 
words  from  Lord  II.  Vane  in  approbation  of  the  motion,  it  was  agreed  to. 
— Caledobiab  Extbnsiov. — ^Mr.  Hawes,  on  bringing  up  the  Report  from 
the  committee  on  the  petition  for  leave  to  introduce  the  Caledonian  Sxten- 
sion  Railway  Bill,  moved  :^''That  the  Report  be  referred  back  to  the  said 
committee  to  reconsider  the  same,  with  an  instruction  to  such  committee, 
that  they  do  entertain  the  petition  of  W.  M.  Alexander  and  others,  pre- 
sented to  the  House  on  the  13th  day  of  February  last,  and  do  hear  tin 
petitioners  by  their  agents  and  witnesses  on  the  allegations  therein  con- 
tained.'* The  hon.  gentleman  contended  that  the  pc^tion  had  been  duly 
presented,  engrossed,  and  referred  to  the  committee  in  sufficient  time  to  be 
considered,  and  that  it  was  through  an  error  that  the  committee  had  re- 
fused to  hear  the  allegations. — Capt.  Jones,  as  chairman  of  the  committee, 
begged  to  say  that  the  committee  had  entertained  the  petition  of  W.  M. 
Alexander  and  others;  but  that  another  petition  from  the  same  person 
having  been  subsequently  brought  before  them,  they  had  refuaed  to  go 
again  into  the  same  subject. — Mr.  Hawes  explained  that  there  were  two  pe- 
titions, one  i^om  W.  M.  Alexander  alone,  and  the  other  from  W.  M.  Alex- 
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tndar  and  olhen.  The  foimer  waa  the  petiiion  which  had  been  heanl  by 
ihe  oommittee.  The  latter  was  the  one  which  he  sought  to  haye  referred 
back  to  them  for  recondderation,  they  haviiur  refused  to  entertain  it—- 
After  a  few  words  from  Mr.  H.  Johnstone,  Sir  C.  Douglas,  and  Mr.  Oswald, 
Sir  G.  Cleik  was  oonyinced  that  some  cunning  had  been  manifested ;  for  the 
petition  before  the  committee  was  the  petition  of  W.  M.  Alexander  alone, 
and  yet  it  was  endorsed  as  the  petition  of  W.  M.  Alexander  and  others.  He 
would  not  be  disposed  generally  to  oppose  such  a  motion  as  the  present,  but 
in  the  peculiar  position  of  the  case,  he  would  wish  to  hear  the  hon.  Speuer*s 
ophiio&^ — ^The  Speaker  said  that  when  a  petition  had  been  referred  by  the 
House  to  a  committee,  it  was  the  duty  of  the  oommittee  to  receiye  it,  and 
hear  the  parties.  In  the  present  case  he  feared  that  the  gallant  officer 
(Gbpi.  Jones)  had  been  deceived  by  the  similarity  of  appearance  between 
the  indoirsements  of  the  petitions.  There  certainly  had  been  some  misteke, 
bat  the  oommittee  was  Dound  to  look  into  and  satisfy  themseWes.  They 
dumld  have  made  sure,  by  referring  to  the  parties  themselves. — ^The  motion 
was  agreed  to. 

Apbh*  & — On  the  motion  that  the  Sheffield  and  Crewe  Bill  be  read  a  se- 
cond time,  Mr.  H.  G.  Ward  presented  a  petition  from  certain  shareholders, 
praying  that  the  bill  might  not  be  proceeded  with,  as  the  calls  would  not 
oe  paid  up. — ^Lord  Sandon  said  he  should  take  advantage  of  ^e  present  pe- 
tition  to  solicit  information  as  to  the  intention  of  the  Government.  &e 
omdition  of  the  money  market  was  very  diffiarent  now  to  what  it  had  been, 
and  there  prevailed  an  extensive  desire  on  the  part  of  persons  who  had  em- 
barked in  railway  projects  to  retreat  from  them.  First,  it  blocked  up  the 
employment  of  money  ;  next  there  was  an  apprehension  of  success,  mr  in 
many  instances  it  was  no  longer  wished  but  feared ;  thirdly  was  to  be  con- 
sidend  the  effect  of  this  state  of  things  upon  railways  now  before  Parlia- 
ment. There  was  no  branch  of  industrjr  exempt  from  the  influence  of  spe- 
calation,  and  in  proof  of  it  his  lordship  read  quotations  from  circulars  of 
Measn.  Coleman  and  others.  Parliament  before  the  recess  ought  to  declare 
thai  it  would  not  proceed  with  any  railway  bill  until  a  meetmg  had  been 
couTened  of  the  shareholders,  and  they  had  represented  the  fitness  of  conti- 
nuing the  undertaking.  A  modification  of  this  proposal  had,  however,  met. 
with  more  general  approbation,  and  it  was  thift-  that  an  assurance  should 
be  given  by  Parliament  that  if  petitions,  properly  supported  by  shareholders. 
were  presented,  stating  that  they  did  not  wish  the  enterprise  to  be  carried 
furtheTy  that  Parliament  would  listen  to  the  prayer.  If  the  directors  with- 
draw a  bill,  they  lose  all  hold  upon  those  who  had  signed  the  deed  for  a 
share  of  the  expenses ;  the  deea  was  at  present  held  good,  as  a  part  of  an 
undertaking  that  the  directors  shall  pursue  a  certain  object  before  Parlii^ 
menty  and  any  shareholder  might  refuse  his  contribution  if  the  directors 
did  not  fulfil  their  engagement.  On  the  other  hand,  if  Parliament  rejected 
a  billy  the  directors  could  recover  from  the  shareholaers  their  proportion  of 
the  expenses.  He  hoped  that  her  Majesty*s  ministers  had  considered  the 
sobjecL  and  would  be  prepared  to  state  the  course  thev  recommended.*- 
Sir  R.  Feel  animadverted  on  the  epidemic  character  of  the  railway  mania^ 
and  the  difficulty  of  stopping  it  byl^;islation.  Everybody  (said  he)  is  the 
beet  judge  of  his  own  concerns,  and  of  the  dangers  he  incurs :  it  is  better  to 
leaTe  them  without  interference.  At  the  same  time  I  have  always  felt  that^ 
eonaiderin|^  the  extensive  powers  the  House  has  confeired  on  railway  com- 
panies, it  IS  in  some  sense  a  party  to  the  matter.  It  differs  from  ordi- 
nary speculation  in  this  respect — ^that  the  Legislature  has  been  called  upon 
to  ^ve  most  extensive  powers  to  parties  to  ttUce  possession  of  private  pro- 
perty for  a  public  purpose ;  and  I  think  that  the  House  in  this  particular 
eaae  mij^t  usefrdiy  interpose.  So  far  as  the  parties  themselves  are  con- 
cerned, Icannot  say  that  I  have  any  great  pity.  It  might  be  attended  with 
«vil  consequei^ces  to  relieve  them^  if  it  were  an  individual  case.  You  never 
will  eonect  the  spirit  of  speculation  but  by  personal  suffering  and  inoonve* 
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nienoa ;  tad  if  any  individiud  speeolftion  hare  diverted  tibeir  moniy  fnm 
their  uinuJ  trades,  upon  which  tneir  &milies  depend  for  wihejutence,  nith 
all  proper  sympathy  for  innocent  pexaons — ^for  their  fiunilies  are  innooent-* 
yet  upon  the  whole  I  should  deprecate  interference  for  the  mere  object  of 
relienng  the  individuals.  The  difficulty  of  interposing  any  direct 
cheek  is  so  greaiL  that  I  am  not  surprised  the  committee  who  were 
appointed  to  consiaer  the  subiect  was  adverse  to  any  interference  with  the 
ordinary  application  of  capital.  My  noble  friend  the  member  for  Liyerpool 
has  called  tne  attention  of  the  House  to  a  question  that  seems  to  me  well 
desenriag  considerationy  and  without  appl^^ing  any  invidious  principle  of 
selection,  can  we  make  any  distinct  limitation  as  to  the  number  of  projects  ? 
Oan  we  sa^  what  amount  of  capital  we  will  permit  to  be  invested  in  tiiem  f 
The  question  is,  whether  you  have  not  the  means  of  limiting  the  amount  of 
capital  by  an  indirect  check  1  There  is  a  vast  number  of  schemes  at  joe- 
sent  under  consideration,  but  there  has  been  a  great  change  of  circoni- 
stances  since  many  of  them  were  concocted ;  competition  has  been  found 
much  greater,  and  the  prospect  of  profit  much  less.  The  difficulty  of  rais- 
ing money  has  vastly  increased,  and  those  who  imagined  that  tiiey  could 
eaisily  obtain  it  at  two  and  a  half  per  cent,  while  the  fever  was  at  its  height, 
now  find  that  they  cannot  raise  it  at  five  per  cent.  That  has  acted  as  a 
very  powerful  febrifuge,  and  has  much  diminished  the  appetite  for  specula- 
ti<xi.  With  respect  to  schemes  which  are  intended  to  obtain  the  aseent  of 
the  Legislature,  we  ou^ht  to  form  no  arbitrary  opinion  of  our  own ;  but  if  a 
lukjority  of  the  subscribers  think  that  the  undertaking  will  not  proAper^ 
that  there  is  no  prospect  of  reimbursement— I  do  not  see  why  tne  Hoose 
should  not  resolve  to  refuse  its  sanction  to  the  bilL  Take  one  or  two  cases 
as  examples :  I  know  some  Scotch  railways,  in  which  the  subacribers,  so  fat 
from  contemplating  with  pleasurable  feelings  the  prospect  of  success  in 
Parliament,  have  been  exceedingly  alarmed  at  having  made  out  their  caie 
before  the  committee :  they  have  had  meetings  to  ascertain  whether  Pulia- 
ment  will  not  relieve  them,  and  they  have  come  to  resolutions  to  disstdve. 
But  I  know  another  case,  where  the  amount  of  subscriptions  has  realised 
the  sum  of  100,000/. ;  10,000/.  have  been  expended  in  prftliminaiy  proceed- 
ings, and  there  remains  90,0002.  in  exchequer  bills.  Tliis  bill  hMDeen  re- 
jected, and  the  directors  and  a  vast  mtkSotitj  of  the  subsoriberB  are  desiroos 
of  dissolving,  but  a  very  small  body  of  the  shareholders  resista.  I  ^pre- 
bend that  any  two  shareholders  might  suocessfiilly  restst  the  dissolution, 
because  the  directors  have  entered  into  an  engagement  to  do  their  utmost 
to  procure  the  sanction  of  the  bill  by  Parliament ;  that  engagement,  I  take 
it,  IS  not  limited  to  one  year.  My  noble  friend  understated  his  ease ;  f« 
if  the  terms  of  the  subscription  deed  left  it  to  the  discretion  of  the  direetois 
to  dissolve  the  company,  there  would  be  no  difficulty ;  but  in  no  case,  as  I 
am  informed,  is  that  so ;  they  have  entered  into  the  speculation  because 
they  thought  it  would  be  profitable,  and  the  directors  nave  not  now  the 
power  to  cQsBolve.  Therefore,  without  any  hope  of  passing  a  bill,  they  have 
90,000/.  vested  in  exchequer  bills,  and  the  shareholders  axe  almst  unanimous 
hat  it  would  be  better  both  for  the  public  and  individual  interests  toretiini 
to  each  subscriber  the  proportion  of  the  money  that  may  be  due  to  him* 
Kevertheless,  one  single  shareholder  may  hold  out,  and  may  put  a  stop  to 
the  dissolution  by  saymg — ^  1  will  hold  you  to  your  engagement,  or  I  wiU 
file  a  bill  a|;ainst  you  in  Chancery."  In  order  to  prevent  the  possibility  of 
loss  to  parties  who  ought  not  to  suffer,  I  propose  tnat  the  persona  who  were 
the  original  parties  to  the  engagement  shall  remain  with  ail  their  responsi- 
bilities to  any  creditor  to  any  extent :  there  should  be  full  assurance  that 
every  debt  will  be  paid — that  every  engagement,  with  the  engineers  or 
others,  shidl  be  strictly  fulfilled.  For  this  purpose^  it  might  be  neoeasary  to 
have  an  official  assignee,  or  trustee,  to  take  possession  of  the  property  of  the 
company,  and  to  see  it  appropriated  to  those  who  have  lust  claims  upon  it. 
If  the  douse  sanction  the  measure  that  I  have  thua  shadowed  out»  we  ahaU 
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minori^  of  salweriberi,  for  it  would  be  a  public  inconTenieaoe  to  compel  the 
comDletioii  of  an  uadertaking  frooi  which  no  general  advantage  is  to  be  de* 
riTea.    I  think  that  we  ought  to  require  the  expression  of  the  wish  of  a  ma- 
yaitjf  but  it  ought,  at  all  events,  to  be  a  oertain  proportion  of  the  subscrib- 
ers in  number  and  value  who  can  represent  the  opinions  of  the  subscribers 
at  large.    Let  them-  express  their  willingness  to  withdraw  the  bill,  and  Par^ 
liament  might  determine  not  to  read  a  bill  a  third  time,  until  after  a  full 
oi^Kirtunitv  of  ascertaining  the  desire  of  the  subscribers.    The  result  would 
undoubtedly  be  that  many  schemes  would  fall  to  the  ground,  and  this 
seems  a  pemetly  legitimate  and  natural  course.    I  know  how  important 
it  is  that  the  bill  should  pass.    I  do  not  see  how  it  can  pass  before  tne  Eas- 
ter recess,  but  I  hope  in  tne  course  of  to-morrow  my  noble  friend  in  the  otiier 
house  wiU  give  a  more  full  explanation  of  the  outline  of  the  contemplated 
measure  than  it  is  in  my  power  now  to  afford^--Mr.  Labouchere  expressed 
his  satisflBMStion  that  the  Qovemment  had  at  length  taken  up  this  subject ; 
but  he  thought  they  mifht  have  gone  a  step  further,  and  have  said  to  the 
shaieholdera— '^  We  will  not  pass  these  bills  unless  you  tell  us  that  you  de- 
dre  their  being  sanctioned.  --Sir  6.  Clerk  preferred  allowing  parties  to 
withdraw  from  iiyudidous  schemes. — ^Mr.  Ward  and  Mr.  W.  Patten  both 
approved  of  the  proposed  measure. — ^Mr.  P.  M.  Stewart  would  suggest  in 
addition  it  should  not  only  be  competent  for,  but  compulsory  on  the  share- 
holders to  express  an  opinion  on  their  bill  during  some  stage  of  its  progress 
through  Parliament.    To  an  objection  of  Mr.  B.  Denison  as  to  the  mconve- 
nienee  of  assembling  shareholders  living  so  tea  apart,  Mr.  Bemal  suggested 
that  a  dedaration  might  be  made  before  a  local  magistrate. — ^Mr.  H.  Hinde 
would  caution  the  House  as  to  the  present  step ;  they  should  look  at  what 
was  going  on  in  Scotland  just  now.    In  that  countrv,  when  the  shares  of  a 
line  were  at  a  discount,  a  combination  took  place  to  break  up  the  company ; 
thus,  for  instance,  3/.  had  been  paid  on  each  share  of  a  company,  and  these 
were  considerably  at  a  discount,  and  steps  were  then  taken  to  break  up  the 
company  on  the  chance  of  2/.  being  returned  on  each  share.-- Sir  R.  Peel 
said  that  he  was  unacquainted  with  the  system  that  was  going  on  in  the 
speculations  alluded  to.  It  was  not  intended  that  the  opinions  of  the  original 
anaieholders  should  be  taken,  but  of  those  who  now  held  the  scrip.  The  origi- 
nal shareholders  might  have  nothing  to  do  with  the  matter,  and  could  have 
no  ri^ht  to  interfere ;  he  thereforeproposed  that  a  certain  number  of  persons, 
holding  more  than  one-half  the  snares  in  the  company,  should  be  enabled 
to  dee£de  whether  the  BUI  should  or  should  not  pass.    He  thought  that  it 
wae  right  and  proper  for  the  Legislature  to  receive  and  listen  to  the  peti- 
tiona  of  such  smurcuiolders,  and  thus  put  a  stop  to  the  bUl.    He  did  not  pro- 
poee  that  this  step  should  be  delayed  to  the  third  reading,  but  that  it  might 
DO  taken  at  any  stage  of  its  progress.    There  were,  however,  several  railway 
bills  the  third  reading  of  which  was  fixed  for  to-morrow ;  now  he  thought 
that  it  would  be  proper  to  postpone  this  stage  to  a  f\iture  day,  so  that  the 
shareholders  of  these  companies  might  withdbraw  the  bills  if  they  pleased.— 
After  general  remarks  from  Mr.  W.  CoUett,  the  Chancellor  of  the  Exchequer 
and  others^  Mr.  C.  Buller  said  it  would  be  absolutely  necessary  that  some 
inquiry  should  take  place  to  ascertain  the  validity  of  petitions  presented  as 
emanatiiig  from  a  majority  of  the  scripholders.  It  appeared  to  him  that  before 
the  House  adjourned  they  should  make  the  public  aware  of  the  course  that 
Parliament  intended,  and  should  declare  their  determination  not  to  proceed 
with  an^  further  sta^e  of  any  railway  bill  where  there  would  be  presented 
any  petition  or  petitions,  signed  hj  a  majoritv  of  the  scripholders,  praying 
tile  House  not  to  go  on  with  such  biU.    He  afso  thought  it  would  be  desir- 
able that  when  they  appointed  a  committee  on  a  group  of  railway  bills  these 
petitions  should  not  be  referred  to  it,  but  that  some  other  committee  should 
be  selected  in  the  first  instance,  to  inauire  whether  the  petition  against  the 
.bill  was  signed  by  a  majority  of  scripholders  or  not.*-Mr.  M.  J.  O'Connell 
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took  the  oppoftoiity  to  wiggmt  irlieHier  tome  comnulMny  eUiiflo  ni^  not 
be  intzoduoedinto  the  IriBhnilway  bills  that  would  come  before  tbe  Heon 
after  the  receflB,  giving  the  companies  bat  a  limited  time  for  eon8tnicfcm|r 
the  works,  after  which  the  bills  would  expire.— The  Sheffield  ai^  Grave  bifl 
was  then  read  a  second  time.— Lord  Sandon  pveeented  a  petxtioti  from  nu- 
merous merchants,  bankers  and  brokers,  of  LiTerpool,  praying  for  meesmns 
to  preyent  an  excessiye  number  of  railway  bills  bonff  psased,  on  the  ground 
of  uie  inoanyenience  which  would  result  from  the  wiUidrawal  of  capital  from 
trade.  He  also  presented  a  second  petition,  signed  by  almost  eymy  monber 
of  the  Stock  Exchange  of  London,  to  the  same  effect. 

Apbui  7.— Thud  Riadivos. — ^Lord  G.  Somerset  proposed  ^That  all  pro- 
ceedings on  railways  in  committees,  or  in  the  House^  snail,  after  ThurMay 
next,  M  postponed  until  Monday,  the  27th  day  of  this  instant  ApriL"  m 
did  not  wish  to  show  &your  to  any  of  these  undertakings,  for  he  nally 
knew  nothing  of  any  of  the  bills  to  which  his  motion  would  apply.  He 
thought  it  would  be  right  that  those  parties  subscribing  to  many  projeete 
should  haye  time  to  consider  whether  to  proceed  with  weir  bills  or  drop 
them.  Ld  nine  cases  out  of  ten  there  was  a  disposition,  not  unnatural  on  tM 
part  of  directors,  to  adopt  that  course  which  would  reueye  them  of  their  pw- 
flonal  res]M>n8ibility  for  expenses  already  incurred.  He  wished  to  prerent  nro- 
ceedinf(s  in  committee,  or  m  that  House,  from  being  carried  on  in  a  neriod  aid- 
ing which  conaiderableexpense  mightbeincuxred,  to  which  expense  Farliameot 
would  not  be  able  to  put  a  stop  unless  his  motion  wero  adopted. — Lord  H-Yane 
said  he  had  no  objection  to  tne  general  prc^KMstion  of  the  noble  lord,  but  he 
thought  those  railway  bills  should  be  exempted  from  its  opexaiion,  the  in- 
vestigation  into  which  was  nearly  terminated,  and  could  be  faroui^t  to  a 
conclusion  in  a  short  period.  In  such  cases  it  would  be  convenient  that 
the  committees  should  sit  again,  according  to  the  usual  practice,  on  the  re 
assembling  of  Parliament — ^After  remarks  from  Mr.  W.  Patten,  Sir  J.  Eait^ 
hope,  the  O'Gonor  Don,  and  other  members,  the  motion  was  agreed  to<— — 
GxNBBAit  TxBxnrus  avd  Glaboow  Hasboub. — ^Mr.  Hume  said  this  bill  mo- 
posed  to  interfere  with  the  nayitfation  of  the  riyer  Clyde,  and  the  bill  csiled 
upon  Uie  Commissioners  for  the Improyement  of  tfie  Clyde,  who  were  already 
300,000;.  in  debt,  to  expend  a  sum  of  80.0002.  mora  for  the  adyamoement  of 
the  proposed  line.  The  interference  witn  the  nayigation  was  a  strong  obfee- 
tion  to  the  bill  in  Hmine,  supposing  the  promoters  were  going  to  pay  the  sa- 
tire expense  themselyes ;  but  it  was  monstrous  to  think  that  the  C^de  Oom- 
missioners  should  lay  out  a  sum  of  60,000?.  in  addition  to  their  debt  cf 
300,000?.  for  the  benefit  of  the  company.  He  conndered  this  a  matter  of 
{preat  public  imnortance,  and  should,  therefore,  moye  an  amendment  that 
the  eyidence  taken  before  the  committee  be  laid  upon  the  table.— Lord 
Worsley,  as  chairman  of  the  committee,  admitted  that  the  Tidal  Haibour 
Commissionen  were  opposed  to  them,  but  the  Clyde  Commissioners  woe 
more  in  fayour  of  the  particular  measure  before  the  House  than  of  the  two 
othen^— Mr.  Spooner  supported  the  bill,  because  it  had  been  proyinooally 
sanctioned.— A  diyision  took  place :  For  the  motion,  74 ;  for  tibe  amend- 
ment 82 ;  majoritjT,  8. — On  the  motion  of  Mr.  Hume,  it  was  ordend  that 
the  eyidence  be  printed. 

Apbil  8^— Shubwsbubt  and  Hsbbtobi). — Sir  R.  Price  moyedihatthe  Re- 
port of  the  Standing  Orders  Committee  on  the  Shrewsburr  and  Hentod, 
''  diat  the  Standing  Orders  ought  not  to  be  dispensed  with,"  be  refenred  bade 
to  the  Standing  Orders  Committee  for  reconsideration. — Mr.  Estcoort  <^ 
posed  the  motion.  The  proper  course  to  pursue  was  to  present  a  petition 
for  a  new  bill. — Sir  R.  Peel  recommended  the  matter  to  be  left  to  tne  deci- 
sion of  the  Standing  Orders  Committee,  having  the  fullest  confidence  in  the 

discretion  of  that  body. Thb   Railway  Dbpositb. — ^The  House  thsn 

went  into  committee  on  this  bill. — ^The  whole  of  the  clauses  wera  agrsed  to, 


and  the  House  haying  resumed,  the  Chairman  nported  aocordin^y.— Re- 
port to  be  brought  up  on  the  24th  of  April.— <— Railway  LaaiSLAnoir^— 
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Mr.  Iftbonoimre  said,  thay  were  about  to  sepaiate  for  the  Batter  rece0%  aad 
jet  no  bill  or  naolution  has  been  introduced  into  either  House  of  Parlia* 
aieat  with  respect  to  the  railway  measure  the  right  hon.  baronet  alluded  to 
the  other  night.  Now  it  was  important  that  something  should  be  known 
with  respect  to  that  bill  immediately,  or  jpreat  loss  would  ensue  to  some  of 
those  psffties  who  were  engaged  in  promoting  railway  schemes,  and  he  wished 
to  ask  the  right  hon.  baronet  the  First  Lord  of  the  Treasury,  whether  he  would 
put  the  railway  world  in  possession  of  the  principle,  if  not  the  detuls  of  the 
measure  1— Sir  R.  Peel  said  the  measure  inyolYod  the  nice  details  of  the  law 
of  partnership,  and  it  was,  therefore,  imiK>rtant  that  the  measure  should  be 
conmdered  by  the  highest  leoal  authorities  before  it  was  introduced  to  the 
Legislature.  He  was  strong^,  however,  inclined  to  think  that  it  was  desir- 
Mo  for  the  Board  of  Trade  to  issue  a  circular,  addressed  to  the  different 
nUway  companies,  informing  them,  without  goinp;  into  the  detidls,  of  the 
general  principles  which  the  Government  were  disposed  to  agree  to  in  in- 
troducing this  bilL  He  should,  therefore,  advise  his  noUe  friend  the 
President  of  the  Board  of  Trade  to  give  some  public  notification  to  that 
effect. 

Afbil  21.-— Ibish  Bills. — ^Mr.  S.  O'Brien  submitted  his  motion : — ^That 
with  a  view  to  diminish  the  inconvenience  and  expense  now  incurred  in  car* 
rying  through  Psrliament  bills  for  the  construction  of  railwavs  in  Lreland, 
it  is  expedient  that,  in  the  case  of  Lrish  railwav  bills,  all  sucn  inquiries  as 
are  now  conducted  in  I^ndon  by  committees  of  both  Houses  of  Parliament 
should,  after  the  temubation  of  the  present  session,  take  place  in  Ireland. 
The  hon.  member  enlarged  on  the  expense  and  inconvenience  attending  the 
forwarding  of  Irish  schemes  before  tribunals  in  London.  For  his  pa^  he 
could  see  no  objection  to  confiding  to  a  commission,  appointed  by  the 
Speaker,  the  duties  now  performed  by  the  members  of  that  House.  Let  the 
Speaker^  with  the  assent  of  the  House,  at  the  close  or  the  commencement  of 
the  session,  as  the  case  might  be,  appoint  a  commission  of  five  individuals, 
one  a  counsel  of  eminence—another  a  civil  engineer-^another  possibly  a 
military  engineer,  or  p^son  of  high  scientific  authority — another  a  person 
of  hiffh  commercial  station — another  an  intelligent  countiy  gentleman.  He 
woold  leave  the  question  in  the  hands  of  the  Qovemment,  who  might  suggest  a 
remedy  for  theevils  which  had  urj^ed  him  to  submit  his  opinion  to  the  Houses- 
Mr.  F.  French  supported  the  motion.  No  railway  bill  passed  in  the  House  could 
be  obtained  under  a  cost  of  20,000/.  There  was  no  more  necessity  for  the  House 
to  decide  on  the  construction  of  a  railway  than  for  the  construction  of  a  turn- 
pike road.— Sir.  R.  Peel  admitted  that  it  was  an  important  question  whether 
or  not  certain  preliminary  inquiries  could  be  undertaken  by  some  other  tribunal 
than  the  House  of  Commons.  He  did  not  express  an  opinion  adverse  to  such 
a  {Moposition,  though  he  would  not  favour  anything  which  would  withdraw 
legislative  power  fi^m  the  House.  But  as  they  were  not  prepared  for  such 
a  discussion,  he  would  suggest,  for  the  present,  the  withdrawaiof  the  motion* 
After  several  remarks  from  Mr.Wakley,  Mr.  M.  O'Connell,  the  Chancellor  of  the 
Exdiequer,  and  others,  chiefly  Lrish  members,  the  House  divided — ^for  the 
motion,  25  ;  against  it,  69 — ^majority  against  it)  44. 

Apbil  24.— ^vsBiCMXNT  RESOLUTIONS. — Sir  R.  Peel,  in  rising  to  propose 
the  government  resolutions,  began  by  alluding  to  the  interference  of  the 
House  with  commercial  projects.  He  said, — ^^  I  would  be  desirous,  under  ordi^ 
nary  circumstances,  of  leaving  parties  to  the  free  exercise  of  their  own  dis- 
cretion, but  where  there  is  a  risK  of  great  public  inconvenience  arising,  I 
think  that  Parliament  is  bound  to  go  out  of  the  ordinary  course,  consideiing 
that  the  case  has  gone  out  of  the  ordinary  circumstances.  The  question^ 
therefore,  whether  there  is  not,  at  the  present  time,  a  case  sufficiently  strong 
to  justify  Parliament  in  interfering,  that  the  available  capital  of  the  country 
may  not  be  diverted  from  its  legitimate  channels  to  a  great  railway  enter^ 
prise,  not  yet  wanted,  embarrassing  thereby  all  other  commerce  and  sacrific* 
ing  Uie  interests  of  its  rash  promoters.    In  the  first  place,  I  will  put  th^ 
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House  in  posMssion  of  the  exact  amount  of  capital  alreadjr  to  be  defote^ 
under  tiie  authority  of  Parliament,  to  railway  enterprise  ;  and,  eecondly,  ilie 
amount  to  which  it  is  sought  to  pledge  the  country  by  all  the  bills  now  pend- 
ing. In  the  Tear  1844  the  number  of  nulway  acts  which  reedved  the  eanetion 
of  the  Legislature  was  37.  The  capital  authorised  to  be  raised  was  13,368,0002^ 
and  the  amount  authorized  by  loan  was  4.600,000?.,  being  a  total  amount  of 
17,988,000/.  In  the  year  1846  the  number  of  bills  that  obtained  sanction 
was  118,  and  the  share  capital  to  be  raised  amounted  to  45,863,0001.  l^e 
amount  authorized  by  way  of  loan  was  14,635,000/.,  being  a  total  amount  of 
60,488,000/.  In  the  return  of  the  number  of  biUs  which  on  the  11th  of 
April  last  were  under  consideration,  the  number  of  Bngllsh  bills  amounts  to 
369,  the  number  of  Scotch  bills  amounts  to  107,  and  the  number  of  Iridi 
bills  amounts  to  43,  making  a  total  of  519  bills,  which,  so  far  as  public 
records  can  be  relied  upon,  are  bills  in  respect  to  wbicn  the  decinon  of 
Parliament  will  be  called  for  during  the  present  session.  By  the  EngUsh 
bills,  capital  to  the  amount  of  184,700,000/.  would  be  raised,  supposing 
all  tnose  bills  receiyed  sanction.  But  in  addition  to  that  sum,  loans  to  the 
amount  of  58,000,000/.  would  likewise  be  authorized.  By  the  Scotch  biUs^ 
the  capital  to  be  raised  by  shares  would  be  58,500,000f.,  and  by  loans  to 
the  amount  of  9,500,000/.  And  by  the  Irish  bills,  the  raising  of  capital  to 
the  amount  of  18,104,000/.,  and  loans  to  the  amount  of  above  5,000,000/. 
would  be  sanctioned.  The  total  sum  would  amount  to  261,304,000/.,  and 
the  total  amount  to  be  raised  by  loans  to  72,781,000/.,  making  a  total 
of  capital  which  would  be  authorized  to  be  raised  by  the  bills  now  pending 
before  the  Legislature,  independently  of  the  unpaid  capital  authorized  to 
be  raised  by  Acts  sanctioned  in  the  session  of  1844  and  1845,  of  334,085,000/. 
I  know  yeiy  well  that  it  would  be  illusory  to  assert  that  this  is  a  statement 
of  the  amount  actually  and  truly  sought  to  be  raised  for  railway  enterprise. 
I  know  that  many  of  these  bills  are  of  a  competing  character,  and  many 
are  of  such  a  nature  that  the  passing  of  them  would  be  quite  nnnecessuy 
for  the  public,  and,  therefore,  when  I  say  that  it  is  sought  to  raise 
334,000,000/.,  a  yeiy  great  deduction  must  be  made;  Parliament  in  the 
ordinaiy  course  will  reject  many  of  those  biUs ;  in  short,  for  yarious  reasons 
many  of  them  cannot  pass  into  law.  But  make  what  deductions  you  please, 
the  total  amount  of  capital  sanctioned  to  be  raised  by  the  Legislature^  in  the 
course  of  the  present  session,  will  be  much  greater  than  in  the  present  state  of 
the  country  would  be  condudye  to  the  public  interest.  With  respect  to  the 
bills  passed  before  the  year  1844,  of  the  capital  authorized  to  be  raised  by 
such  bills,  there  remains  20,867,000/.  not  yet  called  up  upon  the  shares. 
Again,  that  must  not  be  taken  as  the  amount  of  capital  not  yet  paid  up,  and 
to  be  called  on  when  required,  because,  in  many  cases,  loans  haye  been 
raised  for  the  purpose  of  carrying  on  the  works,  instead  of  the  shareholders 
haying  been  called  upon  to  pay  up  the  deposits.  What  the  amount  of  sudi 
loans  may  be  I  cannot  state,  I  can  only  say  that  there  remains  of  capital 
authorized  to  be  raised  by  bills  passed  before  the  year  1844,  a  sum  yet  un- 
paid amounting  to  upwards  of  2^2000,000/.,  supposing  no  loans  to  haye  been 
raised  for  the  purpose  of  completing  the  work.  Wii£  respect  to  billspassed 
in  the  year  1844,  the  amount  of  capital  stock  still  unpaid  is  5,290,00urr^ln 
respect  to  railway  bills  which  passed  in  1845,  being  118  in  number,  there  re- 
mams  of  capital  stock  to  be  raised  by  shares,  still  unpaid,  yery  nearly 
28,000,000/.— the  actual  sum  is  27,962,000/.,  and  therefore,  independently 
of  all  bills  nassed  before  the  year  1844,  there  remains  of  capital  stock  to  be 
paid  up  on  bills  passed  in  the  years  1844  and  1846,  33,242,000/.,  and  this  is, 
of  course,  independent  altogether  of  the  capital  to  be  authorized  by  bills 
during  the  present  session.  Tet  eyen  with  regard  to  this  application  of  capi- 
tal— greater,  I  cannot  but  think,  for  one  particular  spedes  of  commercial 
enterprise  than  it  is  for  the  public  interest  to  so  apply — I  do  not  mean  to 
throw  any  obstacle  in  the  way  of  such  application  j  but  what  I  would  say  is 
this— may  we  not,  under  such  circumstances,  take  the  opinion  of  those  per- 
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mismo8fcdMplTmtere8ied<--<)f  those  who  hare enterad  in  those  Bpe^^ 
The  right  hoD.  oaronet  then  allnded  to  Mr.  Bronel's  eyidenoe  befoTe  the  oom^ 
mittee  on  merits  on  the  London  and  Oxford  lines,  as  to  the  cost  of  materials, 
Ae^  being  60  per  cent,  dearer  than  at  the  time  of  promoting  the  Oxford  and 
Bughy  bills.  Such  an  increase  naturally  affected  the  prosplects  of  numerous 
•cheoiM^  fluctuations  ensued,  and  the  promoters  could  but  wish  to  withdnw 
their  oi4;inal  intentions.  He  noticed  at  length  the  chicanery  and  deceptions 
of  the  new  companies  which  had  drawn  in  so  large  a  portion  of  the  public 
Legifllatiye  interference  was  necessitated,  and  that  too  speedily.  He  said, 
— **Th6  liabilities  of  parties  are  rery  great,  and  the  power  of  directors  and 
the  provisbnal  committee  is  very  great.  »>  far  as  I  can  judge,  there  is  no 
effectual  control  over  the  acts  of  the  provisional  gentlemen  and  directors. 
I  have  received  a  letter  from  a  person — I  shall  not  give  his  name,  but  any 
hon.  member  can  see  the  letter-4md  if  the  statements  contained  in  it  lie 
coneet,  there  are  proceedings  on  the  part  of  those  parties  which  do 
most  certaudv  reouire  some  parliamentary  interference.  Proceedings 
hsve  been  adopted  with  respect  to  innocent  and  helpless  subscribers 
whieh  I  think  do  require  permanent  parliamentary  interference.  I  will 
not  give  the  names  of  the  companies  which  are  mentioned  in  the  letter 
sddreflMd  to  me.  The  party  who  writes  this  letter  is  in  a  position  which 
enables  him,  I  should  think,  to  bear  testimony  upon  such  matters.  I 
cannot  undertake  to  answer  for  the  accuracy  of  the  infonnation ;  I  can  only 
undertake  to  do  that  which  I  think  eveirbody  quoting  information  c^  this 
land  is  bound  to  do,  that  is,  to  j^ve  up  the  name  of  the  party  l^  whom  the 
infonnation  is  furnished.  This  gentleman  says,  in  a  letter  I  received 
veiterday :  '  One  of  the  ^reat  deceptions  of  new  companies  has  been  the 
holding  back  of  large  portions  of  the  shares,  for  the  purpose  of  rigging  the 
marked  and  pocketing  premiums  at  the  expense  of  the  public.  I  will 
instance  a  few  out  of  tne  countless  number  of  railway  rigs  that  have  been 

played.    In  the ,  onljr  42,000  out  of  60,000  shares,  I  understand,  were 

inued,  the  other  8,000  being  kept  back,  though  the  shares  were  at  a  high 
premium,  and  applications  out  of  number  made  for  them.  In  the  — — ^ 
10,000  out  of  the  100,000  shares,  were  reserved  by  the  directors  above  the 

number  paid  on.    The had  only  55,000  out  of  100,000  shares  issued, 

though  tne  shares  were  at  one-and-a-half  to  two  premium.  There  are  some 
&cts  connected  with  this  line  which  I  could  not  trust  on  paper.  The  -— • 
neerved  an  enormous  number  of  shares,  notwithstanding  the  circumstance 
of  hundreds  of  thousands  more  than  the  whole  ninnber  of  shares  in  the 
company  having  been  applied  for.  In  the  >^  about  one-hadf  the  shares 
were  kept  back,  the  market  rigged  to  6^.  or  71,  premium,  and  then  certain 
of  the  oirectors  sold  to  their  mends,  as  favours,  shares  at,  I  believe,  3^.  or 
4/.  premium,  a  part  of  which  premium  they  were  compelled  to  give  back 
upon  the  breaking  npof  the  company.*  But  the  last  case  is  the  most 
extraordinary  of  all.  With  respect  to  a  railway  which  is  mentioned,  this 
is  stated : —  *  In  the  -— —  several  thousand  pounds  of  the  deposits  were 
taken  out  of  the  bankers*  hands  to  rig  the  market ;' — that  is  to  say,  the 
shareholders  or  scripholders  of  this  company  having  paid  the  sum  of  10 
per  cent  upon  the  amount  of  shares  to  be  issued,  there  was.  I  understand, 
a  sum  of  about  20,000/.  paid  into  the  hands  of  the  bankers,  which  was 
afterwards  drawn  out  ana  invested  in  the  purchase  of  shares,  wherever 
shares  could  be  obtained ;  and  the  shares,  in  consequence,  rising  to  a  very 
hi^h  price,  the  reserved  shares  were  then  sold  in  the  market  at  the  increased 
pnce,  that  increased  ^rice  having  been  obtained  by  the  application  of  the 
money  as  I  have  mentioned,  and  the  directors  pocketed  the  ffain  arising  from 
the  proceeding.*'  He  then  discussed  the  prospective  effect  of  the  resolutions : 
«— **  1  am  told  that  scripholders  will  not  come  forward — that  shame  will  deter 
many  from  doing  so — ^that  parties,  having  entered  very  willingly  into  these 
speculations,  think  that  their  credit  would  be  injured  by  their  now  coming 
forward  to  express  a  desire  to  withdraw.    I  hope  that  no  such  motive  wiS 
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inflaence  them.  If  parties  will  not  take  em  of  t&eoiseltei,  it  is  impofluble 
that  we  can  benefit  tnem  bj  legislation.  If.  after  Parliament  haa  giyeatiiem 
the  opportunity,  they  do  not  releaBe  tiienuelves  fimn  their  engagement,  they 
will  be  the  objects  of  no  sympathy  should  they  be  mined.  AUthat  we  can 
do  is  to  give  tnem  an  opportunity  of  sayins^,  *  Here  is  a  speculation  in  wbidi 
I  embarked  in  a  moment  of  excitement,  and  Parliament  having  giren  me  the 
opportunity  of  recording  my  repentance,  and  of  releasing  myself  from  my 
engaffements,  I  will  take  advantage  of  the  opportunity  thus  aAcvded.*  Bat 
this  I  must  say,  that  if  provisiomd  committMs,  or  directors,  by  trafficking  ia 
shares,  endeavour  to  OTerpower  the  sense  of  a  meeting  duly  cidled— if  sot 
undue  means  are  resortea  to  for  the  purpose  of  controlling  the  bond  fie 
wishes  of  the  shareholders,  I  do  not  belieTe  that  those  parties  will  be  ex- 
empt from  parliamentary  control.  Now,  under  these  circumstances,  in  this 
state  of  the  law,  and  this  position  of  railway  interests,  her  MaJesty^s  Gfo- 
remment  hare  felt  it  to  be  their  duty — ^weU  knowing  that  it  is  a  caw  of 
great  difficulty,  and  believing  it  possible  that  the  particular  measure  whidi 
they  propose  may  be  open  m  some  cases  to  exception,  and  in  oUien  to 
amendment,  obsernng  the  effect  which  these  improvident  speculations  aie 
producing  upon  the  general  state  of  mercantile  dealings  in  this  country,  and 
foreseeing  the  evil  consequences  which  may  arise  from  an  imprudent  sanc- 
tion of  rulway  bilb—^er  Majesty^s  Government  have,  I  say,  felt  it  their 
duty  to  originate  a  proposition  for  parliamentary  interference.  I  believe  thtt 
this  is  the  period  wnen  it  is  most  likely  that  such  a  proposition  will  be  &- 
vourably  received.  I  doubt  whether,  at  a  much  earlier  period,  it  would  hare 
been  favourably  received.  I  think  that  the  presumption  in  favour  of  tha 
general  principle  that  we  ought  not  to  interfere  witn  the  course  of  priTate 
speculation,  would  have  prevailed  against  any  proposition  made  on  the  pert 
of  her  Majesty's  Government,  at  a  period  when  tne  sense  of  present  ctH, 
and  the  prospect  of  greater,  was  less  strong  and  general  than  it  is  at  present 
As  I  said  beK>re,  we  do  not  propose  to  throw  any  arbitraxy  obstacle  in  the 
way  of  the  progress  of  railway  schemes.  What  we  propose  to  do  is,  to  con- 
sult the  wisnes  of  Parliament  and  to  ascertain  whether  the  expression  of 
those  wishes  may  not  in  itself  interpose  a  useful  check  to  superfluous  rail- 
way enterprise.  We  propose  to  remedy  the  defect  of  the  law  with  respect 
to  the  dissolution  of  railway  companies,  by  immediately  bringing  in  an  Act 
of  Parliament,  providing  that  in  the  case  of  all  inchoate  railway  comnank» 
which  have  been  provisionally  registered,  whether  they  have  presented  a  pe- 
tition to  Parliament  and  made  any  progress  with  the  bill,  or  whether  there 
is  a  suspension  of  the  bill,  and  they  are  contemplating  proceedings  in  a  fu- 
ture session ;  we  propose  that  with  respect  to  all  railway  companies,  withoot 
exception,  power  shall  be  given  to  the  scripholders  to  dissolve  the  company 
under  certain  circumstances.  We  propose  to  act  first  by  bill,  and  next  bj 
the  sessional  order  which  I  have  laid  oefore  the  House.  The  bill  will  deal 
with  the  power  of  dissolution.  We  propose  to  enable  a  ffiven  numb»--and 
that  number  a  very  small  one,  five,  perhaps,  of  the  scripholders — to  address 
a  requisition  to  the  directors,  or  to  the  managing  committee — by  whaterer 
name  they  may  be  called — ^requiring  them  to  call  a  meetingof  thescripholden, 
after  a  sufficient  interval  has  been  allowed  for  giving  notice  to  all  the  par- 
ties interested,  and  we  propose  that  it  shall  be  obligatory  upon  the  manag- 
ing committee  to  call  that  meeting.  We  shall  take  precautions  for  insuring 
that  there  shall  be  due  notice  of  that  meeting ;  and  with  a  view  to  the  case 
of  the  managing  committee  refusing  to  call  %  we  shall  introduce  provisions 
to  insure  its  being  called.  We  then  propose,  that  in  case  the  shareholden 
and  scripholders,  whether  original  shareholders  or  holders  of  scrip  or  shares, 
attending  the  meeting  or  voting  by  proxy,  hold  shares  to  the  amount  of 
more  than  one-half  of  the  whole  of  the  shares  originally  issued,  the  majoritj 
may  at  once  determine  on  the  dissolution  of  the  company.  But,  as  it  naaj 
be  very  difficult  to  have  a  meeting  which  shall  represent  more  than  one-haif 
of  the  capital  of  the  company,  we  propose  that  a  meeting  of  shareholden  re* 
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prtittmiSiig  <tti64hi»d  of  the  ca^tftl  stock  isBued  shall  he  miffident  todiBsolre 
the  oompeiiy,  provided  that  three-fifths  (in  value)  of  the  persons  present,  or 
ToiiDff  by  pio^j^,  shall  signify  their  desire  to  dissolve  the  company.  We  tue, 
therefore,  security  that  the  meeting  shall  not  be  a  packed  meeting,  by  re- 
quiring toat  the  stock  repreeented  at  that  meeting  shall  not  be  Ims  than 
one-third  of  the  capital  stock  of  the  company.  It  may  be,  however,  tiiat  the 
amount  of  stock  represented  at  the  meeting  will  not  amount  to  one-third ; 
and  in  sudi  a  case,  on  account  of  that  failure  with  respect  to  the  amount, 
the  meeting  would  be  of  no  avail.  We  propose  that  in  that  case  there  shall 
be  a  power  of  adjournment  to  another  day,  that  a  second  meeting  may  be 
held  after  due  notice,  and  that  the  ultimate  result  of  the  two  meetmgs  shall 
be,  that  provided  one-third  of  the  capital  stock  shall  be  renresentod,  and 
three-fifths  of  the  persons  presen^  or  voting  by  proxy,  shall  determine  in 
&vour  of  dissolution,  in  that  case  the  company  may  be  dissolved.  In  order 
to  prarent  the  application  of  railway  shares  undulv  to  influence  these  meet- 
ings, we  propose  that  the  scrip  to  be  represented  in  them  shaU  be  scrip 
issued  before  the  Slslf  of  Marcn  last,  that  there  may  be  no  possibility  of  in- 
fluencingthe  sense  of  the  meeting  by  the  undue  application  of  reserved 
fiinda.  n  ith  resnect  to  scrip  whicn  hu  been  purchs^ed,  as  there  is  no  re- 
ockrd  of  the  perioa  at  which  the  purohase  was  znade,  there  will  be  no  power 
of  dealing  with  the  parties  who  have  purchased  it ;  the  only  security  which 
can  exist  is,  that  tne  scrip  with  resjpect  to  which  the  right  of  voting  shall 
accrue,  shall  be  scrip  which  has  been  issued  before  the  Slst  of  March.  Now, 
connected  with  that  bill,  and  ancillary  to  it,  is  the  sessional  order  which  I 
now  propose."    TThe  hon.  baronet  then  read  the  sessional  orders.] 

Mr.  Sb  French  objected  to  the  application  of  the  sessional  oiders  to  the 
Iriah  bills  now  in  the  House  of  Lords.  He  thought  the  third  reading  of  such 
biUa  ought  not  to  be  postponed.— Mr.  Benud  regretted  that  the  resolutions 
had  not  been  brought  forward  earlier,  mat  expenses  would  have  been  saved. 
— ^The  Solicitor-Qeneral  hoped  that  the  House  would  agree  to  the  pioposi- 
tiooa  now  laid  before  them.  And  the  circumstance  that  raUwav  companies 
were  oompaiatively  a  new  feature  in  social  economy,  whi<^  had  scarcely  as 
yet  become  the  subject  of  legal  consideration,  more  especially  as  to  those 
pointa  which  were  now  particularly  under  the  consideration  of  the  House 
and  of  Uie  public,  the  law  upon  almost  every  question  that  could  arise  as  to 
xailways  was  full  of  complication  and  uncertainty.  No  lawyer  could  give 
anr  decided  answer  as  to  any  point  that  might  be  submitted  to  him  on  the 
subject.  He  then  described  the  commercial  and  other  evils  aiising  out  of 
the  existing  state  of  things. 

**  If  the  House  would  reflect  for  a  moment  how  numerous  and  various  and 
qomplicated  were  the  ^prounds  on  which  each  particular  competing  bill  sought 
to  be  preferred  to  its  rival,  it  would  see  that  it  would  have  been  impossible 
for  the  Government  to  have  undertaken  and  gone  through  the  process  of 
considering  tiie  various  bills,  and  selectin£[  one  rather  than  another,  without 
at  the  same  time  undertaking^  and  exercismg  and  carrying  throuffu  all  the 
funciionfl  of  the  Legidature.  m  reference  to  proposed  schemes.  How  could 
the  Government  decide,  witn  anything  like  justice  to  the  promoters  and  op- 
ponents of  a  great  number  of  measures,  that  this  scheme  was  preferable  to 
tha^  without  naving  previously  entered  into  all  the  merits  of  the  competing 
linee^  in  the  way  in  which  it  was  the  duty  of  committees  to  make  such 
inquiries  ?" 

When  he  came  to  consider  the  situation  of  the  unfortunate  speculators  in 
railway  schemes,  and  of  those  who  were  in  other  ways  connected  with  them, 
be  found  that  there  were  four  classes  of  persons  to  deal  with.  The  first  class 
consieted  of  committee-men,  or  directors  and  provisional  committee-men,  the 
directing  bodies  of  ^ese  schemes.  .  The  second  class  consisted  of  original 
ffubecribers,  but  who,  though  they  were  subscribers  to  the  scheme,  and 
though  they  were  liable  as  such,  to  all  the  covenants,  liable  for  all  the  con- 
tr»cu  into  whi^^.they  had  entered,  no  longer  possessed  any  beneficial  interest 
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in  the  particulsr  gehemM,  in  ooniequence  of  hanng  fold  tii^  diaMi.  Tha 
thiid  c1m8  wen  tiie  holders  of  scrip,  penons  whohftd  either  pnrchned  icrip 
from  the  original  holders,  or  were  themselyes  original  holders,  who  hid  re- 
tained their  scrip.  The  fourth  class  consisted  of  the  oeditars  of  the  Tirioos 
conoems,  not  speculators,  but  individuals  who,  tot  wodc  done  or  goods  sup- 
plied, had  daims  acainst  these  inchoate  oompanies,  for  the  pa^fmnt 
of  wiiich  they  looked  to  somebody  or  other.  The  queslioB  was,  how 
the  House  could  best  meet  Uie  fair  views,  the  legitimate  interssts  of 
these  four  classes,  with  as  little  injury  as  possible  to  otheii.  What  would 
be  the  best  step  for  it  to  take,  in  order  to  put  an  end  to  profitless  expendi- 
ture on  ineligible  schemes,  and  to  the  schemes  themselTes  1  At  present  there 
was  an  insuperable  difficulty  in  the  way.  There  was  no  means  by  which 
a  company  could  dissolre  itself  unless  the  dissolution  was  the  ac^  not  of 
the  directors,  not  of  tiie  majonty  of  the  shareholders,  but  of  eyeiy  shsre- 
holder  in  the  company.  The  consequence  of  such  a  state  of  things  might 
be  destructivB  to  a  very  large  proportion  of  the  community,  unless  remedial 
legislation  were  adopted,  and  adopted  without  delay.  Tne  proposed  bill 
would  be  a  great  boon.    He  said — 

«  The  directors  of  many  of  the  most  hopeless  companies  were  compiled 
to  go  on,  utterly  agnunst  Iheir  own  couTictions,  against  the  wishes  of  a  Urge 
proportion  of  the  shareholders,  and  thus  situated,  driTen  into  a  comer  for 
want  of  money,  they  were  seen  bringing  or  threatening  actions  in  ersiy 
quarter ;  bringing  actions,  for  instance,  agunst  allottees,  thou^  it  was  im- 
possible in  the  present  state  of  the  law  to  see  how  actions  against  allotteei 
could  be  maintained  ;  for  even  though  in  a  particular  case  such  an  aetKm 
might  pass  for  a  time,  it  formed  no  rule  that  in  other  cases,  the  drensi- 
stances  of  which  differed,  however  slightly,  a  similar  action  could  be  es- 
tertained.  Nothing  could  be  more  preposterous  than  this  state  of 
things.  There  were  actions  being  brou^t  upon  the  streujgth  of  dediiou, 
when  no  such  decisions  had  been  come  to  at  all,  the  jud^  &rthe  jparticalir 
case  having  expressly  denied  that  he  came  to  any  decision  in  the  matter, 
having  expressed  that  he  had  ^ven  no  opinion  at  all  on  the  subject,  bst 
had  reserved  every  one  of  the  pomts  submitted  to  him.  Tot  no  sooner  hsd 
an  erroneous  report  in  the  newspapers  given  currency  to  the  statement,  thst 
a  verdict  had  been  given  against  an  auottee,  than  hundreds  and  thoussndf 
of  actions  were  set  on  foot  against  allottees ;  there  were,  for  <p*^i><i*^  no 
fewer  than  fiOO  actions  oommenced  against  allottees  bytlffee  eompaniee 
alone.  AU  sorts  of  proceeding^  were  instituted ;  the  same  parties  threaten- 
ing one  set  of  people  with  actions  on  the  strength  of  the  case  of  Walstab  t. 
S^ttiswoode,  another  set  with  actions  on  the  strength  of  that  of  Woofaner 
v,  Toby,  or  seekinff  compromises,  on  the  strength  of  either,  with  a  third  let 
He  trusted  that  the  House,  by  sanctioning  the  measures  now  proposed  hj 
Parliament,  would  put  a  stop  to  this  most  mischievous  state  of  things 
The  Qovemment  pltm  would  give  to  the  pronortion  of  shareholders  in  any 
scheme  before  Paniament — ^representing  one-half  the  entire  shares  in  vahe^ 
by  a  resolution  come  to  at  a  meeting  of  the  body,  duly  convened  on  the 
requisition  of  holders,  representing  one-third  of  the  shares  in  value— the 
power  of  dissolving  the  company  at  once.** 

He  then  nointed  out  the  operation  of  the  proposed  remedies.— ^Mr.  Hudson 
fully  agreed  with  her  Majesty's  Qovemment  uat  the  present  watfHhe  only 
time  at  which  anj  measures,  to  act  effectually,  could  have  been  brought  foi^ 
ward ;  for  he  behoved  that,  had  the  measure  now  proposed  been  bmight 
forward  at  an  earlier  period,  it  would  not  have  met  with-the  present  genefil 
approbation.  The  opinions  to  which  scripholders  would  now  come  would  he 
based  upon  sound  views.  All  parties  were  seriouriy  considering  their  posi- 
tion, and  the  result,  he  trusted,  would  be,  that  they  should  hear  no  more  of 
any  but  sound  and  profitable  projects.  He  did  not  deny  that  during  a  short 
period  thore  had  Men  excitement  in  the  railway  worid,  arising  Iram  the 
sttooessfol  progress  of  existiiig  comptiiiefl,  which  iadvced  othen  to  eooe 
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fowud  in  (ffder  to  VMp  th«  harvest  whioh  iuA  been  ZMPed  by  thoie  who 
had  borao  the  burden  and  heat  of  the  dav.  He  (Mr.  Hudson)  had,  how« 
emv  not  been  un&ithful  to  the  public,  for  he  had  fully  warned  those  par- 
ties  of  their  danger.  At  almost  eyezy  meeting  which  ne  had  attended  he 
had  cautioned  the  publio  against  thiii  wild  speculation  observable  on  all 
hands,  and  he  had  told  them  what  the  consequence  would  be.  It  wa6  no 
use  Mpetidngf  however.  The  railway  principle  was  calculated  to  woric  out 
the  greatest  advantage,  and  believing  that,  he  must  sav  that  it  was  with 
great  regret  he  had  heard  that  an  en^eer  of  eminence  nad  siven  it  as  his 
opinion  that  the  expense  of  oonstructing  railways  now  would  oe  50  per  cent. 
more  than  it  was  this  time  last  year.  However  eminent  that  gentltfuan 
might  be,  he  (Mr.  Hudson)  felt  bound  to  state  that  in  that  opinion  he  did 
not  agree.  He  could  now  inform  the  House  that  on  the  MicUand  Railway 
the  iron  rails  cost  11/.  lOi.  per  ton ;  the  sleeperscost  7«.  each ;  land, another 
grmt  item  in  railway  outlay,  and  other  things,  were  in  like  proportion ; 
whilst  only  the  other  day  he  purchased  a  larse  quantity  of  iron  rails  at  fH. 
a  tcm,  sleepers  at  between  As.  and  6s,  each,  and  he  found  that  land  also  was 
generally  cheaper  than  when  the  Midland  was  constructed.  No  doubt  the 
expense  would  be  greater  than  in  1841,  when  he  had  purchased  ndls  at  5/» 
and  ^rt  guineas  a  ton,  yet  the  prices  now  were  not  so  e^qiensive  as  to  deter 
persons  6om  embarking  in  really  creditable  speculations.  He  trusted  that 
the  proposed  measure  would  be  Hurly  receivea  and  treated  by  the  public 
He  vras  sure,  if  he  judged  rightly  of  the  directors  of  the  different  companies^ 
that  they  would  be  anions  to  give  their  proprietors  a  &ir  opportunity  of 
cleeidxng  anew  whether  they  would  proceed  with  their  respective  undertake 
ings.  At  the  same  time  he  did  hope  that  there  would  be  no  needless  panic* 
One  of  the  first  companies  with  which  he  was  connected  would  have  been 
dissolved  and  the  scheme  abandoned  but  for  the  energetic  conduct  of  two  or 
three  individuals  ;  the  shares  were  unsaleable— parties  would  not  roister 
their  sorip,  and  the  directors  might  have  proceeded  to  call  upon  the  original 
proprietois.  They  persevered  with  their  project,  however,  and  every  50/« 
that  had  been  invested  was  now  worth  dOO/ — Mr.  M.  PMUips  gave  his  cor* 
dial  sapport  to  the  resolutions  of  the  right  hon.  baronet.  He  agreed  with 
the  hon.  member  for  Sunderland  that  the  railway  system  was  pr^luotive  a£ 
very  great  and  signal  advantages  to  the  country.  There  were  persons  who 
thongnt  that  it  had  been  better  for  the  Government  to  have  assumed  tha 
management  of  all  railways.  He  did  not  think  so,  for  he  thought  no  publio 
servants  could  ever  act  so  vigorously  or  so  advantageouriy  as  those  who  wera 
stimulated  by  the  hopes  of  gain  and  personal  honour.  There  were  amongst 
the  directors  of  railways  individuals  who  would  have  adorned  an}r  station. 
These  individuals  had  risked  large  amounts  of  capital,  and  by  their  enter- 
prise, their  sagacity,  their  perseverance  and  industnr,  the^  hsd  reaped  a  re^ 
ward  which  they  richly  and  nobly  merited. — ^Mr.  Kewdigate  thought  the 
Government  proposition  very  well  thnedw— Mr.  Ward  admitted  that  there 
had  been  scarcely  anything  to  compare  with  the  railroad  mania,  unless  tha 
Mississippi,  or  the  South  Sea  bubbles.  All  sorts  of  schemes  had  been  psn 
tionised;  no  discrimination  had  been  exercised ;  and  the  consequences  had 
this  additional  evil,  that  the  good  lines  were  confounded  with  mere  bubbles* 
Bat  this  benefit  would  be  the  result,  that  for  the  next  twenty  years  thepul>< 
lie  would  not  forget  it.  There  was  no  doubt  that  many  exceptionable  trans* 
actions  had  taken  place  in  the  railway  world.  But  the  *^  mnocent  shares 
holders,"  as  they  were  termed,  were  not  so  free  from  participation  in  the 
causes  which  led  to  the  withholding  of  shares.  The  difficulty  of  a  provi- 
sional committee  dealing  with  the  enormous  number  of  applications  was 
rtsY  great,  and  the  utmost  caution  had  to  be  exercised.  Applicants,  too, 
looked  not  to  shares  but  to  premium ;  and  numerous  were  the  cases  in 
which  members  of  Parliament,  merchants  of  high  standing,  and  other 
respectable  parties,  had  refused  to  take  up  their  shares,  because  they 
wxdd  not  at  once  dispose  of  them  to  advantage."^Mr.  F.  T.  ]3arin£p 
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Mdd  that  in  oommittee  he  had  objaeted  to  any  legislaiife  interfannoe 
with  the  employment  of  oapitaL  The  right  hon.  buonet  had  so  frimed 
hiB  xeflolutions  as  to  effect  beneficial  reralts  without  at  all  touching  on 
the  princinle.  To  the  xesolutions  he  had  not  the .  slu^htest  objection. 
They  afforded  a  remedy  in  accoidsnoe  with  the  wishes  of  the  pronrieton, 
and  made  no  attempt  to  control  them.  For  these  reasons  he  gare  nis  cor- 
dial concurrence  to  the  proposal  of  the  right  hon.  baronet. — ^Mx.  Bt.  Bemson 
regretted  that  in  the  course  of  last  summer  Parliament  had  not  attempted 
some  preliminary  interference  with  railway  sd&emes.  He  approred  of  usm 
resolutions^  becwise  they  would  enable  parties  to  wind  up,  and  the  sooner 
the  better.  Mr.  BrunelTi  statement  had  already  been  answered  by  the  hon. 
member  for  Sunderland ;  but  he  (Mr.  Denison)  would  add  that  he  had  been 
in  communication  with  persons  in  the  habit  of  contracting  for  railway  work, 
and  they  had  informed  lum  that  the  increase  would  be  10  to  16  per  ceni,not 
00  as  stated  by  Mr.  Brunei.  He  repudiated  Hkb  meisures  going  on  to  wind  up 
the  London  and  York  scheme,  and  pointed  out  the  operation  of  the  propoted 
resolutions. — ^The  Chancellor  of  the  Exchequer  remarked  that  though  iheir 
financial  difiiculties  from  the  extent  of  railroad  speculation  had  bMU  fore- 
seen by  those  who  had  directed  their  attention  to  the  subject,  yet  such  wai 
the  exaggerated  idea  entertained  of  the  extent  of  the  resources  of  the  coim- 
try,  that  it  was  necessary  to  permit  the  public  mind  to  cool  before  the 
Qovemment  could  adyantageously  interfere. — A  discussional  conTersation 
followed,  chiefly  between  Mr.  Gislxtme  and  the  SdUdtor-Gkoieral,  who  ssid, 
it  is  perfectly  clear  that  as  the  law  standi  a  person  who  has  purchased  sciio 
cannot  recover  back  from  the  original  allottee  tfie  price  he  may  have  |Mud 
lor  it.  If  he  has  given  his  money  for  scrip,  he  must  abide  by  the  bsigsin. 
— Mr.  O'Oonnell  adyocated  the  necessii^  oz  a  separate  tribunal  for  rsilwaji. 
He  supported  the  resolutions,  as  did  Mr.  Packe. — ^Lord  G.  Bentinck  denied 
that  tne  Government  ought  to  claim  credit  for  interfering  now  that  the 
people  were  sober,  seeing  that  thev  were  mainly  to  blame  for  their  intoxica- 
tion. They  had  stimulated  speculation  by  reducingthe  amount  of  the  de- 
posit required  by  the  Standm^  Orders ;  while  Sir  R.  Peel,  by  his  neecbes 
about  direct  lines,  and  his  oflSciating  at  the  opening  of  one,  handling  the 
silver  spade  and  the  mahogany  wheelbarrow,  had  greatly  encouraged  the 
madnessw— Mr.  Cardwell  replied,  that  if  the  Government  had  any  sbare  in 
makinff  the  people  railway  drunk,  it  was  because  their  financial  and  oom- 
mercial  measures  had  promoted  prosperity,  and  disengaged  capital,  thereby 
inciting  to  enterprise.—- Mr.  T.  Duncombe  remarked,  Uiat  at  all  events  the 
Government  were  not  to  blame  for  the  present  mania  of  obstruction,  by 
which  trade  and  commerce  were  kept  in  a  state  of  stagnation.  So  far  as 
zailroads  were  concerned,  they  did  not  go  far  enough  ;  they  ought  to  probe 
every  company  to  the  bottom,  in  order  to  ascertain  whether  it  were  a  bom 
Jide  or  a  mere  Stock  Exchange  scheme.  To  effect  this,  he  would  propose,  si 
an  additipn  to  the  resolutions  of  the  Government,  other  resolutions^  instruct- 
ing every  oommittee  on  railway  bills  to  ascertain  the  name&  residences, 
amount  of  shares,  and  a  variety  of  other  particulars,  as  set  forth  in  his  mo- 
tion. In  introducing  these  resolutions,  he  dwelt  at  some  length  upon  the 
0<2  <aptoiMJt<m  devices  which  had  been  resorted  to  for  Uie  purposes  of  en- 
trapping contributors  to  various  bubble  schemes.  The  clergy^  Mr.  Dun- 
eombe  complained, had  lent,  ta a  frightful  extent  their  sniritualinfluenoe, to 
vamp  up  various  illusory  scnemes,  and  the  laity,  led  by  the  example  of  their 
ehostlv  ^des,  had  fallen  into  .the  snare.  After  some  seneral  remarks  £rom 
Mr.  M.  Milnes,  and  some  personal  ones  from  Mr.  Disraeli, — ^Mr.  Bright 
pointed  out  to  Mr.  Disraeli  that  the  resolutions  proposed  by  the  Govern- 
ment^ instead  of  fettering  the  operations  of  capital,  were  rather  calculated  to 
set  it  free.  The  party  headed  bv  Lord  George  Bentinck  was  not  preciselv  en- 
tiUed  to  set  itself  up  as  an  authoritative  arbiter  on  all  Questions  of  gambling 
ipeculation. — Several  verbal  corrections  were  made  in  Mr.  Duncombe*s  reso- 
lutioDfly  which  were  ptMued  in  the  amended  sbfkpe.^(3^  p*  378.) 
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Afbxl  24:— Mr.  Spooner  mored  ihat  the  Oia$mnp  Ear^ur  Grand  June* 
tian  TemunHs  bill,  of  which  notice  of  Report  had  oeen  giTen  for  this  day.  be 
reported  this  day,  notwithstanding  the  resolution  of  the  House  of  the  7th 
daj  of  Aprils — ^Agreed  to. 

PUBLICATIOH  OF  SUBSOBIBBBS'  HAIIBS. 

Ifr.  Qibflon  Craig  has  moved  for  an  alphabetical  list  ^of  the  names, 
descriptions,  and  places  of  abode  of  all  persons  subscribing  to  the  amount 
of  S,000f.  and  upwards  to  any  railway  subscription  contract  deposited  in  the 
Private  Bill  Office  during  the  present  session  of  Parliament  showing  the 
amount  of  money  subscribed  by  each  person  for  erery  railwajr  to  whicn  he 
may  be  a  subscriber,  and  the  total  amount  of  such  subscriptions  by  each 
person.'*— The  same  was  ordered  on  the  2nd  inst. 

Mb.  MoBBiBoir*8  Gomams. 

The  fi>]lowing  circular  has  been  forwarded  to  all  the  railways  now  in 
operation : — 

Ordered, — ^That  there  be  laid  before  this  committee  a  return  firom  each 
lailwBy  company,  showing — 

1.  Tlie  length  of  the  main  line,  and  the  total  cost  of  constructing  the  same. 
A  statement  of  the  cost  under  the  following  heads,  vis. — 

a.  Cost  of  land,  or  sums  paid  for  land. 

b.  Cost  of  engineering,  or  sums  paid  to  the  engineers  employed  in  the 
laying  out  and  constructing  of  the  fine. 

c  Cost  of  parliamentary  expenses,  including  the  whole  sums  expended  in 
getting  the  Act  under  which  the  line  has  been  made. 

d,  SunB  expended  on  the  construction  of  the  works,  distinguishing  the 
cost  of  rails  from  the  other  expenses. 

«.  Cost  of  the  machinery,  such  as  locomotive  engines,  carriages,  trucks, 
hc^  employed  in  working  the  line,  as  well  for  the  conveyance  of  goods  as  of 
passengers. 

2.  A  statement  setting  forth  the  Acts  of  Parliament  or  authority  under 
which,  and  the  mode  in  which  the  capital  laid  out  on  the  main  line,  and  on 
the  machinery  for  working  the  sameu  has  been  raised ;  specifying  the  sums 
received  at  different  times  by  the  sale  or  allocation  of  shares,  by  loans,  and 
otherwise ;  and  specifying  the  rates  of  interest  annually  naid  on  the  loans, 
the  dates  when  the  loans  were  contracted,  and  the  penods  for  which  they 
were  contracted. 

3.  A  statement  of  the  rates  of  tolls  per  mile  authorized  in  the  Act  estab- 
lishing the  company  to  be  levied  on  tne  passengers,  and  on  the  various  de- 
scriptions of  animals  and  goods  conveyed  along  the  line  or  any  part  thereof. 

A  statement  showing  the  rates  of  charge  per  mile  that  have  actually  been 
levied  on  passenffers,  and  on  the  various  descriptions  of  animals  and  goods 
conveyed  by  the  line  since  its  opening ;  specifying  the  exact  periods  when 
any  alterations  (if  any)  have  been  made  in  such  rates  of  chiurge,  and  the 
extent  of  such  alterations. 

4.  A  statement  of  the  entire  expense  of  working  the  line  in  each  year 
since  opening,  so  far  as  ia  practicable ;  also  the  legaJ  and  parliamentary  ex- 
penses mcurrad  by  the  company^  specifyiof^  how  much  of  the  latter  in  each 
year  has  been  incurred  in  opposing  other  bnes. 

6.  A  statement  of  the  annual  expense  incurred  in  maintenance  of  way, 
showini^  iriiether  the  same  has  been  performed  under  contracts  and  if  so, 
spedfyiuR  the  duration  of  such  contract ;  and  showing  also,  wnether  any 
portion  of  that  expense,  and,  if  any,  how  much,  has  oeen  added  to  the 
capital  of  the  company. 

6.  A  statement  of  the  revenue  annually  derived  from  the  line,  distin- 
guishing the  amount  received  for  the  conveyance  of  passengers  from  that 
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received  for  tiie  oo&rey&nce  of  goods,  and  speciMiig  ihe  number  of  etch 
class  of  passengers  carried,  the  rates  at  which  the^  were  carried,  and  the 
revenue  annually  derived  from  each  olass ;  and  specifying  also  the  nmnber 
of  each  description  of  animals,  and  the  number  of  tons  of  goods  annually 
oonveved  along  the  line. 

7.  A  statement  showing  the  number  of  trains  per  diem  that  cany  third- 
class  passengers,  the  hours  at  which  such  trams  depart  from  each  terminus, 
the  rate  of  speed  per  hour  at  which  they  travel,  and  whether  the  caniages 
are  covered  and  provided  with  seats. 

8.  A  statement  showing  whether  the  company  has  carried  coal ;  and  if  it 
has  done  so,  showing  the  quantity  carried  each  year  since  the  opening  of  the 
line ;  and  whether  the  company  has  carried  it  in  their  own  tru^s,  or  al- 
lowed it  to  be  carried  by  other  parties,  charging  them  with  toll ;  and  the 
average  distance  to  which  coal  has  been  eonveyeid  along  the  line. 

9.  A  statement  showing  the  average  expense  per  mile  of  working  esch 
train,  (meaning  by  train  a  greater  or  less  number  of  carriages,  vans  and 
trucks  drawn  or  impelled  by  a  single  locomotive  engine,)  and  the  different 
rates  of  speed  at  which  the  different  trains  travel  along  the  line ;  diridn- 
guishing  the  cost  of  coke,  and  also  of  the  wear  and  tear  of  caniages  and 
engines  from  the  other  items  of  expense. 

10.  A  statement  showing  whether  the  charges  for  the  conveyance  of  goods 
on  the  line  are  uniform  to  all  parties  using  the  same ;  and  if  not,  specifying 
the  exact  nature  and  extent  of  the  differences  of  charge. 

11.  A  statement  showing  the  total  amount  of  the  public  and  parochial 
taxes  annually  paid  by  the  company. 

12.  A  statement  showing  wnether  the  company's  main  line  has  any 
branches  or  subsidiary  lines  attached  to  it ;  and  if  so,  stating  Uie  name  and 
length  of  each,  the  cost  of  constructing,  and  how  the  money  for  &e  flame 
was  raised,  as  fur  as  is  practicable. 

13.  A  statement  showing  whether  the  company's  main  or  any  of  its 
branch  or  subordinate  lines  has  been  extended ;  and  if  such  has  been  the 
case,  showing  the  length  and  cost  of  each  such  extension,  and  the  date  when 
it  was  opened. 

James  Mobbibov,  Chairman. 


OFFICIAL  PAPERS. 

CIROULAR  TO  THE  PROMOTERS  OP  PROJECTED  UNEa 

Office  of  Committee  of  Privy  Council  for  Tiade, 
Whitehall,  April  9, 1846. 
Sib, — I  am  directed  by  the  Lords  of  the  Committee  of  the  Privy  Coundl 
for  Tiade,  to  communicate  to  you  the  following  information,  with  a  view  to 
your  making  it  known,  with  the  least  fMssible  delay,  to  those  provisionally 
registered  railway  companies  to  which  it  relates.  It  is  the  intention  of  her 
Majesty's  government,  immediately  after  Easter,  to  propose  to  Parliaments 
bill,  to  enable  any  railway  company,  which  at  the  time  of  the passingof  the 
bill  shall  not  have  obtained  an  Act  of  Parliament,  to  disolve  itself,  by  the 
bill  it  is  intended  to  provide  for  the  calling  of  a  meeting  of  the  shareholders, 
either  by  the  mana^ng  body  or  by  a  given  numbor  of  shareholdeiSf  at 
which  meeting  it  is  intended  that  the  holders  of  a  majority  of  the  shares  in 
the  company,  or  the  holders  of  three-fifths  of  the  shares  l>elonging  to  thoso 
present  or  represented  by  proxy  at  the  meeting,  shall  have  Uie  power  to  de- 
termine upon  the  dissolution  of  the  company.    Due  provision  will  be  made 
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tv  ft  fofieittiit  imblic  notice  being  given  of  ihe  time  and  place  of  meeting, 
lad  of  ihe  mode  in  which  absent  ehareholden  are  to  M  lepreeented  by 
proxj.  Upon  the  disBolution  being  carried  at  the  meeting,  the  propwt^  of 
the  eompanj  is  to  become  rested  forthwith  in  certain  persons  to  be  appomt- 
•d  for  the  pnipose  of  winding  up  the  concern,  and,  after  dischargmg  the 
lialHlitieS)  lor  distributing  the  siurpluB.  The  actual  holders  of  scrip  ue  to 
be  taken  as  shaieholders  entitleo,  by  themselTes  or  their  proxies,  to  attend 
the  meeting.  Johk  LinvBx. 

F.  Rogers,  Bsq.,  &C.,  ftc,  &c, 

Joint-Stock  Oompanies'  Registry  Office, 
Sergeant's  Inn,  April  11, 1846. 
GbvtxiIICSN-— I  annex  a  co^y  of  a  letter  which  I  have  received  from  the 
Lords  of  the  Committee  of  Pnvy  Council  for  Trade^  and  which  I  am  directed 
to  communicate  to  such  provisionally  registered  railway  companies  as  it  may 
concern.  I  forward  it  to  you,  as  I  ao  not  perceive  that  your  company  has 
notified  to  this  office  either  its  dissolution  or  its  incorporation  by  Act  of 
Purliament.    I  am,  ^c, 

Fbsdbbick  Rooebs,  Registrar  of  Joint  Stock  Companies. 

rUWr  BBPOBT  f ROM  THB  SELICT  COXXITTBB  OH   AAXLWAYS  AJfl)  CANALS 
AMALGAMATION. 

Toor  Committee,  in  discharging  the  duty  imposed  upon  them,  have  in  the 
first  instance  applied  themselves  to  the  task  of  ascertaining  how  many  of 
the  railway  and  canal  bills  now  before  Parliament  contain  clauses  involving 
the  principle  of  amalgamation. 

Owing  to  the  circumstance  that  several  of  them  are  still  awaiting  the 
pieliminaiy  investigation  of  the  committees  on  Standing  Ohrders,  and  nave 
not  yet  been  fonnaUy  introduced  into  the  House,  and  that  the  Irish  Rail' 
Wiv  Bills  have  been  commenced  in  the  House  of  Lords,  it  has  been  found 
dimeolt)  if  not  impossible,  to  form  a  correct  estimate  of  their  number ;  but, 
making  allowance  for  error,  and  exclusive  of  the  Irish  bills,  it  may  be  stated 
thit  they  amount  to  about  161  for  Sngland,  and  about  66  for  Scotland. 
Of  this  number,  37  are  bills  for  the  amalgamation,  bv  purchase,  lease,  or 
otherwise,  of  existing  railway  oompanies  with  each  other.  32,  of  ndlways 
with  canals  ;  166  for  the  formation  of  new  lines,  and  their  amal«miation 
with  existing  companies  or  with  each  other.  Amongst  the  last  wiUoe  found 
hills  contaimng  clauses  which  give  a  general  power  of  leasing  the  toUs,  or 
leism^  or  selUng  the  works  or  lines,  with  the  view  of  effectmg  an  amal- 
gamation at  some  future  time  with  any  company  or  companies  which  may 
he  disposed  to  take  advantage  of  the  power  so  given.  Also  bills  which,  con- 
teidng  clauses  with  a  somemat  similar  object,  are  however  restricted  to  the 
option  of  two  or  more  companies  therein  specified.  In  addition  to  and  not 
indnded  in  the  above  list,  there  are  several  biUs  in  which  powers  are  taken 
^  existing  companies  to  contribute  to  the  funds  for  the  execution  of  the 
works  of  new  lines  ;  thereby  securing,  in  proportion  to  the  sum  subscribed, 
a  penmment  mfluence  in  the  fiiture  management  of  the  oompanjr.  Looking 
to  the  number  of  these  bills,  and  to  the  fkct  that  a  great  proportion  of  them 
We  been  already  grouped,  and  submitted  by  the  House  to  select  committees 
^  the  consideration  of  their  merits,  and  that  some  of  them  are  advanced 
^▼en  to  another  stage,  your  Committee  have  felt  bound  to  come  to  an  early 
^lecision  as  to  the  course  which  it  would  recommend  the  House  to  pursue  in 
i^entect  of  them. 

After  the  best  deliberation  which  the  time  permitted,  it  has  been  thought 
^  the  whole  most  advisable,  with  a  view  to  avoiding  inconvenient  obstruc- 
tion to  the  business  before  committees,  not  to  interfere  more  than  is  ab- 
solntely  necessary  witli  their  present  progress ;  and  that  your  Committee, 
taking  advantage  of  such  information  as  could  be  the  most  easily  and  readily 
obtained,  should  at  once  suggest  such  regulations  for  the  guidance  of  select 
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oonmutte^B  u  they  boliete  may  be  eafdy  and  benefieiany  adopted,  tn^ 
which  would  tend  in  a  great  measorcL  though  not  altogether,  to  tke  attoin- 
ment  of  the  object  of  the  House  in  reramng  this  matter  to  them.  In  oomiiiff 
to  this  deteimmation,  they  have  borne  in  mind  thatadauflemaTbeinMrted 
in  every  railway  bill,  subjecting  the  raomoteiB  to  such  additional  enaotments 
as  Parliament  may  on  fiuiher  consiaeration  deem  expedient. 

On  taking  a  general  view  of  the  various  projects  of  amalgamation,  your 
Committee  were  at  once  struck  with  the  general  tendency  on  the  part  ii  all 
the  principal  railway  companies  to  extend  their  operations,  and  to  unite  as 
large  a  proportion  as  possible  of  the  carrying  trade  of  their  respective  dis- 
tricts under  their  own  control  and  management.  Your  Committee  have 
taken  evidence  on  several  schemes  of  amalgamation,  in  order  to  illustrate 
this  tendency  ;  and  without  invidiously  selecting  one  out  of  a  great  num- 
ber, it  may  be  sufficient  to  state  that  some  of  them  are  so  extensive  in  their 
combination,  that  they  may  be  said  to  secure,  if  not  a  monopoly,  at  least  an 
almost  overwhelming  influence  in  those  districts  of  the  country  embraced 
within  their  limits. 

Under  such  circumstances  it  appears  to  your  Committee  to  be  the  impera* 
tive  duty  of  Parliament  to  oonsicler  well  and  carefully  the  probable  result  of 
these  great  combinations,  and  (if  they  should  be  consented  to^  the  nature  and 
extent  of  the  privileges  which  should  be  intrusted  to  the  directing  body  of 
each. 

Your  Committee  are  by  no  means  disposed  to  regard  witii  undue  jealousy 
the  j^rindple  of  amalgamation.  The  benefits  arising  from  it,  if  conducted 
witmn  proper  limits  and  under  iudidous  roj^pilations,  are  indisputable.  It 
enables  companies  to  conduct  their  operations  with  less  expense  to  themr 
selves,  and  consequently  witii  diminished  charges  to  the  pubbc ;  it  oondnoei 
to  better  arrangements  and  more  efficient  control,  and  thereby  to  greater 
speed,  and  at  the  same  time  to  increased  safely  to  life  and  to  proper^.  It 
enables  companies  coi^ointly  to  j^rovide  that  mcrease  of  acoammodation  for 
the  public  at  their  tenninaf  stations,  and  in  their  general  eetablishmeat, 
which  many  of  them  could  not  separately  afford.  It  also  enables  mall  com- 
panies, whose  lines  are  worked  at  great  expense,  to  obtain  the  benefits  of 
cheapness  and  general  arrangement  which  are  enjoyed  by  lines  of  greater 
extent.  The  above  are  advantages  of  no  small  importance,  especially  in  the 
more  populous  districts  of  the.  countrr,  where  tne  junction  of  numerMU 
lines,  under  different  management,  tends  to  expense,  obstruction  and  con- 
iuBion,  and  danger  to  life  and  property.  On  the  other  hand,  it  is  eijuslly 
manifest^  that  if  carried  beyond  certain  limits,  and  espedaUy  if  not  subjected 
to  proper  regulation  and  control,  amalgamation  must  neoessazily  have  a 
directly  opposite  tendency  in  each  and  every  respect.  It  might  greatly 
diminish  ^e  inducements  to  a  low  rate  of  fazee,  or  to  the  adoption  m 
new  improvements ;  it  might  tend  to  a  laxity  of  discipline  and  decreased 
attention  to  public  accommodation ;  and  in  various  o^er  ways  injuriously 
affect  the  puolic  interests.  Indeed,  past  experienoe  affords  sufficient  and 
convincing  proof  that  while,  in  some  instances,  amalgamation  of  railway! 
has  been  mllowed  by  diminished  rates  of  carriage  and  increased  aooommo- 
dation,  in  others  the  result  has  been  directly  the  reverse. 

It  would  not  have  been  possible  for  your  Committee,  without  causing  much 
delay  and  public  inconvenience,  to  examine  into  the  merits  of  these  various 
schemes  of  amalgamation :  they  have  therefore  directed  their  chief  attention 
to  the  question,  whether  any  general  rules  could  be  laid  down,  applicable  to 
the  system,  which,  without  fettering  the  judgment  of  select  committees, 
might  conduce  to  a  greater  uniformity  of  decision,  to  a  stricter  examination 
into  the  bills  brought  under  consideration,  and  at  the  same  time  to  prevent 
undue  advantage  being  taken  of  any  increased  powers  and  privileges  which 
it  might  be  thought  proper  to  grant.  With  this  object,  your  (Xonmittee 
have  given  an  early  and  attentive  perusal  to  the  Rep^  upon  this  subject^ 
which  was  made  by  the  Railway  Department  of  the  Board  of  Trade,  on  the 


7ih  of  Maj,.1845.  To  the  viu;ge8tionB  and  to  i^e  opinions  exprofited  in  that 
Report,  ^ooT  Committee  are  £spo8ed  to  give  their  general  concurrence ;  and 
in  presnng  it  earnestly  on  the  congideiation  of  memben ,  they  deem  it  ne- 
oeasuy  to  make  only  a  few  additional  remarks,  most  of  which  have  been 
sumsted  by  experience  deriyed  subsequently  to  its  publication. 

m  the  first  place,  then^  they  beg  to  call  the  attention  of  the  House  to  the 
genenJ  principles  tiierem  propounded  for  regulating  its  decisions  on  amal- 
gamation bills ;  and  with  a  view  to  carrying  out  in  detail  some  of  those  prin- 
ciples they  recommend — 

That  ''general  powers  of  granting  olr  accepting  a  lease  or  sale  of  a  railway 
or  canal,  or  of  otherwise  meiging  the  independence  of  one  company  in  another 
not  name^  should  not  be  aflowed  to  be  mserted  in  any  bill. 

"  SeconiUy,  that  the  same  rule  be  applied  to  all  bills  which  contain  clauses 
enabling  the  companies  M>  loase  or  sell  their  tolls  or  works  to  any  one  of  a 
nmnber  of  railway  companies  therein  specified. 

^  Thirdly,  that  a  clause  be  inserted  in  each  bill  subjecting  all  the  parties 
hiToWed  in  it  to  all  general  railway  acts. 

« fourthly,  that  in  all  instances  in  which  railway  companies  propose  to 
take  powers  of  amalgamation,  the  rates  and  tolls  of  the  amalgamated  com- 
panies should  be  subjected  to  revision." 

At  the  present  time,  owinja^  in  some  instances  to  a  system  of  low  fares 
bemg  found  most  profitable,  in  others  to  actual  or  threatened  competition, 
the  maTimnm  rates  or  tolls  hitherto  imposed  by  Parliament  has  not  been 
generally  required  as  a  limitation.  It  is  manifest,  howeyer,  that  if  a  system 
of  amalgamation  is  to  be  eztensiyely  adopted,  the  latter  inducement  to  low 
charges  will  be  materially  dimimshed,  if  not  altogether  done  away  with. 

It  would  be  impossible  to  lay  down  any  prease  rule  for  the  guidance  of 
the  House  in  this  respect,  which  would  not  be  subject  to  numerous  excep- 
tions ;  the  decision,  tnerefore,  as  to  the  exact  limitation  of  fares  must  at 
present  be  left  to  the  discretion  of  each  committee,  to  be  applied  according 
to  the  merits  of  each  separate  case.  It  ought,  howeyer.  iJways  to  be  borne 
in  mind  that  the  effect  of  amaJmmation  is  to  diminish  tne  expense  of  work- 
ing and  managing  railways,  and  thereby  to  enable  the  proprietors  to  secure 
a  greater  pnmt  on  their  existing  traffic ;  and  in  this  yiew  of  the  case  it 
might  be  taken  as  a  general  rule,  subject  to  special  exceptions,  that  the 
maximum  of  rates  and  tolls  combined  ought  not  to  exceed  the  lowest  rates 
which  had  been  previously  demanded  and  received  by  the  respective  com- 
panies. It  will  apubtleesly  be  found  impossible  to  adhere  rigidly  to  this 
rule  in  all  cases.  Circumstances  peculiar  to  a  particular  ndlway  may  render 
it  desirable  that  rather  a  wider  limit  should  be  allowed ;  but  yoiur  com- 
mittee are  confident  that  in  a  far  greater  number  of  instances,  especially  in 
those  of  extensive  combinations  and  of  large  companies,  the  limitation  which 
they  have  su^ested  would  be  found  to  fall  short  o^  rather  than  to  exceed, 
that  which  might  be  iustly  imposed,  with  a  due  regard  to  the  interests  of 
the  shareholders  on  the  one  hand,  and  of  the  pubuc  on  the  other.  Your 
Conunittee,  therefore,  recommend  that  select  committees  appointed  for  the 
consideration  of  these  bills  should  impose  a  new  limitation  of  tolls  and  fares, 
and  specially  report  any  circumstance  which  may  lead  them  to  allow  any 
increase  of  the  rates  previously  received. 

There  are  several  instances  now  before  Parliament  of  two  or  more  com- 
panies applying  for  powers  of  amalgamation,  whose  respective  rates  and 
charges  vary  in  amount. 

Tour  Ck)mmittee  submit  that  it  should  be  the  duty  of  select  committees 
in  these  cases  to  exercise  much  care  in  the  adjustment  and  substitution  of 
a  "^aTJmum  rate. 

Your  Committee  would  strongly  urge  upon  the  attention  of  the  House  the 
charges  made  for  the  conveyance  of  coals ;  their  cheapness  being  of  para- 
mount importance  to  the  manufacturing  and  commercial  interests  or  this 
country.    A  glance  at  the  proposed  amalgamations  in  the  neighbourhood  of 
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ilie  graai  ooftl  and  manufiM^fciiring  diBtrioU^will  aioneemi^^gefiihiiif  thd 
present  oompetition  is  to  be  diminJHhed,  on  which  alone  the  puUic  havt  to 
lely  as  a  security  against  high  chaiges,  it  is  absolutelv  necessaxy  that  a  new 
limitation  of  rates  should  be  imposed,  at  once  equal  to  all  puties^  and  ai 
low  as  is  consistent  with  justice. 

With  a  view,  to  affording  the  House  the  fullest  information  as  to  the 
g^unds  on  which  committees  have  founded  their  dedsions,  it  would  be  de- 
sirable that  a  schedule  be  appended  to  each  report^  Riving,  under  the  vaiious 
heads  of  traffic,  the  lowest  amount  of  charges  made  by  tSok  companT  duiing 
the  two  preceding  years,  and  the  miikimuni  of  those  which  are  allowed  in 
the  bill  to  the  amalgamated  companies. 

Having  thus  referred  to  the  case  of  legisUtiye  amalgamations,  your  Coixh 
mittee  feel  that  they  ought  not  to  omit  to  notice  that  such  important  lines 
of  railway  ori{;inally  formed  by  independent  compajiies,  and  with  respect  to 
which  no  legislative  amalgamation  nas  yet  been  proposed,  are  at  present 
practically  under  the  same  control  and  management ;  and  so  long  as  these 
parties  feel  it  to  be  their  interest  to  combine,  all  the  evils  to  be  apprdiended 
mm  amalgamation  may  be  produced  by  private  azrangemenis  between 
them.  It  is  true  that  such  arrangements  cannot  acquire  a  permuient  eha* 
racter  without  the  sanction  of  Parliament ;  but  on  the  other  hand  they 
enable  the  parties,  by  avoiding  an  application  to  Parliament^  temponrily  to 
escape  the  necessity  of  submittins  to  those  provisions  wuch  Parliament 
may  see  fit  to  impose  for  the  benefit  of  the  public  as  the  condition  of  amal- 
gamation.  Tour  Committee  have  felt  it  their  duty  to  advert  to  this  point 
as  one  requiring  serious  consideration ;  although  diey  are  not  yet  nrepand 
to  make  any  definite  suggestion  for  the  purpose  of  averting  any  evils  which 
might  arise  from  an  abuse  of  the  power  denved  from  these  private  anange- 
mentfl. 

Your  Gommittee  trust  that  the  rules  which  they  have  suggested  may 
assist  the  Select  Committee  on  Railway  Groups  in  their  delibmtioiu^  and 
mav  contribute  to  the  uniformity  of  their  decisions. 

As  regards  the  amalgamation  of  railways  with  canals,  your  Committee 
have  not  been  able  as  yet  to  obtain  sufficient  information  to  justify  them  in 
offering  any  definite  suggjestions ;  but  they  propose  immediatdjr  after  the 
recess  to  enter  more  fully  into  that  important  branch  of  the  subject. 

APPENDIX. 

Extract  from  the  Report  of  the  Railway  Department  of  the  Board  of 
Trade  on  proposed  Amalgamations  of  Railways ;  dated  Railway  Depart* 
ment,  Board  of  Trade,  Whitehall,  May  7, 1846. 

The  present  unsettled  state  of  the  railway  system,  when  almost  every 
day  brings  forward  some  proposal  for  a  new  railway,  or  some  new  combina- 
tion among  existing  interests,  renders  it  peculiarly  undesirable  that  perma- 
nent amalgamations  should  oe  precipitateljr  allowedL  unless  in  cases  where 
the  advantage  to  the  public  is  perfectly  numifest.  These  observations  apply 
principally  to  the  case  of  amalgamations  between  railways  which  have  hoea 
originally  projected  and  sanctioned  as  independent  undertakings.  There  is 
another  class  of  cases  where  new  lines  are  brought  forward  by  the  aid  of, 
and  in  alliance  with,  existing  companies,  who  subscribe  a  portion  of  the 
capital,  and  guarantee  a  certain  return  upon  it,  and  take  powers  to  lease  or 
purdiaee  the  line  when  made.  In  such  cases  it  is  evident  that  greater  lati- 
tude must  be  allowed,  as  otherwise  the  inducement  to  the  existing  company 
to  support  the  new  line  would  be  in  a  great  measure  withdrawn,  and  in 
many  cases  the  undertaking  could  not  otherwise  be  supported.  In  such 
cases  it  would  appear  to  be  fair  to  allow  an  existing  company  promoting  a 
line  sanctioned  as  an  useful  undertaking,  in  exchange  for  a  guarantee  on 
their  part  to  complete  what  they  undertake,  to  purchase  or  amalgamate 
with  tnemselves  such  small  lines  as  may  be  considered  natural  branches  of 
the  parent  line,  and  to  lease  for  a  long  period  such  larger  schemes  as  they 
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hkje  pMmoiacL  Where  soeh  new  ■ehemes,  however,  are  of  miffieienl;  mag- 
nitade  to  BUpport  thenuelyes  independently,  and  are  not  so  Ultimately  oon^ 
nected  with  the  parent  line  as  to  be  necessarily  worked  along  with  it,  it 
Duy  in  some  cases  be  adyisable  to  make  some  provision  for  the  existence  of 
a  dome  of  independence  and  local  management  in  the  new  concern ;  and 
aUo  for  limiting  the  period  during  which  the  union  of  interest  is  to  exist 
without  the  necessity  of  a  fresh  application  to  Parliament.  We  refrain, 
bowefer,  from  entermg  more  particularly  upon  the  details  of  such  cases, 
once  they  are  necessanly  brought  fully  under  the  co^^nizance  of  the  com- 
mittee on  each  bill,  in  the  course  of  tne  general  investigation  of  the  merits 
of  the  projected  lines  which  it  is  proposed  to  amalgamate  with  existing  com- 
panies ;  and  we  shall  confine  our  observations  more  especially  to  those  in 
which  the  amalgamation  of  existing  independent  companies  is  proposed,  and 
in  which  the  b€ttrin|^  of  the  case  upon  public  interests  are  not  necessarily 
hrotight  under  consideration  by  opposing  parties.  With  re^urd  to  these,  we 
incline,  under  present  circumstances  and  on  the  whole,  to  the  opinion  that 
such  imalsamations  should  only  be  allowed  where  there  is  a  natural  and 
manifest  identity  of  interest  for  public  purposes  amon^  the  different  por- 
tions of  railway  which  seek  to  unite  into  one  whole.  For  mstance,  when  two 
or  more  lines  form  continuous  portions  of  what  is  evidently,  for  permanent 
public  purposes,  one  great  line  of  communication,  or  whenever,  in  fiict,  there 
can  be  no  reasonable  doubt  that,  if  the  whole  system  were  now  proposed  for 
the  first  time,  an  inte^^ral  scheme  would  obtain  a  preference  over  senarate 
and  unconnected  portions,  we  think  that  the  benefits  which  we  have  already 
pointed  out  as  likely  to  ensue  from  unity  of  management,  may  be  considered 
ai  sufficient  to  justify  the  sanction  of  amalgamation  under-  proper  guaran- 
tees and  conditions.  But  where  there  is  any  appearance  of  any  conflict  pf 
interest  between  the  companies  proposing  to  amalgamate  and  the  public, 
and  if  there  be  any  reason  to  suspect  that  the  amalgamation  is  sought  as  a 
defensive  measure  to  ward  off  legitimate  competition,  or  to  prevent  new  and 
useful  projects  from  beinff  brought  forward,  it  appears  to  us  veir  undesirable 
that  amalgamation  should  be  permitted.  And  even  in  cases  where  there  is 
no  very  evident  interest  adverse  to  the  public  at  the  present  m<Hnent,  but 
where  there  is  no  such  natural  identity  of  interest  as  properly  to  unite  the 
lines  proposing  to  amalgamate  into  one  whole,  we  think,  that  having  regard 
to  the  present  fluctuating  state  of  railway  afiairs,  it  would,  eenerally  speak« 
ing,  be  more  prudent,  at  any  rate  for  the  present,  to  pause  before  sanction- 
ing guch  proposals,  and  uniting  irrevocably,  or  for  long  periods,  companies 
whose  remtions  to  one  another  might  in  a  few  montiis  nave  heea  entirely 
dunged,  or  which  might  be  discovered  to  have  some  unforeseen  interests 
Mlverse  to  those  of  the  public.  We  are  the  more  inclined  to  recommend  this 
ooune,  as  no  great  evil  coidd  result  from  the  postponement  of  such  amalga» 
mations  for  a  year  or  two,  by  which  time  further  experience  will  have  b^n 
guned,  both  of  the  true  interests  and  relations  of  the  company  and  of  the 
public,  as  well  as  of  the  efiicacy  of  any  legislative  provisions  against  undue 
monopoly.  In  the  present  state  of  experience,  it  would  hardly  be  wise  to 
tnist  much  to  such  provisions,  unless  in  cases  where  they  shall  be  se* 
oonded  by  an  obvious  coincidence  of  interest  between  the  company  and  Uie 
public.  There  is  also  reason  to  believe,  that  many  of  the  benefits  sought  for 
by  amalgamation  may  be  obtained  without  unions  of  this  permanent  cha* 
'acter,  by  mileage  arrangements,  arran^ments  for  the  supply  of  locomotive 
power,  and  others  of  a  similar  description,  which  would  not  be  open  to  the 
same  objections ;  and  this,  in  our  opimon,  lorms  another  reason  why,  in  cases 
which  are  at  all  doubtful,  the  more  prudent  course  would  be  to  postpone,  for 
^^0  present  the  concession  of  powers  to  carry  into  effect  lasting  amaJgamar 
tions. 

MA.  XOVrATT'S  DBPOSIT  BILL  AS  AHKrniD. 

A  Bill  (as  amended  by  the  Committee)  to  amend  an  Act  of  the  second  year 
ofher  present  Majesty,  for  providing  for  the  custody  of  certain  Monies 
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.    paid  in  ptmniance  of  the  Staadiiig  Qrden  of  eiiher  House  ht  PiriiineDi, 

Dj  subBmbers  to  certain  works  or  undertakings  to  be  effected  under  the 

authority  of  Parliament. 

Monies  already  paid  in  to  he  dealt  with  as  directed  by  former  Actr^ 
Whereas  an  Act  was  passed  in  the  second  year  of  the  reign  of  her  present 
Majesty  Queen  Victoria,  intituled,  ''An  Act  to  provide  for  the  custody  of 
certain  Monies  paid  in  pursuance  of  the  Standing  Orders  of  either  House  of 
Parliament,  by  subscribers  to  works  or  undertakings  to  be  effected  under  the 
authority  of  Parliament.'*  And  whereas  it  is  expedient  that  the  said  Act 
should  l>e  repealed,  and  should  be  re-enacted,  with  such  modifications,  ex- 
tensions, and  alterations  as  after  mentioned  ;  be  it  therefore  enacted  by  the 
Queen's  most  excellent  Majesty,  by  and  with  the  adyice  and  consent  of  the 
Lords  Spiritual  and  Temporal,  and  Commons,  in  this  present  Parliament  as- 
sembled, and  by  the  authority  of  the  same,  tnat  the  said  Act  shall  be  and  is 
herebj^  repealed :  proTided  always,  that  acts  done  imder  the  proyisions  of 
the  said  Act  shall  be  good,  yalid,  and  effectual  to  all  intents  and  purpoaesL 
and  that  all  sums  of  money  paid  under  the  proyisions  of  the  said  Act  shall 
be  dealt  with  in  all  respects  as  if  this  Act  bad  not  been  passed. 

Avihoriiy  to  make  Depoiits.'^And  be  it  enacted,  that  in  all  cases  in  which 
any  sum  of  money  is  required  by  any  Standing  Order  of  either  House  of 
Parliament,  either  now  in  force  or  hereafter  to  oe  in  force^  to  be  deposited 
by  the  subscribers  to  any  work  or  undertaking  which  is  to  be  executed  under 
the  authority  of  an  Act  of  Parliament,  if  the  director  or  person  or  directon 
or  persons  haying  the  management  of  the  affairs  of  such  work  or  imdertak- 
inp^,  not  exceeding  fiye  in  number,  shall  apply  to  the  chairman  of  the  com- 
mittees of  the  House  of  Lords,  with  respect  to  any  such  money  required  bj 
afty  Standing  Order  of  the  Lords  Spiritual  and  Temporal  in  Parliament  as- 
sembled, or  to  the  diief  clerk  of  the  Priyate  Bill  Office  of  the  House  of  Com- 
mons, with  respect  to  any  such  money  required  by  any^  Standing  Order  of 
the  Commons  in  Parliament  assembled  to  be  deposited,  it  shall  be  lawful  for 
such  chairman  or  such  chief  clerk,  by  warrant  or  order  under  his  hand,  to 
direct  that  such  sum  of  money  shall  be  paid  in  manner  hereinafter  men- 
tioned :  that  is  to  say,  into  the  Bank  of  England,  in  the  name  and  with  the 
privity  of  the  Accountant-General  of  the  Court  of  Chancery  in  England,  if 
the  work  or  undertaking  in  respect  of  which  the  sum  of  money  is  reauired 
to  be  deposited  is  intended  to  be  executed  in  that  part  of  the  United  King- 
dom cuied  Engluid,  or  into  any  of  the  banks  of  Scotland  established  bf 
Act  of  Parliament  or  royal  charter,  in  the  name  and  with  the  privity  of  the 
Queen's  Remembrancer  of  the  Court  of  Exchequer  in  SootIan<(  at  the  option 
of  the  person  or  persons  making  such  application  as  aforesaid,  in  case  sacfa 
work  or  undertaking  is  intend^  to  be  executed  in  that  part  of  the  United 
Kingdom  called  Scotland  ;  or  into  the  Bank  of  Ireland,  in  the  name  and 
with  the  privity  of  the  Accountant-General  of  the  Court  of  Chancery  in  lie- 
land,  in  case  such  work  or  undertaking  is  intended  to  be  made  or  executed 
in  that  part  of  the  United  KAigdom  called  Ireland  ;  and  such  warrant  or 
order  shall  be  a  sufficient  authority  for  the  Accountant-General  of  the  Court 
of  Chancery  in  England,  the  Queen's  Remembrancer  of  the  Court  of  Ex- 
chequer in  Scotland,  and  the  Accountant-General  of  the  Court  of  Chancery 
in  Ireland,  respectively  to  permit  the  sum  of  money  directed  to  be  paid  by 
such  warrant  or  order  to  be  placed  to  an  account  opened  or  to  be  opened  in 
his  name  in  the  bank  mentioned  in  such  warrant  or  order. 

Payment. — ^And  be  it  enacted,  that  it  shall  be  lawful  for  the  person  or  per- 
sons named  in  such  warrant  or  order,  or  the  survivors  or  survivor  of  them, 
to  pay  the  sum  mentioned  in  such  warrant  or  order  into  the  bank  mentionea 
in  such  warrant  or  order,  in  the  name  and  with  the  privity  of  the  officer  or 
person  in  whose  name  such  sum  shall  be  directed  to  be  paid  by  such  wairant 
or  order,  to  be  placed  to  his  account  there,  e.v  parte  the  work  or  undertaking 
mentioned  in  such  warrant  or  order,  pursuant  to  the  method  prescribed  hj 
any  Act  or  Acts  for  the  time  being  in  force  for  regulating  monies  paid  into 
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Uie  Mid  courtfly  and  pursuant  to  the  general  orders  of  the  said  courts  re- 
spaettTol^,  and  without  fee  or  reward  ;  and  every  such  sum  so  paid  in,  or 
tne  seeuntaes  in  or  upon  which  the  same  may  be  invested  as  hereinafter  men- 
tioned, or  the  stocks,  funds,  or  securities  authorized  to  be  transferred  or  de- 
pofiitM  in  lieu  thereof  as  hereinafter  mentioned,  shall  there  remain  imtil 
the  same^  with  all  interest  and  dividends,  if  anjr,  accrued  thereon,  shall  be 
paid  out  of  such  bank,  in  pursuance  of  the  provisions  of  this  Act :  provided 
always,  that  in  case  any  such  director  or  person,  directors  or  persons, 
haviiur  the  management  of  any  such  proposed  work  or  undertaking  as  afore- 
said, tfkall  have  previously  invested  in  the  three  per  centum  cons^dated  or 
the  three  per  centum  reduced  bank  annuities.  Exchequer  bills  or  other  go- 
vernment securities^e  sum  or  sums  of  money  required  by  any  such  Stand- 
ins  Order  of  either  House  of  Parliament  as  aforesaid  to  be  deposited  by  the 
subeciibers  to  any  work  or  undertaking  which  is  to  be  executed  under  the 
authority  of  an  Act  of  Parliament^  it  shall  be  lawful  for  the  person  or  per- 
sons named  in  such  warrant  or  oider,  or  the  survivors  or  survivor  of  them, 
to  deposit  such  Exchequer  bills,  or  other  government  securities,  in  the  bank 
mentioned  in  such  warrant  or  order,  in  the  name  and  with  the  privity  of 
the  officer  or  person  in  whose  name  such  sum  shall  by  such  warrant  or  order 
be  directed  to  be  pud,  or  to  transfer  such  government  stocks  or  funds  into 
the  name  of  the  officer  or  person  ;  and  such  transfer  or  deposit  shall  be  di- 
rected by  the  said  chairman  of  committees,  or  the  said  chief  clerk,  as  the 
case  niAy  be,  in  lieu  of  so  much  of  the  sum  ot  money  required  to  be  deposited 
as  aforesaid,  as  the  same  Exchequer  bills  or  other  government  st^ks  or 
funds  will  extend  to  satisfy,  at  the  price  at  which  the  same  were  originally 
purchased  by  the  said  person  or  persons,  director  or  directors,  as  aforesaid, 
such  price  to  be  proved  by  pnxluction  of  the  broker's  certificate  of  such 
orifi;inal  purchase. 

7nve9im€nt, — ^And  be  it  enacted;  that  if  the  person  or  persons  named  in 
such  warrant  or  order,  or  the  survivors  or  survivor  of  them,  desire  to  have 
invested  any  sum  so  paid  into  the  Bank  of  England  or  the  Bank  of  Ireland, 
or  any  interest  or  mvidend  which  may  have  accrued  on  any  stocks  or  se- 
curities so  transferred  or  deposited  as  aforesaid,  the  court,  in  the  name  of 
whose  Aecountant-General  the  same  may  have  been  paid,  may,  on  a  petition 
presented  to  such  court  in  a  simunary  way  4>y  him  or  them,  order  that  such 
sum  or  such  interest  or  dividends  shall,  until  the  same  be  paid  out  to  the 
parties  entitled  to  the  same  in  pursuance  of  the  Act,  be  laid  out  in  the  three 
per  cent,  consolidated  or  three  per  cent,  reduced  bank  annuities,  or  any 
govenmient  security  or  securities,  at  the  option  of  the  aforesaid  person  or 
persons,  or  the  survivor  or  survivors  of  them. 

Re^payment. — And  be  it  enacted,  that  on  the  termination  of  the  session  of 
Parliament  in  which  the  petition  or  bill  for  the  purpose  of  making  or  sanc- 
tioning any  such  work  or  undertaking  shall  have  been  introduced  into  Par- 
liament, or  if  such  petition  or  bill  shall  be  rejected  or  finally  withdrawn  by 
some  proceeding  in  either  House  of  Parliament,  or  shall  not  be  allowed  to 
proceed,  or  if  uie  person  or  pmons  by  whom  the  said  money  was  paid  or 
security  deposited  shall  have  failed  to  present  a  petition,  or  if  an  Act  be 
passed  authorizing  the  making  of  such  work  or  undertaking,  and  if  in  any  of 
the  fore^ing  cases  the  person  or  persons  luimed  in  such  warrant  or  order,  or 
the  survivors  or  survivor  of  them,  or  the  majority  of  such  persons,  apply  by 
petition  to  the  court  in  the  name  of  whose  Accountant-Genend  the  sum  of 
money  mentioned  in  such  warrant  or  order  shall  have  been  paid,  or  such 
Exchequer  bills,  stocks  or  funds  shall  have  been  deposited  or  transferred  as 
aforesaid,  or  to  the  Court  of  Exchequer  in  Scotland,  in  case  such  sum  of 
money  shall  have  been  paid  in  the  name  of  the  said  Queen's  Remembrancer, 
the  court,  in  the  name  of  whose  Accountant-QenenJ  or  Queen's  Remem- 
brancer such  sum  of  money  shall  have  been  paid,  or  such  Exchequer  bills, 
stocks,  or  funds  shall  have  oeen  deposited  or  transferred,  shall,  by  order,  di- 
rect the  sum  of  money  paid  in  pursuance  of  such  wanant  or  order,  or  the 
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atockB,  fiindg.  or  securitieB  in  or  upon  which  &6  nine  may  have  beta  in- 
veetedy  and  tne  interest  or  diTidenos  thereof  or  the  Bxchequer  hills,  stodci 
or  ^nds  so  deposited  or  transfeited  as  aforesaid,  and  the  interest  and  di' 
ridends  thereof,  to  be  paid  or  transferred  to  the  party  or  parties  so  i^plThic, 
or  to  any  other  person  or  persons  whom  they  may  appoint  in  that  braalf; 
but  no  such  order  shall  be  made  in  the  ease  of  any  suoh  jwtition  or  bill  be- 
inff  rejeoted  or  not  being  allowed  to  fwoeeed,  or  being  withdrawn  or  sot 
bemg  presented,  or  of  an  Act  being  passed  authorizing  the  makine  of  such 
work  or  undertaking,  unless  the  production  of  the  certificate  of  tne  Ohsir- 
man  of  Oommittees  of  the  House  of  Lords  with  reference  to  any  proceeding  in 
the  House  of  Lords,  or  of  the  Speaker  of  the  House  of  Oommons  with  i^- 
ence  to  any  proceeoings  in  the  House  of  Commons,  that  the  said  petition  cr 
bill  was  rejected  or  not  allowed  to  raoceed,  or  was  withdrawn  during  its 
passage  through  one  of  the  Houses  of  jParliament,  or  was  not  presented,  or 
that  such  Act  was  passed,  which  certificate  the  said  Chairman  or  Speaker 
shall  fprant  on  the  application,  in  writing,  of  the  person  or  persons,  or  the 
majority  of  the  persons  named  in  such  warranty  or  the  surriTor  or  surriTors 
of  them. 
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COKSXNT  KBOSttABT  VO  PBOOIMV  OT  WMSHU 

RoLXiS  Court,  March  S8.^Gray  o.  the  Liverpool,  Bolton  and  Buy.— Tlie 
object  of  the  motion  was  to  restram  the  defendants  firom  my^Hi^g  their  nil- 
way  nearer  the  plaintifTs  mills,  land  and  premises,  than  the  south-east  end 
of  Lever  Bridge^  abutting  unon  the  plaintiff's  premises,  without  the  consent 
of  the  plaintiff.  The  92nd  section  of  the  Railway  Act  expressly  prorided 
for  the  consent  of  the  plaintiffs  being  obtained,  and  was  introduced  in  con- 
sequence of  the  refusal  of  the  committee  of  the  House  of  Commons  to  rao- 
eeed  with  the  bill  till  the  plaintiffs  were  satisfied  in  some  other  way.  ^ 
clause  in  question  was  accordingly  introduced,  and  the  plaintiffs  inUidrew 
their  opposition.  Before  coming  to  any  arrangement,  however,  the  defend- 
ants proposed  to  mark  out  their  railway,  and,  for  that  purpose,  to  enter  upon 
the  lands  of  the  plaintiffs,  contrarv,  as  was  contended,  to  the  meaning  of 
the  clause,  the  construction  of  which  the  court  was  now  called  upon  to  de- 
cide.— The  Master  of  the  Rolls  summed  up  the  case  at  length,  giving  hu 
opinion  that,  in  the  construction  of  the  section,  the  defendants  were  not  en- 
titled to  make  the  railway  till  they  had  concluded  their  agreement  with  the 
plaintifis. 

niREOTOB  on  KG  niRaoTOB. 
QiJiLi>RALL.^On  the  28th  ult  Mr.  G.  Jones^  the  chairman  of  the  defunct 
Metropolitan  Railways  Junction,  charged  M^.  T.  R.  Kemp,  bill  bn>ker,  of 
Abchurch  Lane,  with  having  unlawfully  acted  as  a  director  of  the  said  com- 
pany, on  the  I9th  of  December  last,  he  not  being  at  that  time  the  holder  of 
one  or  more  shares  in  the  undertaking,  as  required  by  the  provisions  of  the 
Joint  Stock  Companies  Registration  Act.  The  charge  arose  ftom  the  check 
which  the  panic  ^ye  to  the  pavment  of  railway  deposits  last  Kovember, 
and  Mr.  Q.  Jones  oeinff  invested  by  the  company  over  which  he  pi^ded  to 
proceed  against  defaulters,  he,  accordingly,  first  selected  the  defendant 
The  registration  of  the  company,  the  inserting  of  Mr.  Kemp's  name  on  the 
list  of  the  provisional  committee  were  proved  by  Mr.  Pritchard,  fhnn  the  Joint 
Stock  Companies'  Registration  Office,  but  from  the  refiisal  of  the  solicitor  to 
exhibit  the  minute  books  of  the  company,  in  support  of  this  etidence,  the 
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int  mnnoiia  wm  duDiu8ed.r— A  second  summonB  ehtrged  Mr.  Kemp  with 
bftTlng  Mted  M  a  director  on  the  5th  of  January  last.  For  the  defence  it 
WM  \uged  that  ai  Mr.  Kemp  had  subBcribed  his  name  to  the  Bhareholden' 
eontiaet  ae  the  holder  of  forty  shares  (although  not  a  &rihinff  deposit  had 
been  paid  upon  them),  still  he  was  entitled  to  that  number  n  he  chose  to 
A^ply  for  them,  and  wm,  therefore,  eligible  to  act  as  a  director.— -Bfr.  Alderman 
wbbi  agreed  in  this  view  of  the  case,  and  discharged  the  second  summons 
sIm. 


Walbtab  v.  Spottiswoodb. 

CoVBT  OF  ExCHSQUBB,  APBiL  22.— This  action,  which  Involves  a  questiou 
of  considerable  importance,  was  brought  to  recover  from  the  defendant,  as 
oBe  of  the  committee-men  of  ''  The  Direct  Birmingham,  Oxford,  Reading, 
and  Brighton  BaUwav  Company,"  the  full  amount  or  the  deposits  on  thirty 
shares,  paid  by  the  plaintin  as  one  of  the  allottees  of  that  projected  under* 
taking.  It  was  tried  before  the  Lord  Chief  Baron,  at  Guildhiul,  during  the 
after  sittings  of  last  Hilary  Term^  when  a  yerdict  passed  for  the  plaintiff  for 
78/.  15»^  by  direction  of  the  learned  judge. 

Mr.  Martin  now  moved,  pursuant  to  leave  reserved,  to  set  aside  that  ver« 
diet,  and  enter  a  nonsuit.  The  declaration  contained  two  counts ;  one  on  a 
special  contract,  bv  which  it  was  alleged  that  the  defendant  was  boimd  to 
give  the  plaintin  thirty  scrip  certificates,  on  her  paying  78^.  15«.,  the  amount 
of  Uie  deposits  thereon,  and  on  her  signing  the  necessary  deeds.  The  other 
count  was  for  money  had  and  received.  At  the  trial  the  Lord  Chief  Baron 
expressed  his  opinion  that  the  first  count  of  the  declaration  was  proved,  and 
directed  a  verdict  for  the  plaintiff  on  that  count,  subject  to  the  decision  of 
this  court.  The  objections  urged  on  behalf  of  the  defendant  were,  that  the 
contract  was  not  proved  at  the  trial,  the  only  evidence  adduced  in  support 
of  it  being  the  plaintiff's  letter  of  application  for  shares,  which  was  dated 
7th  of  October,  1845,  and  the  answer  of  the  secretary  of  the  company,  on 
the  18th  of  that  month,  stating  that  thirty  shares  had  been  allotted  to  her. 
The  plaintiff^s  case  rested  upon  a  paragraph  in  the  secretary's  letter,  but 
the  aefendant  contended  that  it  was  no  part  of  the  real  contract.  The  pa- 
ragmph  alluded  to  stated  that  "the  letter  of  allotment  would  be  exchanged 
for  thirty  shares  (or  scrip  certificates),  on  the  production  of  the  banker's  re- 
ceipt for  78^.  15^.,  and  on  executing  the  Parhamentary  contract  and  sub- 
icnber*s  a^ement."  The  defendant  contended  that  this  was  a  mere  su- 
perfluous intimation,  and  that  the  real  contract  was  the  acceptance  of  the 
effer  made  by  the  plaintiff  to  take  so  many  shares  as  the  Provisional  Com- 
mittee might  think  proper  to  allot  to  her,'and  to  pay  the  deposits  thereon,  and 
sign  Ihedeeds.  It  was  now  further  contended  that  even  if  the  contract  de- 
dared  on  wasproved  by  those  letters,  the  plaintiff  could  not  recover  on  the 
first  count.  Tne  ^und  of  this  objection  was  important,  as  it  depended  al- 
together on  the  view  which  the  court  might  take  of  the  extent  of  liability 
incurred  by  a  member  of  a  committee,  or  a  director  of  a  railway  provision- 
allv  registered.  Upon  behalf  of  the  defendant,  it  was  contended  that  his 
liability  should  be  limited  to  the  bounds  defined  by  the  7  and  8  Vict.,  c.  IIQ, 
and  except  there  be  very  clear  proof  of  some  actual  authority  from  him  to 
the  secretary  or  to  some  of  his  co-committee-men  to  exceed  these  bounds. 
That  the  7  and  8  Victoria  was  passed  expressly  to  regulate  joint-stock  com- 
panies, both  provisionally  and  completely  registered,  and  prescribes  precisely 
the  duties  oi  directors  in  every  case,  and  it  was  clear  and  reasonable  that 
their  liabilities  should  be  only  co-extensive  with  those  duties.  The  plain- 
tiff's case  was  altogether  sUent  as  to  any  usage  extending  that  liability — 
not  the  least  proof  was  even  attempted  to  be  given  of  any  acts  done  by  the 
defendant  which  could  be  construed  into  an  authority  from  him  to  the  se- 
cretary to  bind  him  in  his  character  of  committee-man  to  do  anything  which 
the  Act  of  Parliament  did  not  impose  upon  him  the  necessity  to  do.  The 
i«ct  was,  that  the  phuntiff's  whole  case  rested  upon  the  circumstimce  that 
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the  defendant  wm  »  provisioDal  commktoe  mw  oi  thU  niiwa|r»  Mid  in  thai 
capacity  it  was  insiited  on,  upon  behalf  of  the  plaintifi^  that  he  ahonld  be 
held  xesponsible  for  the  usuing  of  scrip  certificates  to  the  allottees,  who  hid 
paid  the  deposits  and  signed  the  necessaiy  deeds,  at  to  refioAd  the  M 
amount  of  tne  deposits. 

Baron  Alderson. — ^I  believe  the  Joint-Stock  Companies'  Act  prohibits  the 
directors  of  companies  only^proyiuonallj  **  registered  firom  issuing  scap 
certificates  till  a  certain  perioa. 

Mr.  Martin. — ^That  is  so,  but  although  the  Act  may  appear  nnintelligible 
and  confused  at  first  sight,  yet  on  considering  it  a  litUe,  it  ii  quite  dev 
that  it  is  decidedly  in  favour  of  the  views  taken  by  the  defendant  Indeed, 
I  believe  that  not  the  slightest  doubt  would  exist  upon  the  subject,  only  for 
the  case  of  Woolmer  v,  Toby,  which  was  recently  tned. 

Baron  Rolfe.— Bo  not  say  "  tried  "—for  that  case  was  not  "  tried  "  by  me. 
It  went  off  on  a  variety  of  points,  which  were  not  decided,  at  least  the  prin- 
cipal points  involved  were  not  decided  by  me. 

The  Lord  Chief  Baron  observed  that  the  case  of  Woolmer  v.  Toby  wu 
tried  just  as  this  case  was, />ro/0rma. — The  real  decision  on  the  question 
ndsed  being  reserved  for  the  mature  deliberation  and  judgment  of  thii 
court.  The  points  raised  on  both  cases  were  still  suhjuawe^  and  nothing 
could  be  said  to  have  been  decided  in  either  of  them  to  warrant  their  being 
used  as  authorities  on  decisions  as  to  the  principles  involved. 

Mr.  Martin  admitted  that  both  cases  had  been  tried  in  the  maimer 
described,  but  he  should  say,  in  the  present  case,  that  the  decision  at  Guild- 
hall was  certainly  not  final. 

Baron  Alderson. — It  appears  that  the  letters  upon  which  the  contract  is 
founded  allude  to  a  scheme  which  was  then  onlv  ^' provisionallj  r^;istered," 
—does  it  not  follow  that,  as  the  plaintiff  must  be  supposed  to  have  cogni- 
zance of  the  law,  the  contract  created  thereby  must  De  taken  to  have  Uen 
such  only  as  the  statute  7  and  8  Victoria,  c.  110,  woiranted  the  directors 
in  entering  into? 

Mr.  Martin  said  that  that  was  a  fair  and  reasonable  inference  ;  for  a  man 
who  was  only  a  provisional  committee-man  could  only  be  supposed  to  gire 
authority  to  a  secretary  to  do  that  which  the  law  authorized  him  to  do 
himself,  and  no  more. 

The  Lord  Chief  Baron. — ^Tou  may  take  a  rule  to  show  cause. 

Mr.  Martin  then  submitted  that  the  verdict  could  not  stand  on  the 
second  count  either.  The  plaintiff  recovered  on  the  groimd  that  the  scheme 
had  been  abandoned,  ana  that  there  was  an  absolute  failure  of  the  con- 
sideration, in  respect  of  which  the  deposit  money  was  paid.  The  ruling  of 
the  Lord  Chief  Baron,  at  Nin  Priu*,  proceeded  upon  the  authority  of  the 
case  of  Nockells  v,  Crosby ;  but,  without  disputing  that  case,  the  plaintiff 
could  not  recover,  as  the  law  had  been  since  completely  changed  by  the 
statute  of  Victoria.  The  fact  is,  the  directors  have  no  power  to  abandon 
anv  railway  scheme  of  which  they  might  have  been  elected,  or  wind  up  its 
afiairs. 

Baron  Alderson. — Certainly  not ;  otherwise  the  legislature  would  not  now 
be  framing  a  law  to  bring  about  that  result. 

The  Loi^  Chief  Baron. — If  you  are  right  as  to  the  first  count,  you  must 
also  be  right  as  to  the  second.  If,  as  you  state,  it  would  be  illegal  for  the  de- 
fendant to  enter  into  any  contract  to  issue  scrip,  the  plaintiff  cannot  enforce 
a  contract  to  do  so,  even  if  it  was  entered  into  and  proved.  Both  the  counts 
must,  therefore,  stand  or  fall  together. 

A  rule  to  show  cause  upon  both  points  was  accordingly  granted. 

Direct  London  anp  Manchsstbb  Railway. 
Vick-Chancelloe    Knight    Bruce's   Court. — The  case  of  Wilson  r. 
Stanhope  was  argued.    It  was  a  bill  filed  by  the  plaintiff,  a  shareholder, 
on  beluilf  of   the  other  shareholders  of  the  London  am  Manchester 
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Diieei  Independent  Bftilwaj  (Remington's  line),  against  the  directors  and 

COTisional  committee  of  that  company,  and  alleged  that  the  defendants 
re  genendlj  neglected  the  interests  of  the  company^  and  frustrated  the 
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consideration  ;  and  that  the  deposits  paid  in  on  the  Remington  line  were 
laid  out  in  the  purchase  of  shares  in  the  other  company,  with  a  view  to 
keeping  up  their  price  in  the  market ;  and  adds  some  minor  details  bearing 
upon  these  charges.  The  case  was  heard  on  demurrer,  on  the  part  of  the 
Hon.  Mr.  Stanhope,  one  of  the  defendants,  on  whose  behalf  the  demurrer 
was  aigued  on  a  point  of  equity  ;  and  on  the  question  of  parties,  it  was  con- 
tended that  in  case  a  partnership  was  to  be  wound  up,  it  could  not  be 
brought  into  court  but  in  presence  of  all  parties  concerned.  The  court 
ded&d  that  the  point  in  equity  failed,  and  overruled  the  demurrer  on  the 
question  of  parties,  without  prejudice  to  any  question  in  the  cause,  and  re- 
served oosts. 


The  Court  of  Queen's  Bench  have  refused  a  rule  for  a  new  trial  in  Day  v. 
Sharpe,  for  labour,  &c^  as  secretary  to  the  East  Riding. 

Rules  for  new  trials  were  granted  in  Walby  and  another  v.  Davison,  and 
Tui^er  V,  Clarkson.  The  former  case  was  for  the  sale  of  100  shares  in  the 
Leeds  and  Thirsk,  in  which  plaintiff  had  been  nonsuited.  The  latter  in 
an  action  of  trover,  obtained  by  plaintiff  for  scrip  certificates  for  25  shares 
in  the  Northampton,  Bedford,  and  Cambridge. 

Rule  was  refused  in  an  action,  Mitchell  v,  Newark,  for  the  recovery  of 
152L  109.  expended  b^  plaintiff  in  the  j^urchase  of  letters  of  i^otment  for 
defendant  in  the  Belgian  Eastern  Junction. 

Rule  to  set  aside  the  verdict  in  the  matter  of  Worth  and  Frith  v.  Gresham 
and  Copeland  was  accorded.  The  plaintiffs  had  been  guaranteed  for  services 
in  surveying  the  Leeds,  Midland,  and  Lincolnshire  by  the  attomies  of  the 
company.  The  defendants  were  provisional  directors.  The  counsel  urged, 
that  waiving  the  objection  that  the  guarantee  spoke  of  a  committee  of  ma- 
nagement, and  not  of  a  providonu^  committee^  he  submitted  that  the  cir- 
cumstances showed  that  the  provisional  committee  had  not  taken  up  nor 
adopted  the  operations  which  the  promoters  had  authorized ;  and  therefore 
that  the  plaintiff  had  no  claim  on  the  defendants. — Lord  Denman  said  that 
the  defendants  might  be  liable  for  a  part,  though  not  for  the  whole  of  the 
work ;  and  that  as  the  whole  question  was  very  important,  the  rule  would 
be  sranted. 

£wt  week,  in  the  Woolmer  v,  Toby  case,  the  Lord  Chief  Justice  of  the 
Queen's  Bench  granted  a  rule—''  that  should  call  on  the  plaintiff  to  show 
cause  why  the  verdict  should  not  be  set  aside  and  a  nonsuit  entered,  or  why 
the  damages  should  not  be  reduced ;  and  further  and  independently  of  the 
leave  reserved,  why  the  jud^ent  should  not  be  arrested,  or  a  new  trial  be 
had  on  the  ground  of  misdirection,  and  of  the  verdict  being  against  the 
evidence."— -The  court  also  granted  a  rule  for  a  new  trial  in  the  matter  of 
Qarbett  v.  Adams,  which  we  mentioned  last  week. 

The  East  Lakcashire  Railway  Company. — In  the  Court  of  Exchequer, 
on  the  21st  inst,  Mr.  Knowles,  Q.C.,  moved,  on  behalf  of  Mr.  Hutchinson, 
for  a  rule  to  set  aside  the  verdict  at  the  last  Liverpool  Assizes.  The  action 
had  been  brought  to  recover  a  sum  of  6,600/.  penalties  for  entry  upon  the 
plaintiff's  land.  The  court  considered  the  company  had  acted  perfectly 
lona  fdt  in  the  matter,  and  that  under  the  circumstances  they  were  not 
liable.  The  Chief  Baron  intimated  that  before  disposing  of  the  application, 
the  court  would  confer  with  Mr.  Justice  Coleridge,  who  tried  the  case.  This 
being  done,  the  court  was  unanimouslv  of  opinion  that  the  verdict  for  the 
company  must  be  confirmed.    Rule  refused. 

Bail  Couai.— -On  the  17th  inst.  Mr.  Erlam  obtained  a  verdict  of  100?, 
YOU  in.  E  s 
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against  two  attomies,  named  Dayis  and  Winter,  out  of  2762.  whieb  he  had 
paid  them  on  account  of  800  guineas,  the  price  of  the  aecretaiyship  to  the 
Pieppe  and  Paris  Railway,  which  he  was  to  obtain  from  their  hands,  at  a 
salary  of  400^.  per  annum.  The  defendants  had  no  authority  to  sell  the  of- 
fice ;  the  concession  of  the  French  Qoyemment  had  never  been  obtained,  and 
the  whole  concern  had  been  dissoWed. — In  the  same  court  a  verdict  was 
found  for  the  defendant  in  the  case  of  Uoyd  v,  Harrison,  both  attomies  and 
promoters  of  the  London  Union^  projected  last  September.  The  plaintiff 
sought  to  fix  the  responsibility  of  tne  money  disbursements  on  the  defend- 
ant as  provisionsJ  committeeman,  but  failed  to  do  so.  as  he  (the  t^aintiff) 
had  in  the  outset  guaranteed  the  defendant  against^  all  costs,  duu^ei,  &c^ 
incurred,  until  payment  of  the  deposits.  This  verdict  has  been  mamtained 
by  the  Queen^s  Bench. 

A  Mr.  White.  "  a  leveller'"  on  the  Northampton,  Lincoln,  and  Hull  ob- 
tsuned  his  veraict  of  37^  18«.  6d.,  being  a  balance  due  from  501,  Bs.  6tiL  for 
services  rendered  by  him  as  assistant  to  Messrs.  Ooe  and  Mann,  sarreyon. 
The  principal  vritness,  after  speaking  of  the  enactor  of  the  plaintiff^s  worlc, 
said  that  a  man  must  be  a  great  idiot  if  he  cannot  understand  levelUng  after 
ten  minutes'  instruction  from  a  proper  person. 


RAILWAY  MEETINGS. 

LoinX>N  AVD  MaNCHBBTXA  DtRBCV. 

March  4. — A  meeting  of  the  inhabitants  of  Luton  crowded  the  George 
Inn,  to  consider  projects  for  supplvinff  the  town  with  railwav  communict- 
tion,  as  put  forth  by  the  Direct  London  and  Manchester  and  London  and 
Birminjy^ham.  A  deputation  consisting  of  Messrs.  W.  Lawrence,  J.  8.  Wells,  and 
G.  P.  Livius,  attended  from  the  Direct  London  and  Manchester  Board,  to  ex- 
plain the  intention  of  that  company,  and  to  take  the  opinion  of  the  inhabitants 
of  Luton  respecting  them.  The  Rev.  T.  Sikes,  curate  of  Luton,  took  the 
chair. 

Mr.  Yyse  contended,  that  the  proposed  branch  of  the  London  and  Biiming- 
ham  was  absurd.  It  went  from  St.  Alban's  to  Redbum,  from  Redbum  to 
Dunstable,  and  thence  to  Luton.  That  was  not  a  direct  route,  that  was 
not  what  was  called  for  by  the  interests  of  the  town  of  Luton.  It  was  all 
very  well  for  the  London  and  Birmingham  Company  to  make  brandies  for 
their  own  benefit ;  but  certainly  the  branches  then  proposed  would  be  do 
benefit  to  the  town  of  Luton.  He  moved  the  first  resolution,  condemning 
the  nroposed  branch  as  injurious. 

Mr.  W.  Bennet  said  that  the  direct  line  would  be  the  best  for  the  town. 
At  the  same  time,  he  thought  the  proposal  of  the  London  and  Birmingham 
well  worthy  their  serious  consideration.  Supposing  that  the  Direct  London 
and  Manchester  project  should  fail,  was  it  desirable  to  cut  off  the  town  from 
all  communication  with  the  London  and  Birmingham  Railway  ?  That  was 
a  point  which  they  should  well  consider  before  they  agreed  to  the  first  reso- 
lution. With  these  views,  he  begged  to  move,  as  an  amendment,  that  the 
reference  to  the  Dunstable  and  Luton  branch  be  left  out  of  the  resolution. 

Mr.  J.  Jordan  seconded  the  amendment.  The  London  and  Manchester 
line  did  not  depend  on  Luton,  the  latter  town  being  as  it  were  only  an  atom 
in  the  scale.  Uc  was  quite  of  opinion  that  the  London  and  Manchester  line 
would  serve  their  purpose  better  than  any  other ;  but  at  the  same  time  he 
could  not  conceive  how  they  were  bound  to  dissent  from  anjjr  other  project, 
or  set  their  faces  against  a  line  to  Leighton.  lie  was  of  opinion  that  the 
more  lines  the  better  for  the  town,  and  he  believed  that  a  small  branch 
from  Leighton  to  Dunstable  depended  more  on  the  good  will  of  Luton,  than 
did  the  Great  London  and  Manchester  line.    Their  customers  did  not  come 
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from  London  but  horn  Lei^hion ;  and  if  thai  was  the  case,  as  he  believed 
it  to  be,  whj  oppoee  a  hne  from  Leighton  to  Luton  1  He  knew  that 
there  were  some  manufkcturen  from  London,  whose  interest  it  was  to  have 
commonication  between  Luton  and  the  metropolis ;  but  his  interest  lay  in 
Leighton,  and  let  eyery  man  advocate  his  own  interest;  that  was  his 
princidhe. 

Mr.  Willis  insisted  that  Luton  ought  not  be  contented  with  a  mere  slope. 
They  must  oppose  the  slope,  and  have  a  direct  line  or  none  at  all.  The 
Direct  Manchester  had  always  clung  to  Luton,  and  refused  amalgamation, 
hecanse  Luton  was  left  out.  Be  was  opposed  to  the  monopoly  ot  die  Lon< 
don  and  Birmingham ;  they  were  entitled  to  a  direct  line. 

Mr.  C.  Barr  said  that  the  proposed  extension  of  the  London  and  Birming-> 
ham  was  not  to  be  entertained  for  a  single  moment.  Now  was  the  time  to 
oppose  it,  because  he  understood  that  the  London  and  Manchester  line  was 
delsTed  for  the  present  session ;  and  if  the  branch  was  now  conceded,  it 
would  be  used  as  an  argument  against  the  direct  line  afterwards.  He 
thought  that  the  opinions  of  Luton  and  the  other  towns  alouR  the  line 
ought  to  be  at  once  taken,  in  order  to  influence,  if  possible,  the  decision  of 
Parliament.    He  moved  a  petition  against  the  branches  proposed. 

Mr.  J.  Walker  seconded  the  motion. 

Mr.  Burgess  denied  that  Luton  was  only  an  atom  in  the  scale. 

Mr.  How  thought  they  would  be  far  better  off  without  the  paltry 
branches. 

Mr.  Willis  moved  the  next  resolution,  in  favour  of  the  London  and  Man* 
Chester  line.  He  said  that  their  customers  came  from  London,  from  Man* 
Chester,  from  Liverpool,  frx)m  Dublin,  and  they  came  through  Leighton, 
because  they  had  no  other  route..  Tne  direct  line  would  connect  Luton 
with  the  two  greatest  towns  in  the  enipire — ^Manchester  and  London.  Ho 
would  rejoice  at  their  connexion  with  Manchester.  He  loved  its  very  name^ 
because  it  was  there  that  the  masses  of  the  jpeople  found  remunerative  em* 
ployment.  There  was  no  town  which  had  nsen  so  much  within  Uie  last  ten 
years  as  the  town  of  Luton.  At  present  thev  could  show  25,000^.  annuiJ 
traffi<*  and  he  expected  to  live  to  see  it  50,00(x.  He  did  not  hesitate  to  say 
that  Luton  would  yield  50,000^.  annual  revenue  to  the  London  and  Man- 
chester Railway.  It  was  a  question  of  great  national  importance,  whether 
if  certain  rich  men  invested  six  or  seven  millions  in  a  n&ilway,  they  were  to 
divide  10  per  cent.,  not  knowing  what  to  do  with  their  money,  and  keep 
people's  lives  in  jeopardy  by  compelling  all  the  world  to  travel  on  their 
line.    It  was  preposterous,  it  was  monopoly,  and  they  should  oppose  it. 

Mr.  J.  Jones  seconded  the  resolution,  which  was  carried  unanimously. 

Mr.  Lawrence,  director  of  the  London  and  Manchester,  Mr.  Livius  and 
Mr.  Wells,  extolled  the  superior  merits  of  that  line^  and  thanked  the  meet- 
ing for  their  reception.  A  petition  to  Parliament  m  favour  of  the  Direct 
Manchester,  and  opposing  the  branch  of  the  London  and  Birmingham,  was 
resolved  upon. 

Belgian  Eastebv  Junction. 

Mahch  12.— Mr.  8.  Lamert  in  the  chair. — ^The  chairman  stated  that  the 
deputation  had  waited  on  the  Directors,  in  pursuance  of  a  resolution  passed 
at  the  last  meeting,  and  he  must  say,  that  every  information  had  been  given 
by  them  as  to  the  state  and  prospects  of  the  compan^r ;  indeed,  they  had 
given  a  very  good  account.  He  would  read  to  the  meeting  the  questions  of 
the  deputation,  and  the  answers  which  the  directors  had  given.  The  first 
question  was,  "  How  many  shares  were  allotted  to  the  public,  and  what  num- 
ber were  paid  upon  ?*'  This,  the  chairman  believed  to  be  the  most  vital 
auestion  of  the  whole.  The  answer  was,  that  ''more  than  three-fourths  of 
be  shares  have  been  paid  upon,  or  rather  above  30,000/."  The  next  ques* 
iion  was,  "  Has  the  concession  or  caution  money  been  paid  to  the  Belgian 
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goyemmeni,  or.  how  much  are  the  directors  under  obligation  to  pav  at  tnj 
specific  timeT^  The  answer  was,  ^30fi00l^  or  750,000f.  were  deposited 
about  the  20th  of  February."  The  next  inquiry  was,  ^  Was  there  anj  money 
paid  or  pennitted  to  be  paid  for  concession,  when  obtained  from  the  Belgiin 
UoTemment ;  or  any  terms  entered  into  hr  the  directors ;  and  if  so,  what 
were  they  f '  He  (the  chairman)  had  put  that  ouestion  in  consequence  of  an 
application  from  a  luge  holder  of  shares,  who  Deliered  that  a  luge  amount 
had  been  paid  for  concession.  The  answer  was,  ^  that  the  Belgian  Qorem- 
ment  havmg  promised  the  concession  to  a  third  party,  the  dirMtors  i«reed 
to  purchase  it  for  l^flOOL  down,  and  3,000/.  more  when  the  concession  should 
be  obtained.  Some  of  the  directors  were  concessionnaires.**  The  next  ques- 
tion was,  ^*  Is  this  12,000/.  returnable  in  the  event  of  this  concession  not  be- 
ing obtained,  and  have  you  considered  that  you  had  a  perfect  right  to  pay 
that  12,000/.  ?'*  The  answer  was,  ^  Yes,  we  do,  and  the  shareholders  will  not 
be  called  upon  to  pa^  the  l2fiOOL  if  the  concession  be  not  obtained;  but  the 
12,000/.  win  be  forfeited."  He  considered  this  to  be  an  extraordinaiy  bar- 
eain ;  it  appeared,  however,  that  the  sum  in  the  event  of  forfeiture  would 
be  paid  by  the  directors,  and  that  proved  that  they  calculated  upon  obtain- 
ing the  concession.  He  then  came  to  the  next  question — **  Is  that  money 
subject  to  forfeiture  in  the  event  of  the  Belgian  Government  proposing  sn 
improvement  of  part  of  the  line  ?*'  The  answer  was,  "  We  apprehend  lo ; 
but  the  return  of  the  money  rests  entirely  with  the  Belgian  Qovemment^  u 
the  amount  was  deposited  as  a  guarantee  that  the  worxs  as  originally  pior 
posed  would  be  executed."  The  next  question  to  the  directors  wa»— '^  Is  it 
▼our  opinion  in  the  present  state  of  the  share  marke^  and  of  Belgian  lina 
in  particular,  and  also  in  the  face  of  the  inability  and  disinclination  on  the 
part  of  a  large  portion  of  the  shareholden,  that  it  is  advisable  to  nroceed 
with  the  undertfUdng  1"  Now  this  question  the  directors  had  decuned  to 
answer,  although  it  was  in  a  moral  pomt  of  view  a  very  important  one.  The 
next  question  was  as  follows — ^''Do  you  recog^e  the  right  of  the  share- 
holders to  abandon  the  further  prosecution  of  the  undertaking?"  Their 
answer  was  that  thev  did  not  recognise  the  right.  The  chairman  then  said, 
the  question  seemed  to  him  to  be,  whether  the  directors,  having  received 
only  three-fourths  of  the  capital,  ought  to  have  taken  their  present  coune. 
•—Mr.  Head,  a  director,  had  urged  upon  his  brother  directors  to  call  a  gene- 
ral meeting,  to  consider  whether  it  was  expedient  to  go  on  or  not.  He  was 
informed  that  the  directors  had  resolved  to  pay  the  caution  money  in  Brus- 
sels. On  this  he  and  Mr.  Gamett  wrote  to  Messrs.  Hopkinson,  the  bankers, 
requiring  them  not  to  pay  over  the  money  deposited  in  the  name  of  the 
directors,  without  express  authority.  To  tliis  letter  the  Messrs.  Hopkinson 
9ent  a  reply  that  they  had  referred  the  letter  to  the  Belgian  Eastern  Junc- 
tion Board. — ^Affcer  discussion  and  some  opposition,  it  was  resolved,  on  the 
motion  of  Mr.  Fields,  that  the  shareholders  wished  to  abandon  the  undei^ 
taking. — ^Mr.  Fields  next  moved  ''That  the  directors  be  requested  to  take 
the  necessary  steps  to  withdraw  the  application  for  a  concession,  and  to  pro- 
cure a  return  of  the  deposits." — Mr.  Forster  seconded  the  motion,  which  was 
agreed  to. — ^Mr.  Elphinstone  moved  a  resolution,  to  the  effect,  ''That,  in  the 
event  of  refusal  or  neglect  on  the  part  of  the  directors  to  adopt  this  course, 
a  petition  should  be  presented  to  the  Belgian  Chambers  on  the  part  of  the 
shareholders." — ^This,  being  seconded  by  Mr.  Barton,  was  also  agreed  to.— 
On  the  motion  of  the  chairman,  it  was  resolved,  "  That  these  resolutions 
^ould  forthwith  be  communicated  to  the  directors,  and  that  the  meeting 
should  adjourn  till  Tuesday  the  17th  inst." — It  was  understood  that  the 
above  resolutions  would  be  forwarded  to  the  Belgian  Minister. 
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March  17. — First  Half-yearly  Meeting. — Mr.  A.  Spottiswoode  in  the  diair. 
«»He  alluded  to  the  merits  and  origin  of  the  line,  which  was  to  have  been 
taken  up  by  a  private  company ;  difficulties,  howerer^  arose,  and  (Mr. 
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Bennie  having  given,  after  inquiry,  a  favourable  repori)  a  public  company 
was  fanned,  and  the  shares  issued  to  the  public ;  one  mth  oeing  taken  by 
the  conoessionnaires  ;  1,000  each  by  the  Directors,  and  8,000  bemg  allotted 
to  Belgium.  It  was  settled  that  the  first  5  per  cent,  of  profits  uiould  be 
divided  among  the  public  in  England ;  but  in  consequence  of  a  repre- 
sentation to  the  conoessionnaires.  it  was  agreed' that'they  (the  public)  should 
have  6  per  cent.  The  Directors  nad  gone  over  to  watch  the  progress  of  the 
bill  throush  the  Chambers,  and  it  obtained  the  royal  assent  on  me  12th  of 
August.  They  were  now  at  work,  and  hoped  to  havcL  in  August,  the  nine 
best  miles  of  the  line  open.  The  shareholders  would  observe  one  item  in 
the  accounts  to  be  a  loan.  This  had  not  been  raised  because  they  antici- 
pated any  difficulty  in  getting  the  necessary  money  from  the  shareholders 
m  the  regular  way,  but  it  had  been  found  more  convenient.  It  had  been 
borrowed  at  4,  and  invested  at  4^  ^r  cent.,  so  that  it  had  proved  a  benefit. 
Nearly  idl  the  shares  had  been  paid  upon,  except  a  few  nundreds,  which 
had  been  satisfactorily  accounted  for. 

The  Secretaiy  (Mr.  J.  Carv)  read  the  Report,  which  declared  the  Oom- 
pany  to  have  been  continually  protected  by  the  Belgian  Government  and 
the  ^pulation  of  the  country.  The  line  from  Namur  to  Lidge  will  com- 
municate at  its  extremities  with  the  railway  from  Brussels  £»  Braine-le- 
Gomte  and  Namur,  and  with  that  from  Brussels  to  LoQvain,  Lidge  and  Go- 
](^e.  It  is  situate  in  a  rich  valley  for  the  whole  of  its  length.  The  nro- 
visional  contract  has  been  settled  at  17,725,000f.,  and  has  been  undertaken 
by  contractots  in  Belgium  of  wealth  and  character.  Of  the  line  from  Mens 
to  Manage  (which  is  part  of  the  company's  undertaking)  the  Report  states 
that  it  mil  oe  double,  and  laid  down  over  immense  c<Md-field8.  It  will  be 
united  to  the  government  line  at  both  extremities,  and  will  eqtud  the  traffic 
of  the  Namur  and  Lidge.  The  cost  has  been  settled  at  7,160,000f.,  and  a 
contract  has  been  entered  into.  Lines  of  easy  gradients,  such  as  that  from 
Brussels  to  Antwerp,  having  produced  from  10  to  12  per  cent,  the  lines  of 
the  present  company  may  he  considered  to  be  of  that  class,  and  calculated 
to  produce  large  revenues,  augmenting  as  industiy  and  commerce  are 
furtner  develop^.  In  conclusion,  the  shareholders  have  received  interest  at 
the  late  of  4  per  cent,  upon  the  paid-up  capital,  and  the  precautions  adopted 
in  the  investments  of  money  have  enabled  the  directors  also  to  discharge  the 
preliminary  expenses  up  to  the  5th  March,  1846.  It  also  directs  the  atten- 
tion of  shareholders  to  the  Report  of  Mr.  Rennie.  The  accounts  show  the 
summaiy  of  the  capital  account  to  be  216,000/.,  and  the  construction 
account  ^8,864/. 

The  Chairman  in  answer  to  questions  stated  that  they  had  bought  the  lease 
of  the  premises  in  Moorgate  Street  for  1,662/.  for  twenty-one  vears.  The 
qualification  for  a  director  was  100  shares.  They  did  not  all  hold  the  1000 
snares  which  it  had  been  agreed  that  they  should  take  up.  The  Report 
was  then  adopted,  and  the  appointment  of  Mr.  Greig,  in  lieu  of  Alderman 
Copelandy  confirmed. 

Jakaioa  South  Midlajcd  Junction. 
March  19. — General  Meeting. — Mr.  A.Hawkes  in  the  chair. — A  Report  of 
the  provisional  committee  was  submitted,  which  stated  that  the  estimates  of 
Mr.  Miller,  the  engineer,  showed  that  400,000/.  would  be  the  utmost  pos- 
sible cost  of  the  line.  It  entered  into  an  estimate  of  traffic,  by  which  a 
revenue  of  more  than  8  per  cent,  on  the  assumed  cost  was  prognosticated. 
The  Jamaica  company  would  work  the  line  upon  fsAr  terms.  A  call  of  2/. 
per  share  would  open  the  line  as  frur  as  Old  Harbour.  Out  of  20,000/.  deposit 
a  balance  of  17,000/.  remained  at  their  banker's. 

Lanabkshibb  and  Lothianb. 
March  24. — At  a  meeting  of  the  shareholders  it  was  agreed  that  a  memorial 
be  addressed  to  the  directors,  requesting  them  to  wind  up  the  company ;  or, 
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«4  »U  •v«nti^  iiot  to  take  an j  lurih«r  stera  for  proieeutinff  the  biU  ia  Fadia* 
aifint  until  taa  eonaent  of  a  majority  of  toe  aonpboldors  ahould  be  obtawed, 
%i  a  public  moating  called  fo?  the  puxpose. 

FOBVH  AHD  GlTBS  JuiTOTIOV. 

March  24.-— A  meeting  of  the  shareholders. — ^A  resolution  was  passed  to 
request  the  directors  to  call  a  general  meeting  of  the  shareholders  and 
scnpholders  on  an  early  day,  to  decide  as  to  whether  any  ftirther  steps  should, 
in  present  circumstances,  be  taken  in  Parliament  in  reference  to  the  bilL 

Atbshuub  Aim  Galedomun, 
March  26^— Meeting  of  shaveholden  at  Qlas^w.-^Mr.  Henry  Dunlop  in  ihs 
chi^.-^The  minutes  of  the  proTinoaal  oomnuttee  were  read,  firam  wnich  it 
aiq)eaied  that  about  the  12th  current  a  requiailKm  had  been  reoeiTed  from 
a  number  of  the  shareholders,  requestix^g  them  to  call  a  geneval  HMSitiig  ftr 
the  purpose  of  considering  the  propriety  of  winding  up  tne  undertaJdng,  on 
account  of  the  present  state  of  the  money  market,  previous  to  incuriing 
further  expense  in  Parliament  In  the  mean  time^  two  of  the  ocmmittee, 
Lord  l^linton  and  Mr.  Bain,  had  held  a  con£orence  with  the  directors  of  the 
Caledonian  Extension,  with  the  riew  of  aacertaining  if  they  would  be  willing 
to  take  up  the  scheme,  or  give  a  guarantee  upon  it ;  but>  under  mesent 
ciroumstancesy  they  had  defined  to  accede  to  the  proposal. — ^Mr.  Ihmlop 
said  this  line  was  like  several  others.  In  many  respects  it  was  dednkble 
that  it  should  be  executed  for  the  sake  of  the  diatnct,  and  it  would  vei; 
probably  be  remunerative ;  but  so  manv  railways  had  been  proposed,  tod 
the  money  market  was  in  such  a  feverish  state,  that  it  would  be  difficulty 
raise  the  funds,  even  though  they  should  raocure  the  bill.  In  these  dream* 
stances,  they  thought  it  prudent  to  pay  oack  as  much  as  they  oould  wind 
up.— Mr.  Ihiunmond  aereed  that  it  would  be  impossible  to  get  the  instahneoti 
paid  up,  even  though  tney  should  obtain  their  Act,  and  ailer  a  brief  speech, 
moved  that  the  committee  should  be  dissolved ;  and,  in  the  mean  time, 
until  the  expenses  were  made  up,  the  committee  should  return  a  dividend 
of  2^.  per  share.-*-Mr.  Greenwood  seeonded  the  motion,  which  wv  aupportsd 
by  other  gentlemen,  and  unanimously  agreed  to. 

Pbbth  Airn  iNvxninBfl. 
March  27. — ^A  meeting  of  the  scnpholders  and  original  shareholders.— Mr. 
Davidson,  writer,  acting  for  parties  holding  to  the  amount  of  280  shares, 
explained  that  he  had  called  the  meeting  for  the  piupose  of  having  the 
concern  wound  up.  Resolutions  were  passed  to  the  eflect  that,  in  the  altered 
state  of  the  money  market,  it  was  aavisable  to  proceed  no  Anther  in  the 
measure,  but  to  return  the  deposits  less  the  expenses,  giving  acripholders 
a  preference  ^should  the  scheme  afterwards  be  resumed  ;  and  &at  the  seere- 
tuies,  directors,  and  provisional  conmiittee  be  requested  to  give  effect  to  the 
preceding  resolution,  and  scripholders  and  shaxeholders  not  present  requested 
to  concur  in  the  application. 

HuBDEBaruBij)  AHD  Snsrvi£Lp. 

Maroh  27.— ^Half-yearly  Meeting.— -Mr,  J.  Armitage  in  the  chair. 

The  Secretary  read  the  Report,  which  stated  that  all  matters  connected 
with  this  undertaking  are  proceeding  prosperously.  The  balanee  sheet 
produced  will  show  that  the  finances  of  the  railway  are  in  a  satislaetesy 
state,  and  the  Report  of  the  engineers  will  explain  the  progren  whiohhasbean 
made  in  the  works.  The  purchase  of  land  for  the  purposes  of  the  railway 
is  prooeedi^  steadily.  The  agreement  for  amalgamation  with  the  Maiichester 
and  Iieedi  Company,  sanctioned  at  the  last  meeting,  is  now  been  carried  eut 
by  Act  of  Parliament;  the  bill  has  been  read  a  second  time;  the  directors 
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laid  reottfed  ready  counBel  aiid  aasisiaiioe  from  ike  Manchester  toid  Leeds 
dineton,  and  the  two  boards  are  on  the  most  friendly  terms.  The  agreement 
for  amalgamation  requiring  that  three  Manchester  and  Leeds  directors  should 
take  seats  at  the  Hudder^eld  and  Sheffield  Board,  Messrs.  Yates,  Blake,  and 
Bradley  hare  retired  in  favour  of  Messrs.  PoUard,  Wickham,  and  Akroyd, 
who  haTe  qualified  and  become  directors.  An  alteration  has  also  taken 
place  in  the  appointment  of  eneineers.  Mr.  Jee,  the  former  engineer,  hshS 
tendered  his  reedgnationy  which  has  been  accepted.    The  directors  have 

E'sted  Mr.  Hawkshaw,  the  engineer  of  the  Manchester  and  Leeds,  in  bis 
Mr.  MaUorie  still  continues  resident  engineer,  and  the  directors  can 
testimony  to  the  attention  which  Mr.  MaUoiie  has  paid  to  the  works 
generally.  Mr.  Butterworth  haying  resigned  the  office  of  auditor  in  oonse- 
juenee  of  his  joining  in  the  directory,  Mr.  W.  W.  Battye  has  been  appointed 
in  his  stead.  The  proprietors  will  doubtless  be  aware  that  the  West  Riding 
Union  sd&eme,  in  which  the  proprietors,  by  yirtue  of  tiieir  shares  in  the 
Httddersfield,  Halifax  and  Bradford  Union,  are  deeply  interested,  has  been 
allowed  to  commence  proceedings  in  the  House  of  Ckmimons  de  novo.  The 
direct<Hr8  can  annoimce  on  ffood  authority  that  the  objections  on  Standing 
OtdetB  now  taken  against  that  scheme  are  exceedingly  trifling ;  but  as  the 
directors  may  not  have  an  opportunity  of  meeting  the  shareholders  until  the 
fate  of  the  West  Riding  Umon  has  been  determined,  they  would  urge  the 
shareholders  to  a  consideration  of  the  motives  which  induced  the  directors 
to  n^tiate  with  the  Manchester  and  Leeds,  and  they  would  call  upon  the 
shar^oldera  by  their  exertions  in  favour  of  the  West  Riding  union,  to  enable 
the  direotors  to  oonsummate  the  great  end  of  the  amalgamation — ^namely,  the 
general  benefit  of  the  Manchester  and  Leeds,  and  thereby  of  the  Hudders- 
field  and  Sheffield,  as  Manchester  and  Leeds  shareholders  on  the  one  huid, 
and  on  the  other,  of  rendering  the  town  of  Huddersfield  by  its  station,  the 
great  focus  to  which  all  West  Riding  south  traffic  shall  radiate  before  it  be 
forwarded  by  the  Huddersfield  and  Sheffield  to  the  south.  It  may  here 
be  mentioned,  that  in  the  distribution  of  the  3,760  Huddersfield,  Halifax 
and  Bradford  Union  shares  among  the  Huddersfield  and  Sheffield  share- 
holders, the  fractions  incident  to  such  distribution  left  218  shares  at  the 
disposal  of  the  company ;  and  the  directors  have  at  this  meeting  to  take  the 
opinion  of  the  shareholders  as  to  the  mode  in  which  these  218  shares  shall 
be  disposed  of.  The  directors  report  that  the  Darfield  branch  bill  has  been 
read  a  first  time  in  the  House  of  Commons.  An  amicable  arrangement  has 
been  made  with  the  South  Yorkshire  Goal  Company,  the  effect  of  which  will 
be  to  secure  a  permanent  supply  of  coal  to  this  district,  on  the  most  advan- 
tageous terms.  The  directors  think  it  proner  to  embody  in  their  Report 
that  they  have  recently  determined  upon  allowinff  interest  on  all  calls  paid 
in  advance,  and  they  have  reason  to  believe  wat  this  arrangement  will 
be  attended  with  beneficial  results.  In  conclusion,  the  directors  have  to 
eoittiatulate  the  shareholders  on  the  present  state  and  prospects  of  the 
un£rtaking.  and  they  assure  the  shareholders  that  no  pains  shall  be  spared 
to  advance  ue  interests  of  the  proprietary. 

The  Report  of  the  engineers  stated  that  the  whole  of  the  centre  line  of 
railway  had  been  set  out,  and  the  works  let  to  Messrs.  Miller  and  Blackie, 
who  had  executed  a  considerable  amount  of  work,  and  commenced  operations 
on  nearly  every  part  of  the  line.  The  Report  then  stated  in  detail  the 
protfress  that  had  been  made  with  the  various  tunnels,  viaducts,  and  other 
works  on  the  line. 

Mr.  Moore  exhorted  the  directors  to  go  ahead  in  the  formation  of  the  line» 
and  expressed  his  astonishment  that  any  one  should  wish  to  stop  the  wheels. 

NewoabtiiB  ahd  Carlisle. 
March  27.— Animal  Meeting.-^Mr.  M.  Plummer  in  the  chair. 
The  secretary,  Mr.  Acbmson,  read  the  Report.    The  accounts  showed 
that  the  reoeipts  of  the  year  for  goods,  passengers,  drc,  amounted  to 
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87,822/.  odd;  tha  evpenset  of  niMUUMment  beinff  33,613/. lOf.  IdL;  iatcreti 
on  various  loans,  31,243/.  Sff.  M  ;  buaooe  cairied:  to  profit  and  loss  aoocmiit 
for  the  year,  21,149/.  IQs.  Id.  A  sum  of  62,675/.  lOt.  bd.  ivaa  H^plicable 
to  a  diyidend,  and  62,006/.  fi<.  \d,  remained  as  a  balance  at  the  debit  of 
formation. 

The  chairman  oongrattilated  the  shareholders  on  the  Rej^rt  Th^  were 
now  clear  of  the  Exdiequer  Loan  Commissioners,  and  the  increased  expen- 
diture only  arose  firom  increased  traffic  on  the  line,  the  result  of  a  reducti<Hi 
in  their  dues.  They  would  obserre  the  directors  were  endeaTonring  to  pro- 
cure an  Act  of  Parliament  to  enable  them  to  carry  a  line  up  the  North  l^e 
to  Woodbum,  and  also  to  make  a  .branch  into  the  Alston  district  Hie  di- 
rectors had  not  allowed  themseWes  to  be  forced  on  by  the  excitement  of  the 
moment  with  respect  to  branches  from  their  line,  but  preferred  waiting  until 
a  favourable  op^rtunit^  occurred  for  bringing  those  extensions  fonraxd ; 
and  he  was  afnud  that  it  would  be  found  that  many  new  schemes  for  the 
formation  and  extension  of  lines  of  railway  would  be  unremvnerative ;  thoie 
branches  which  the  directors  of  this  line  recommended  were  not  only  legiti- 
mate undertakings  really  belon^g  to  the  mother-line,  but  would  amply 
repay  the  outlay  required  for  their  formation.  The  distiicta  of  North  Tfne 
and  Alston  were  rich  in  mineral  treasures,  the  conveyance  of  which  w<Nild 
greatly  add  to  the  revenue  of  the  company.  A  rival  line,  it  was  true,  hid 
been  projected,  but  he  thought  the  parties  connected  with  it  would  find  it 
their  interest  to  abandon  it.  In  going  from  Hexham  to  Woodbum  this 
company  would  require  to  form  about  fourteen  miles  of  railway,  but  then  it 
would  have  the  advantage  of  twenty  miles  of  railway  ahneady  fonned,  ao 
that  by  forming  fourteen  miles  of  railway  the  company  would  derive  a  n- 
venue  from  thirty-four  to  thirtv-six  miles.  The  same  might  be  said  in  re- 
spect to  the  Alston  branch.  Although  they  would  have  seventeen  miles  of 
railway  to  form  from  Haltwhistle  to  Alston  and  Nenthead,  ihey  would  de- 
rive an  increased  revenue  on  their  line  from  Haltwhistle  to  Newcastle,  or 
from  HaltwhisUe  to  Carlisle,  in  addition  to  that  obtained  from  the  branch  line. 
This  company  would  therefore  be  able  to  work  these  branch  lines  profitably, 
while  an  independent  company  would  be  unable  to  do  so.  The  bills  had 
been  read  in  the  House  of  Commons  a  second  time,  and  before  going  into 
committee  it  was  necessary  that  the  consent  of  the  shareholders  ahomd  be 
obtained,  for  which  purpose  they  should  shortly  be  convened,  and  then  they 
might  withdraw  the  bills  if  they  did  not  consider  them  advantaoeous  to  the 
company ;  but  that  was  a  course  which  none  of  the  shareholden,  he  was 
confident  would  be  inclined  to  adopt.  Th^  were  aware  that  conaidnable 
progress  had  been  made  in  a  work  which  they  had  been  looking  forward  to 
for  years.  The  company  had  bought  ground  of  the  corporation  of  Newcastle 
at  the  Spital,  ten  or  twelve  years  ago,  in  the  hope  of  naving  a  ceatrd  sta- 
tion there  for  all  the  great  railways  of  the  districts. 

On  the  motion  of  the  Rev.  J.  Collinson,  seconded  by  Mr.  C.  J.  Angai^  the 
report  was  received  and  adopted. 

A  dividend  of  2/.  10«.  per  share,  as  recommended  by  the  directors,  waa 
declared,  to  be  free  from  property-tax,  and  payable  in  April. 


Jamaica. 

March  27.— First  General  Meeting. — Mr.  T.  C.  Ewart  in  the  chair. 

The  Secretary  read  the  Report.  The  formation  of  the  company  took  place 
in  1844.  Mr.  G.  M.  Miller  was  then  appointed  engineer,  and  the  line  of 
rails  and  a  portion  of  the  Kingston  station  having  beoi  completed  in  Novem* 
ber  last,  the  railway  was  opened  for  passenffer  traffic  between  Kingston  and 
Spanish  town  on  the  24th  of  that  month.  Tne  total  expenditure  of  the  oom- 
pany  to  the  16th  instant  amounted  to  the  sum  of  130,322/. ;  and  from  the 
recent  estimates  the  entire  cost  of  the  line  from  Kingston  to  the  ijigels 
(16  miles),  together  with  the  extensive  wharfs,  stations  and  workshops  in 
Kingston  station  in  Spanish  Town,  seven  locomotive  engines,  and  the  ne* 
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eumj  nvply  of  carriaffeB  and  waggons,  will  be  oovered  by  the  capital  of 
ISOfiM.  The  receipts  for  twelve  months  subsequent  to  the  opening  of  the 
line  (and  including  the  month  of  January,  the  duUest  mohtn  in  the  year) 
haye  been  4889  first  class,  9053  second  class,  and  23,686  third  class  pasengers ; 
3)169^  or  at  the  rate  of  13,733^.  per  annum,  independent  of  the  sum  of  336^. 
neeiTed  during  the  same  period  for  light  packages.  The  necessary  acts  had 
passed  the  Jamaica  legislature  for  the  formation  of  two  additional  c(mtinuar 
tbns  of  the  present  line.  During  the  last  session  of  the  Jamaica  Legislature 
a  petition  was  presented  and  leave  obtained  to  bring  in  a  bill  for  the  con- 
stniction  of  a  line  from  Port  Henderson  to  the  Angels.  The  object  was  to 
connect  the  parish  of  St.  Thomas-in-the-Yale  with  the  harbour  of  Kingston 
at  Port  Henderson,  the  place  heretofore  used  for  tiie  embarkation  of  the 
district  produce.  This  was  opposed  b^  the  Jamaica  Railway  Company,  as  an 
infirinffement  of  the  privileges  of  their  Act  of  Incorporation,  ana  the  result 
was,  i£o  purchase  of  Port  Henderson  by  this  company  for  the  sum  of  5,000 
guineas.  The  pfesent  meeting  was  called  upon  to  create  50,000^.  additional 
capital,  in  1,000  shares,  to  be  allotted  to  Mr.  W.  Smith,  as  in  the  terms  of 
the  original  prospectus.  The  directors  concluded  by  recording  their  sense 
of  the  efficient  services  of  Mr.  D.  Bmith,  the  manager,  and  Mr.  Miller,  the 
engineer. 

The  report  was  unanimously  adopted,  and  the  present  directors  retiring 
from  office  were  re-elected. 


Durham  akd  Sunderland. 

March  30. — Half-yearly  Meeting. — ^Mr.  0.  Bramwell  in  the  chair. 

The  Report  and  Accounts  were  read  by  Mr.  Tiplady,  the  law  clerk.  The 
receipts  had  been  from  the  leading  of  78,451  chaldrons  of  coals,  12,990^. ; 
96,106  passengers  and  parcels,  2,887/. ;  merchandize  and  ballast,  and  the 
rents  ofs  property  at  Sunderland,  4,284/.  The  disbursements  were,  for  fixed 
engine  and  loadmg  charges,  upholding  the  wav,  shipping  charges,  miscella- 
neous expensea,  passenger  department,  general  and  Imllast  charges,  12,196/., 
which,  with  charges  for  interest,  <fec.,  m^e  the  disbursements  15,411/.  The 
prqfit  on  the  half  year  was  1,864/. 

No  dividend  was  declared,  as  1,400/.  had  beeii  drawn  upon  for  the  divi- 
dend on  the  preceding  half-year,  which  only  left  the  small  balance  of  400/. 


SHSmBLD  AND  MaNCHBSTBR. 

March  31. — ^Half-yearly  Meeting. — Mr.  J.  Parker,  M.P.,  in  the  chair. 

He  observed,  that  the  railway,  since  the  opening  of  the  line  throughout, 
had  been  satisfactory.  But  as  yet  they  were  somewhat  deficient  in  the  neavy 
luggage  waggons.  When  this  deficiency  was  made  up,  fas  he  hoped  it  soon 
would^  he  had  no  doubt  that  the  best  hopes  and  expectations  of  the  company 
would  be  realized.  On  the  subject  of  the  retiring  directors — ^himself,  Mr. 
Perry  and  Mr.  Bradley — ^he  observed  that  Mr.  Perry  had  been  for  a  considerable 
time  in  Ireland,  wmther  his  engttfements  called  him ;  and  that  he  had 
wished  that  some  other  person  should  be  appointed.  It  had,  therefore,  been 
su^eested  that  Mr.  C.  Turner,  of  Liverpool,  should  be  appointed  in  the  room 
of  Mr.  Perry ;  but  this  was  a  matter  which  rested  with  the  proprietors  who 
were  present. 

It  was  agreed  that,  more  than  half  the  capital  to  be  raised  by  shares 
under  the  company's  Acts  and  the  6th  and  7tn  Vict,  having  been  paid  up, 
the  company  sanctions  the  borrowing  30,333/.  beyond  the  amounts  borrowed 
under  fonner  orders  of  the  company ; — ^that  the  Huddersfield  and  Manchester 
Railway  and  Canal  Company  having  withdrawn  from  the  proposed  amalffa^ 
nmtion,  the  meeting  concurs  in  the  expediency  of  maintaining  friendly 
relations  and  a  pecuniary  interest  in  that  undertaking,  and  also  sanctions 
the  purchase  of  certain  shares  on  the  company's  account^  and  all  future  acts 
and  payments  for  securing  to  the  company  the  full  benefit  thereof. 
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LoiraOH  ASO  BBIflETOK. 

April  2.— Special  Meeiingw— iMr.  P.  St  Lj^gw,  in  tiie  chair. 

Tae  ohainnan  put  xesolutiona  flaaedoiiiiig  the  amalgamaiioii  vitfi  the 
Grojdou  CSompany,  and  the  following  hfanohee  firam  the  Brighton  line  to 
East  Grinitead,  Dorking,  Wandsworth,  and  LHtlehampton  ;  and  the  Brigh- 
ton, Lewes,  and  Hastings,  and  PortsmouUi  Extenrion  linee.  The  reedutkna 
were  earned. 

LOVDOK  AND  CuOTBOy. 

April  8j— Special  Meeting. — ^Mr.  Wilkinsoxi^  the  chairman,  read  xcsolu- 
tions  B&nctiomng  the  following  bills  : — To  unite  the  London  and  Croydon 
Companies,  with  the  undertakings  belonging  to  them ;  to  construct  a  banch 
^m  the  Croydon  Railway  to  jbeptford,  and  a  wet  dock,  and  otiier  woxii 
connected  therewith ;  and  to  make  an  extension  of  the  Oroydon  and  Epsom 
BaUway  to  Dorking  in  Surrey.  A  discussion  arose  with  regard  to  the  in- 
creased number  of  directors  consequent  upon  the  union  of  the  two  Boards,  a 
proprietor  making  an  objection  which,  he  believed,  was  generally  entertained, 
that  the  number  of  sixteen  was  too  large.  The  chairman  said,  a  clause  in 
the  bill  would  be  submitted  to  them,  by  which  the  number  was  limited  to 
sixteen  ;  but  with  regard  to  any  mo(Ufication  in  the  committee,  he  thought 
there  would  be  some  difficulty  raised  by  the  Brighton  proprietors,  although 
the  limitation  was  sanctioned  by  the  Brighton  directors.  He  thought  it 
would  be  imprudent  to  come  to  any  resolution  which  might  run  counter  to 
the  opinion  of  the  Brighton  Company.  For  himself,  he  ooncuxred  in  the 
opinion  that  sixteen  diiictors  were  too  xnanT. 

The  question  was  left  to  the  decision  of  tne  directors.  The  first  resolution, 
for  the  amalgamation  of  the  two  comnanies,  harii^  becm  cankd,  the 
Chairman  put  the  second,  for  the  Deptfora  branch,  saying  tiiat  ^e  line  wis 
a  short  one,  about  a  mile  in  length,  and  to  be  constructed  on  the  atmo- 
spheric principle.  It  was  to  extond  from  New  Cross  to  the  Yictualling-Tard 
at  Deptfoid.  A  large  traffic  was  anticipated.  The  line  had  been  agned  to 
by  both  companies.    The  expense  would  be  about  33,000/. 

The  resolution  was  carriea. 

FUBUBBS. 

April  21. — Special  Meeting. — Mr.  B.  Onrrey  in  the  chair.  The  bUl  now 
before  Parliament  for  extending  the  line  to  Brooghton  and  UlYerstone  were 
approved  of.  The  united  length  of  these  extensions  will  be  nine  niUes. 
Tw  of  the  main  line,  a  single  one  to  be  opened  next  month,  throughout  is 
14  milea    There  are  tiro  short  branches  to  some  iron  minee. 


THE  STATE  OF  THE  MONEY  AND  SHARE  MARKETS  FOR  THE 
MONTH  OF  APRIL. 

Tn  events  of  the  present  month  have  so  fully  oonfiimed  the  opinkms  we 
expressed  in  our  last  review  of  the  money  market,  as  to  the  impoeaihiHt j  of 
finding  an  unltmiud  amount  of  oapital  for  railway  construction  with  Hmtei 
banking  and  currency  laws ;  the  conviction  with  whieh  our  minds  have  hoco 
•o  long  imbued,  that  if  the  legislature  did  not  interfere  to  limit  the  \n3^ 
ties  of  individuals,  wide-spread  misery  would  ensUe,  has  at  length  foosd 
vent  in  public  opinion  ;  ^  and  our  advice  to  the  monied,  commercial,  and  nil- 
way  interests,  to  unite  in  one  common  bond  and  put  an  end  to  a  state  of 
things,  which,  if  suffered  to  continue,  would  have  involved  them  all  in  ono 
common  ruin,  has  been  followed  by  petitions  of  the  meet  urgent  nature  to 
the  legislature ;  till  at  length,  uiged  by  petition  from  without^aad  appamt 
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Tnuttumiisr  within  the  wallB  of  Fmrliament.  the  GoToniXDeai  have  at  length 
taken  the  initiatiYey  and  have  brought  forward  nxeasures  which  Tirtuidly 
iriU  reduce  railway  flchemes  within  reasonable  bounds,  and  enable  the  pub< 
lie  to  relieye  then^Tes  from  their  liabilitieB. 

The  measureB  of  GoTemment  resolye  themselyes  under  two  heads  :— 

l9t  With  regard  to  railways  which  are  now  before  Parliament. 

2nd.  With  regard  to  railway  companies  proyisionally  registered,  but 
which  haye  not  reached  Parliament,  ana  neyer  will. 

In  regard  to  those  schemes  before  Parliament  which  inyolye  a  capital  of 
nearly  Siree  hundred  millions  of  money,  and  on  which  nearly  fifteen  mil- 
lions haye  been  actually  paid,  Parliament  has  passed  a  series  of  sessional 
resolutions^  which  haye  alf  the  effect  of  a  standing  order.  (These  resolutions 
will  be  found  at  page  378  of  our  present  Number.) 

In  regard  to  those  railways  which  are  only  provisionally  registered,  the 
Qoyerament  will  introduce  a  bUl  haying  for  its  object  the  enabling  shsore- 
holders  to  wind  up  the  companies,  and  thereby  get  rid  of  their  liabiHties. 

In  ih»  fixst  place,  power  is  to  m  given  to  a  small  number  of  shareholders 
to  call  on  the  managmg  committee  to  convene  a  meeting,  in  order  that  the 
sense  of  the  proprietors  should  be  taken  on  the  question  of  the  dissolution 
of  the  company. 

When  the  meeting  takes  place,  persons  may  vote  in  person  or  by  proxy, 
<m  the  production  of  the  scnp  certificate ;  and  supposing  one-third  of  the 
whole  stock  to  be  representoa  at  the  meeting,  three-fifths  of  the  stock  pre- 
sent would  be  competent  to  direct  the  dissolution  of  the  company. 

Trustees  are  to  be  named,  with  power  to  wind  up  the  affairs  of  the  under* 
(sking  in  the  wa^  of  an  ordinary  pEurtnership. 

The  trustees  will  have  the  power  to  possess  themselves  of  the  funds  of  the 
company,  and,  after  discharging  the  liabilities,  to  apply  the  surplus  (if  any) 
pro  raUf  among  the  shareholders. 

In  case  the  mnds  of  the  company  should  not  be  su£icient  to  cover  all  the 
liabilities,  then  the  person  who  took  possession  of  the  funds  should  apply 
them  to  the  reduction  of  the  liabilities,  and  for  the  rest,  it  must  be  left  for 
those  who  trusted  an  insolvent  company  to  seek  their  redress  b^  law. 

These  measures  will  have  the  effect  of  lessening  the  liabilities  of  the 
public,  and  by  relieving  the  railways  from  the  rubbish  which  impede  their 
progress,  we  have  not  a  shadow  of  a  doubt,  every  good  scheme  wul  eventu* 
ally  be  carried ;  and  the  public  may  be  assured,  that  by  limituiff  the  amount 
of  capital  to  be  annually  applied  to  railway  construction  to  what  can  con- 
veiuently  be  spared  £i:om  the  surplus  savings  and  capital  of  the  counti^,  rail- 
ways will  be  much  sooner  oonstructed  than  under  the  present  chaotic  sys- 
tem, a  system  which  commenced  in  fraud  and  has  ended  in  disaster. 

Already  we  perceive  greater  confidence  in  the  monied  world,  and  as  the 
liabilities  lessen,  confidence  will,  as  a  matter  of  course,  increase. 

The  distribution  of  the  deposits  must  necessarily  be  a  work  of  time,  and 
oonsequentljrits  gradual  operation  will  allow  theBsnk  of  England  gradually 
to  lessen  their  seourities.  We  &el  now  but  little  uneasiness  as  to  the  future ; 
it  is  true  that  there  are  at  least  two  millions  of  money  per  month  to  be 
found  for  the  railways  for  which  Acts  have  been  obtained,  and  we  estimate 
that  this  drain  will  continue  for  the  next  three  years,  even  if  Parliament 
did  not  grant  a  single  railway  bill  this  vear,  which  would  be  by  far  the  most 
pnideni  course  to  pursue.  We  think  that  by  dint  of  the  old  companies 
tsking  up  money  on  debentures,  and  from  the  increased  confidence  of  the 
ptthUe,  this  amount  of  capital  may  be  found ;  but  we  cannot  look  forward  to 
money  becoming  abundajit ;  a  steady  demand  will  exist  for  it  for  uumy 
years  to  come--DUt  ruin  and  panic  will  now  be  averted. 

We  stated  that  we  perceive  greater  confidence  arising  ;  money  is  certainly 
easier  in  the  discount  markets ;  the  prindnal  brokers  will  not  allow  more 
than  3  per  eent  for  money  on  oalh  The  funos,  sinoe  the  measures  of  Govern- 
vmi  have  been  made  known,  have  improved ;  and  although,  £rom  the  high 
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price  at  which  they  are,  and  the  low  rate  of  interest  they  pay  compared  to 
many  railways  of  undeniable  security,  it  is  scarcely  poflsiole  they  can  im- 
broYe  materially,  still  the  violent  pressure  which  would  assuredly  have 
fallen  on  them  if  the  Qovemment  measures  in  regard  to  railways  had  been 
much  longer  postponed,  will  now  be  averted. 

The  purchases  on  account  of  the  savings  banks,  on  account  of  the  sink- 
ing fiind^  and  the  constant  absorption  of  stock  by  insurance  offices  and  trust 
funds,  wiU  tend  to  maintain  the  price  of  the  funds  and  take  off  that  stodc 
which  will  be  brought  to  market  as  the  public  exchange  their  ftmdcd  for 
railway  property. 

Altogether  our  view  of  the  future  is  much  less  gloomy  than  it  has  been 
for  months  past ;  we  trust  the  public,  at  least  that  portion  which  is  unfor- 
tunately involved  in  railway  liabilities  far  beyond  their  means,  will  take  ad- 
vantage of  the  measures  proposed  by  Qovemment  in  order  to  relieve  them- 
selves ;  if  they  do  not,  they  will  look  for  commiseration  in  vain,  and  rain 
will  assuredly  overtake  them. 

If  the  holding  of  railway  shares  is  necessary  for  their  happiness,  let  them 
invest  in  the  shares  of  the  old  lines,  which  are  selling  at  pnoes  which  wiD 
pay  them  a  higher  rate  of  interest  than  they  could  possibly  have  hoped  to 
attain  if  their  most  sanguine  expectations  had  been  realized  in  Ttgud  to 
their  new  lines. 

We  have  no  doubt  but  that  the  prices  of  the  shares  of  the  established 
lines  will  improve— -since  the  promulgation  of  the  Government  measures 
they  have  improved ;  all  idea  of  competing  lines  must  now  for  ever  be 
abandoned.  The  London  and  York  scheme  will  merge  in  the  Easteni 
Counties  Railway,  by  which  many  millions  of  useless  expenditure  will  be 
saved. 

A  great  majority  of  the  shareholders  of  the  London  and  Torit  scheme  are 
determined  to  force  their  directors  into  an  amalgamation— of  course  the  di- 
rectors will  resist  to  the  last,  as  visions  of  power,  such  as  the  spendii^,  how- 
ever uselessly,  some  fifteen  millions  of  money,  cannot  be  relinquished  with- 
out ft  pAiig- 

As  for  the  Manchester  Direct,  and  Portsmouth  Atmospheric  Direct,  the  first 
will  be  wound  up,  and  the  Atmospheric  of  Samuda  has  proved  so  lament- 
able a  fiulure  that  no  shareholders  will  be  found  mad  enough  to  waste  mon 
money  until  a  system  more  perfect  can  be  brought  into  action.  Hallette^s 
will  soon  be  put  to  the  test. 

The  shares  most  likely  to  improve  are  the  York  and  North  Midland,  the 
Midland,  the  London  and  Birmingham,  the  South  Western,  theEa^era 
Counties,  and  the  Qreat  Western  if  they  would  abandon  their  aggressiTe 
spirit. 

In  foreign  lines,  the  West  Flanders,  of  which  we  hear  Mr.  Robert  Ste- 
phenson expresses  the  most  favourable  opinion,  and  the  Dutch  Rhenish. 

All  these  are  safe  investments,  ancL  mdeed,  the  public  cumot  do  very 
wrong  in  investing  in  any  of  the  established  lines. 

Altogether  railway  property  bears  a  much  more  favourable  aspect  than 
for  months  past ;  and,  oarring  anv  political  disaster^  there  is  eveiy  prospect 
of  an  improvement  in  the  price  of  snares. 

In  confirmation  of  this  opinion,  the  last  two  accounts  in  railway  shans 
show  that  there  is  no  pressure  of  shares  in  the  market ;  the  jobbers  are  m- 
dently  short  of  the  stock  of  the  established  lines,  and  the  rate  of  money  paid 
to  carrv  them  over  from  account  to  account  was  veiy  eur, 

A  reference  to  our  stock  and  share  lists  will  show  the  nuetoations  wbkh 
have  taken  place.  If  anything  were  wanting  to  prove  the  ruin  that  awaited 
the  public,  if  some  check  had  not  been  eiven  to  the  passing  of  new  lines  of 
railway,  we  have  only  to  point  to  the  lamentable  discount  of  those  lines 
which  last  year  obtained  their  bills  and  are  now  in  the  course  of  ooostrae- 
tion  ;  the  reason,  of  this  is,  the  inability  of  the  public  to  meet  the  calls,  and 
the  consequence  is,  they  are  obliged  to  sacrifice  Uieir  shares  for  wbateTer 
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thay  will  fetch.  If  thb  is  the  case  with  the  linea  which  really  have  merit, 
what  would  have  been  the  result  if  no  measures  had  been  taken  by  the 
legislature  to  check  the  unlimited  amount  of  railwavs  which  only  required 
its  sanction  to  become  &cts  instead  of  fictions,  and  which,  idthouffh  they 
would  never  have  been  constructed^  would  have  involved  their  shaiSiolders 
in  inetrievable  ruin. 


The  gpross  Receipts  of  Railway  Traffic,  made  up  from  the  week  ending 
Much  28thy  to  the  week  ending  April  18th,  showing  likewise  the 
Traffic  of  the  corresponding  weeks  of  1845. 


Total 


author- 
indtoto 


Total 

amount 

already 

expended. 


Lait  dividend. 


Par 

■hare. 


Per 


Nams  or  Railway. 


1M& 


1S4A. 


£ 

lfl0.ono 

i.44iae3 


800.000 


£ 
140.Sfl3 


£  *.  d. 
3    0    0 

\6i6rf; 


£  ».  rf.  \      £  £ 

S  10   0  Arbroath  and  Forlkr. . .  .Returns  imperf.        790 
0   0   0  Birmingham  and Olouccetcr.. Return!  Imperftct 

4   0  OBrittolaadGIoucerter Returns  bnperfect. 

SIS  0  Chester  and  Birkenhead..  ReU.  imperf.      S>948 


870.000 


l.«0O.flllO 


631.296 
319.798 
153.56S 
30B.1I8 

4fOBO,388 


1    4    0 

3*0    0 

0  10    0 

{&) 

1  10    0 


3  14  0  Dublin  and  Drogheda 

0   0  OiDubUn  and  Kingstown  ... 

6   0  0  Dundee  and  Arbroath 

S   0  0  Durham  and  Sunderland  . 


E.6L\ 
N.5I./ 


Eastern  Counties  and  Northern 
andEastem   


Edinburgh  and  Glasgow. , 


8.494 
8.074 
I.IIO 
8.196 

89.637 
11.784 


8.415 
3,3B3 
1.008 
S.4M 

17,0Bl 
9.683 


1.453.900 

806.6B6 

8.364.333 

1.730,000 
B.160,UOO 


1.104,773 
806.134 

8.507.317 
88.888 

1. 896.106 

8.179.980 


1  10  0 

0    5  0 

5    0  0 

510  0 

3    4  0 


6   0   O^GiMgow.  Pauley,  and  Ayr 7.894 

9   0  OiGlasgow.  Paisley,  and  Greenock  I    S.3B6 

10   0  0  Grand  Junctkm.  amalg.  with  fiirmfaigh. 

'  —     iGraTeeend  and  Rochester {       750 

6   0  0,  Gn«t  North  of  England..  Rets,  fanperf. 

8   0   OQmitWestem  |  ar.906 


6.487 

3.840 

34.160 

siieo 

60,103 


8.IB7.375 
6.418,000 
1.086.000 
8.080.000 


701.740 
1.774.331 
7.417.817 
1.078.781 

9, 


1  10 
5  0 
5    0 

0  9 

1  15 


0  8  0 
0  110  0 
10  0 
1  10 
7    0 


Hartlepool i    3,163 

HuU  and  Selby.  amalg.  with  York  4i  N.  Midland 
Liverpool  A  Man.,  amil.  with  Bir.  . .  Rets,  imper. 
Lond.  and  Birm.  it  Onmd  June.  138,594 
London  and  Blackwall  ... 
London  and  Brighton 


3.1.% 
16,196 


66,985 
3,700 
14.854 


081.333 
4,918.000 
8.803.000 
4,743,338 

650,000 


848.598 
8.620.784 
8.197.585 
3.378.840 

848,785 


0  7  0 
8    8    6 

1  3  lOi 
8  18  0 
8  14    0 


3  10  0 
10  4  10 
6  9  4 
8  0  0 
5  16    0 


London  and  Croydon 5.348       4,286 

London  and  South  Western . .  Rets.impf.    81 ,040 
Manchester  and  Birmingham  ..  I  16,4(i3     17.839 

Manchester  and  Leeds Returns  imperfect 

Manchester  and  Bolton,  it  Bury     4.030  |    3,684 


6.316,800 
1.850.000 


910.000 


6.636.105 
1.137.385 
1.878.091 
316.889 
573.818 
1.080,551 


3  13  9 

19  6 

1    5  0 

0  10  0 

3    7  6 


7  7  6,MidUind   

5  0  0;  Newcastle  and  Carlisle 

9  0  0  Newcastle  and  Darlington 

5  0  0|  Newcastle  and  NorthShields 

5  0  01  Norfolk.. 


68,046 
6,897 

10,916 
1,506 
4,928 


40,580 
5,901 
4.748 
1,549 
1.003 


6  15   ON.  Union  5r  Bolton  '<k'  Prestao,'  amaj'g.  with  Ulan. 


450.000 

1.533.000 

3,817.877 

640.000 

993^036 


432,014 

1,313,885 

4.884.994 

648.348 

356.353 

1.638.859 


0  18    6 


0  16    0 
3    3    0 


50i..85ff. 


8  10   OiPrestonand  Wjre   

5   0   0,  Sheffield  and  Manchester  . 


3   4  OSctith-Eastern  and  Dover 

5   0  OTaifVale 

5  10  0  Ulster Returns  imperfecL  I    8.481 

10   0  0  York  and  North  Midland i  20,014     10,109 


9.076  I  1.514 

6.549  2.789 

83,615  I  19.850 

4.398  I  3.480 


i,6iin,odo 


2AV2.916 


0  18  9 
0  18  6 
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8   0   o  Paris  and  Orleans. . .  .Rrtums  Imperfect.'  22,908 
8   0   0  Paris  and  Rouen  ....  Returns  imperfect.   18,399 
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Shaiv. 


RiUfriyi. 


I>V(L 


£ 
171 


3ii 


M 


J9i 


M 
85 

SO 

60 

50 
100 

40 

30 

15 
100 

50 

85 

80 

50 

50 

12* 

85 

50 

80 
80 
80 

85 
25 

Stock 
38 
85 
80 
25 
Ayenge 


50 

50 
Average 

9 
Average 
Average 
Average 

40 

50 

40 

50 

85 

50 

50 


1416.0 
8.16.0 
6.13.4 
6.13.4 
lOr. 

.i* 

10 
18* 
10 
3 

7* 


42#. 
If 
2* 

48f. 


W      Aberdeen 

A  mber.  Nott,  tUoatcm  .A:  E.  Ju  H. 
IflO  B^ninjhana  and  Uloucciiler. . 
Sfl  Dit ►  ??e w  ( iHiietl  4t  7 i  tltt J .  H 

SO       EtfmnfiifitiAn)  ftii4  Omfoid  June 

IW        Hiisto]  ADd  ExLetfr 

334         Du.  New  ,    ,, 

50       ElTLitrjl  u<l  GlDgntter *.. 

am       BucltLnRliaansliLre............ 

50       CilcdonlKii *.. 

85  Do.  j  Shatra   .,........,,., 

as  Do.  KTtt«niEjii    

raigibriilf^  nnil  Oxford.  ...... 

50       Chester  and  tlulyhnd.. 

SO       C  liuratt  and  ELjrtbe.  „ , .  * 

25       Curk  ail  A  Waterf oM. ......... 

AfJ       Cornwall „,,.. 

5<f       D jvect  Uaacheit.  { Hnnil  puAm V) 
IJO.       do.         tHftrtrfcJf  *k . 

23       Direct  Nonheni 

541       Dublin  and  nHfut  JuiLetion  . 

40       Duhhn  :!,rL(!  iraivay ,.. 

Uunilalk  and  Eiint»kiilm  .... 

Average  Eastern  Counties 

14.W       Do.New 

&1&4       Do.  Perpet.  5  per  cent.  No.  1. 

&1S.4       Do.    do.  No.2. 

85         Do.  York  Extension  

B«st  Lincolnshire 

Edinburgh  and  Glasgow 

Da  *  Snares  

Do.|Shares  

Do.  New  i  Shares 

Edinburgh  and  Perth 

Ely  and  Huntingdon  

Gloucester,  AbOTystwith,  and 

Central  of  Wales 
GOole,  Doncaster,  &  Sheflleld 
Grand  Union(Notting.ALynn) 
Great  Eastern  and  Western  . . 
Great  Grimsby,  Louth,  Hom> 
castle.  Line,  and  Mid.  June 
Great  South.  A  West.  ( Ireland)     80 

Do.Extension   

Great  North  of  England 100 

po.New 5 

Do.New  10 

Do.New U 

GreatWestem  85 

Do.|Shares  50 

DaiShares  5 

Do.Fiflhs   80 

Guildford,  Pareham,  St  Portal       5 

HuUandSelby 50 

Do.iShares  18* 

Do.*Shares  7 

Lancaster  and  Carlisle 35 

Do.New  5 

Leicester  and  fiinningham ....     82*. 

Leicester  and  Bedford 88*. 

Leicester,  Tamw.,Cov.3irm.,     48«. 

and  Trent  Valley  Junction 
Liverpool  and  Lc«ds  Direct. .       9i 
Liverpool,    Manchester,  and       8* 

Newcastle  Junction 
London  and  Bbmingham  ....    100 

Do.  Thirds 24 

Do.  Quarters 8 

Do.Fifths  8 

London  and  Birm.  Extension . .       1 1 

London  and  Blackwall  16il3.4 

Do.New 8* 

Da  Extension   3 

London  and  Brighton 50 

Da  Consolidated  Eighths . . 

Do.         da  Fifths 80 

London  and  Croydon la  15.9 

Da  Guaranteed  5  per  Cent . .    9.0.0 

London  and  Greenwich 18.1.'$.4 

Do.  Preference  or  Privilege  iai7.2 

London  and  South  Western. .  41.6.10 

Da  New  Consol.  Eighths  . .     34 

Do.  New  124 

DaNew lo 

London  and  York 8| 

Da  h  Shares  8* 

Lond.,  Warwick .  and  Kiddenn.      8^ 
London,  Salisbury,  and  Yeovil       8i 
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THE  NORTH  KENT  RAILWAYS  * 

(WUhaMap,) 

fif  ndlways  in  Ndrtb  Kent  involves  one  of  the  most 

Btions  in  railwaj  policy,  and  presents  the  most  remarkable 

be  present  session  We  had  two  powerful  Companies  in  the 

stablished  Company,  and  one  a  new  Company — claiming 

construction  of  a  line  through  North  Kent ;  and  while 

I  difference  on  points  of  engineering  merit,  there  was  strong 

{ the  ground  of  moral  claim;  and  the  contest  was  not  carried 

reen  two  candidate  Companies  for  a  valuable  concession, 

lict  in  which  matters  of  principle  are  involved.     The 

^the  district  took  part  in  this  feeling,  and  their  opposition 

i  to  the  established  Company,  the  South  Eastern,  and  their 

fas  warm  for  the  new  Company,  the  North  Kent,  which, 

[held  to  as  their  own  undertaking.     Here  and  there,  at 

for  such  a  station,  it  might  be  contended  that  one  plan  was 

lie  other;  but  the  main  battle,  as  we  have  already  said,  was 

pie.-    Much  has  been  written  on  both  sides  in  this  contest, 

ability  by  the  advocates  of  either;  while  the  railway 

'fluctuated  in  their  opinions  and  the  decisions  they  have 

1  it  was  one  of  those  cases  which  are  as  much  matter  of 

F  judgment,  and  as  circumstances  incline  in  favour  of  either 

i  judgment  apt  to  waver. 

i  conduct  of  the  S^'^uth  Eastern,  in  what  was  called  the  Hignett 

case,  laid  them  open  to  public  odium — ^the  weight  of  the 

[.against  them ;  but  as  feeling  subsided,  the  South  Eastern 

(revived,  and  has  now  gained  an  advantage.  These  changes  are 

J,  for  as  the  claims  of  the  parties  depend  much  on  their 

,  and  as  much  on  their  probable  performance  cf  the  pro- 

hnake,  the  scale  has  wavered  with  the  degree  of  faith  which 

of  the  moment  has  allowed  to  each.     This  has  shown  the 

r  of  the  railway  presS)  though  it  has  diminished  their  influence 

ion,  and  it  is  sufiicient  to  make  us  hesitate  as  to  any  course 

ke  in  the  present  review.     We   can  scarcely  hope  to  be 

^partial,  where  the  mere  discussion  of  the  question  must  enlist 

p  aa  much  as  our  judgment;  and  we  would  willingly  put  the 

our  remarks  to  show  its  South  Eastern  or  North  Kent 

[  if  we  bad  not  the  opportunity  of  approaching  the  subject  on 

lid,  K)  as  to  afford  to  either  side  materials  for  guiding  their 

i  and  regulating  their  conclusions,  which  the  advocates  during 


ement  of  the  Sonth  Bastem  Countieft  Kailway  Company,  1846. 

to  the  Statement  put  forth  by  the    South  Eastern    Company. 
Ingham  Wilson.   1846. 
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the  contest,  did  not  feel  themselves  called  upon  to  supply.  To  come  to  a 
safe  decision,  the  preyious  history  is  surely  the  first  and  easential 
groundwork,  for  on  it  rests  the  settlement  of  priority  of  claim,  of 
sound  and  established  faith,  and  of  compliance  with  public  requisites, 
all  which  points  are  involved  in  the  discussion.  The  North  Kent 
advocates,  because  they  have  no  claim  on  the  score  of  originality  or 
priority,  seem  to  have  avoided  the  previous  history;  while  the  South 
Eastern  advocates,  knowing  that  their  claim  is  not  in  legitimate  descent^ 
have  purposely  involved  it  in  mystery.  We  shall,  therefore,  first  take 
up  the  simple  history  of  the  subject,  and  if  in  the  subsequent  discussion 
any  undue  bias  should  infiuence  us,  we  shall,  at  least,  have  given  the 
materials  of  refutation. 

In  seeking  for  the  origin  of  a  railway  in  North  Kent,  while  general 
feeling  would  induce  us  to  regard  it  as  of  early  date,  in  compliance  with 
the  popular  misapprehension  as  to  the  novelty  of  the  railway  system,  more 
accurate  research  will  enable  us  to  carry  it  back  to  twenty  yean  ago, 
when  indeed  all  the  main  lines  of  railway  were  already  projected,  and 
the  railway  system  mapped  out  as  in  its  chief  lines  it  now  exists. 
The  original  prospectus  of  the  North  Kent  line  we  have  seen,  but  at 
present  we  have  not  access  to  it,  though  we  hope  at  an  eariy  period  to 
have  the  means  of  republishing  it. 

In  1825,  Captain  Varlo,  of  the  Royal  Marines,  projected  a  lailwaj 
with  the  view  of  accommodation  to  the  population  of  North  Kent,  hat 
it  was  destroyed  by  the  great  panic* 

In  1834,  a  Company  was  started  called  the  London,  Folkestone, 
Dover,  and  Continental  Railway  Company.  This  was  an  extension  of 
the  London  and  Greenwich  Railway,  with  Colonel  Landmann,  engineer 
of  that  Company,  for  its  engineer;  and  Messrs.  Clutton  and  Fearon, 
solicitors  to  the  South  Eastern,  for  its  solicitors.  This  project  feU  to  the 
ground  still  bom.t 

Of  this  line  Captain  J.  Watson  Pringle,  R.E.,  gave  evidence  before 
the  Parliamentary  Committee  in  1836  :— "In  the  year  1834, 1  had  the 
pleasure  to  be  acquainted  with  Mr.  Fearon  and  other  gentlemen.t    1° 

*  In  a  letter  in  Herapath't  Journal  for  March  14, 1846,  which,  from  the  cooBee- 
tions  of  that  paper,  is  sure  to  be  from  an  authentic  source,  it  is  stated  thit,-;- 
**  Before  the  South-Eastern  Company  was  formed,  there  was  a  CompaoT  in 
existence  as  far  back  as  1827,  whose  object  was  to  form  a  line  of  railwaj  trcm 
London,  via  Gravesend,  Rochester,  Sittingboume,  and  Canterbury,  to  Dover,  sod 
that  the  officials  attached  thereto  were  intimately  connected  with  the  corporatioas 
of  London  and  Bochester.**  We  believe,  however,  that  ours  is  the  right  dite, 
and  which  we  have  from  a  source  equally  competent. 

f  The  writer  in  Herapath*s  Jtmrnal  says,  -  **  The  course  of  this  line  emhnced 
no  portion  of  the  North  of  Kent  beyond  Gravesend,  the  main  line  leaving  that 
direction  at  or  near  Greenhithe,  and  proceeding  through  Lord  Damley's  property 
to  Kewhithe,  near  Maidstoce,  and  thence  by  way  of  Ashford  to  Dover,  with  a 
branch  from  the  point  of  divergence  at  Greenhithe  into  Gravesend.  Sudi  was  th« 
original  scheme.  This  was,  atter  mature  deliberation,  abandoned,  not  so  much  on 
account  of  the  objections  raised  against  it  by  the  landowners,  as  by  the  almoiC 
insurmountable  difficulties  of  the  country;  for,  if  I  recollect  risfatly,  the  works 
between  Greenhithe  and  Kewhithe  [Hythe],  would  have  enguTphra  the  whole 
capital  of  one  million  and  a  half,  intended  to  be  raised  for  the  completion  of  the 
hne  from  Greenwich  to  Dover. 

X  Mr.  Greenough,  F.RS.,  Mr.  Deeimus  Burton,  arcfaifeoi  to  the  Soath-Eastsn 
Company,  &o« 
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the  first  instance,  they  laid  before  me  a  plan  which  had  been  taken  of  a 
line  from  London  to  near  Gravesend,  to  Maidstone — ^from  Greenhithe  to 
Hjthe,  running  across  the  chalk  ridge;  and  I  condemned  it,  and  I 
refused  to  hate  anything  to  do  with  it  while  they  meant  to  go  on  with 
that  line." 

Captain  Pringle  then  tried  a  line  up  the  Talley  of  the  Ravensboume, 
through  a  Mr.  Ward's  propeH^y,  and  Pratt's  Bottom,  and  to  Oxted; 
that  section  turned  out  badly  and  was  abandoned;  and  subsequently 
Captain  Pringle  tried  the  present  line  of  the  South  Eastern.* 

In  1835,  Lieut.  Walter,  of  the  Royal  Marinea^  and  the  promoter  and 
secretary  of  the  Greenwich  Railway  Company,  proposed  a  line  through 
Greenwich  Park  to  Woolwich,  Dartford^.Gravesend,  Rochester,  Canter- 
bury and  Dover,  with  branches  to  Deal,  Ramsgate,  and  Margate* 
Messrs.  Clutton  and  Fearon  were  also  in  this,  and  defeated  the  intended 
plan  with  the  object  of  diverting  the  course  through  the  Weald.  This 
caoaed  a  split,  Mr.  Walter^s  party  proceeding  for  the  North  Kent  line, 
and  Mr.  Fearon's  for  the  Weald  line.  Mr.  Walter's  line  was  called  the 
London  and  Gravesend  Railway  Company,  and  Colonel  Landmann 
became  the  engineer  to  it.+ 

At  the  same  time  the  South  Eastern  Company  was  started,  being  its 
first  appearance.  It  was  styled  the  South  Eastern  Railway  Company, 
London  to  Brighton,  and  London  to  Tunbridge  Wells  and  the  Weald 
ofKenit 

The  plan  of  this  South  Eastern  line  was,  as  we  have  stated,  projected 
by  Captain  Pringle,  and  was  an  entirely  new  undertaking,  the  previous 
lines  having  been  properly  North  Kent  lines.  Messrs.  Clutton  and 
Fearon  therefore  abandoned  the  North  Kent  route,  and  adopted  that  by 
the  Weald.  In  the  minutes  of  evidence  on  the  bill  in  1836,  Captain 
Pringle  says,  that  in  consequence  of  his  failures  to  produce  a  satisfactory 
line  in  North  Kent,  he  suggested  going  still  further  west.  Always 
looking  out  for  a  Dover  line,  and  looking  at  the  chalk  ridge,  the  next 
pass  to  Oxted  is  at  Godstone,  which  he  thought  favourable,  and  at 
Merstham,  which  also  is  &vourable.  Finding  himself  there,  he  suggested 
that  Lewes  and  Brighton  should  be  combined,  as  they  were  very  nearly 
twenty-five  mUes  south  in  that  direction,  and  had  a  complete  level 
through  the  Weald  of  Kent.  Mr.  H.  R  Palmer,  who  subsequently 
became  the  engineer  of  the  Company,  acknowledged  that  he  merely 
surveyed  upon  the  plan  of  Captain  Pringle. 

In  this  new  plan  the  South  Western  was  adopted  as  the  terminus, 


*  The  Raihootf  Magazme  (2iid  aeries)  1838,  No.  xxxiv.,  p.  429,  gives  a  plan  and 
description  of  the  line,  and  says  it  was  started  in  1888. 

t  Singularly  enough,  the  railway  press  was,  in  1835,  founded  by  Mr.  Walter,  in 
the  shape  of  the  RcStwoy  MaooztM,  (now  Herapath*s  Journal)  for  the  puroose  of 
advoeating  the  interests  of  Hhb  North  Kent,  Greenwich,  and  Prest<m  and  Wyre 
schemes. 

{  In  the  North  Kent  pamphlet  **  B«^y  to  the  SUtement  nut  forUi  by  the 
Directors  of  the  South-Eastem  Railway  Company,  Effingham  Wilson,  1846,  it  is 
stated  that  the  first  prospectus  was  dated  30th  October,  1835,  and  extracts  are 
giren  from  it  This  prospeetus  we  hare  now  before  us,  but  it  is  the  amended 
prospectus;  the  earlier  one  is  that  given  by  us,  and  dated  14«h  September,  1835, 
six  weeks  earlier. 
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and  the  shareholders  in  that  undertaking  were  induced  to  give  it  their 
support.* 

As  the  original  prospectus  of  the  South  Eastern  is  now  rare,  and  as  it 
elucidates  the  original  views  of  its  promoters,  we  here  give  it  entire :~ 

SOUTH-EASTERN  RAILWAY  COMPANY. 
London  to  Brighton,  and  London  to  Tunbtidge  WeUa  and  the  Weald 

of  Kent 


Capital,  £1,400,000,  in  Shares  of  £50  each. 
DspoBiT,  £2  per  Share. 

Pboyibional  Committbb. 
^  Hon.  C.  Compton  Cavendish,  M.P. 
«  Herbert  B.  Curteis,  Esq.,  M.P. 
3  Howard  Elphinstone,  Esq.,  M.P. 
*  J.  Minet  Fector,  Esq.,  M.P. 

Frederick  North,  Esq.,  M.P. 

Hon.  General  St.  John. 

Edward  Barnard,  Esq. 

James  Burton,  Esq. 

Decimus  Burton,  Esq. 
^  Robert  Clutton,  Esq. 

Captain  Cole. 

Thomas  Cooper,  Esq. 
7  H.  C.  Moreton  Dyer,  Esq. 

Robert  Gear,  Esq. 

Edward  Graham,  Esq. 
«  Burwood  Grodlee,  Esq. 

Edmund  Halswell,  Esq. 

John  Langford,  Esq. 

Horatio  Leggatt,  Esq. 
9  Captain  Pringle,  R.E. 

John  Smith,  "Eeq. 

10  David  Salomons,  Esq. 

11  John  Shewell,  Esq. 

*  The  writer  in  Herapath*»  Journal  asserta  that  it  was  Mr.  Fearon  wlio 
Buggested  the  union  of  Brighton  and  Dover,  and  to  whom,  indeed,  the  merit  tai 
parentage  of  the  South  Eastern  Line  is  due,  no  less  than  much  of  its  sahmpgirt 
success. 

>  Uncle  of  Earl  of  Burlington,  and  then  M.P.  for  East  Sussex. 

*  Son  of  E.  J.  Curteis,  formerly  M.P.  for  Sussex;  then  MJ*.  for  Eaal  Soisff, 
and  a  Sussex  landowner. 

*  M.P.  for  Hastings,  and  a  Sussex  landowner. 

*  A  banker  at  Dover,  and  liJP.  for  that  Cinque  port 
<  A  relatiye  of  Mr.  Clutton. 

7  Bon  of  the  police  magistrate. 

'  A  resident  at  Lewes,  now  deputy-chairman  of  the  Brighton  and  Lewti 
Bailway  Company. 
'  The  projector  of  the  line. 

>«  A  Kentish  landowner;  high  sheriff  and  deputy  lieutenant,  now  director  of  tkt 
Richmond  Bailway,  and  chairman  of  the  Reading,  Guilford,  and  Reigate. 
"  Member  of  the  Stock  Exchange. 
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Henry  Shirley,  Esq. 

Robert  Trotter,  Esq. 
w  John  Twells,  Esq. 
^  Thomas  W.  Tyndale,  Esq. 

Henry  Wrench,  Esq. 

John  W.  Woollgar,  Esq. 
With  power  to  add  to  their  nmnber. 

BAJIKEB0,  I  S"^  ^^^^'^  and  Westminster  Bank,  )  ^on^ 

^^^  I  Messrs.  Spooner,  Attwoods,  and  Company,      j  """'*"" 

Enginseb, — Henxy  R.  Pakner,  Esq.,  F.KS. 

SoudiOBS, — Messrs.  Glutton  and  Fearon.^^ 

SiCBKFABT, — Mr.  Yeats. 


The  object  of  this  undertaking  is,  by  means  of  a  combination  of 
capital  and  interests,  to  open  a  railway  communication,  not  only  between 
London  and  the  important  towns  above  named,  but  also  to  extend 
branches  into  parts  of  the  counties  of  Kent  and  Sussex,  where  no 
fiicilities  of  steam  navigation  exist.  The  Weald  of  Kent  and  the 
eastern  parts  of  Sussex  are  excluded  from  all  direct  communication  with 
London  except  by  land  carriage.  The  promoters  of  this  undertaking 
consider  that  an  easy  and  expeditious  conyeyance  to  the  metropolis  by 
a  railway  would  be  desirable;  and,  having  previously  obtained  the 
requisite  information  as  regards  the  mechanical  execution  of  the  work 
and  the  proJUs  which  may  be  reasonably  expected  to  result  from  it,  now 
submit  their  plan  to  the  public.  A  line  has  been  minutely  surveyed 
from  Kennington  to  Brighton,^  by  which  the  distance  between  these  two 
points  is  forty-eight  miles.  Those  persons  desirous  of  proceeding  direct 
to  London  Bridge  will  have  the  option  of  passing  from  Croydon  by  the 
railway  for  which  an  act  has  already  been  obtained  to  that  place.  The 
distance  by  this  course  from  Brighton  to  London  Bridge  is  fifty-one 
miles.  ^^  From  Croydon  the  line  proceeds  to  the  eastward  of  Godstone, 
near  Oxted,  thence  in  almost  a  direct  line  to  Brighton,  with  an  easy 
communication  to  Lewes  and  Newhaven,  to  which  places  it  is  intended 
a  branch  shall  hereafter  proceed.  The  Brighton  line  enters  at  the 
northern  part  of  the  town,  from  which  point  it  may  without  difHculty 
be  continued  to  Shoreham  if  considered  desirable.  From  Oxted  the 
Eastern  line  proceeds  direct  to  Tunbridge  Wells,  through  a  country 
presenting  every  fibcility  for  such  a  work.  The  distance  fWi^m  Kenning- 
ton to  Tunbridge  Wells  will  be  thirty-two  miles.  It  is  proposed  here- 
after to  cany  a  line  from  the  Kentish  branch  at  Bowbeaoh  by  Tunbridge 
through  the  Weald  to  Dover.  ^7  The  line  being  direct  from  London  to 
Brighton,  the  journey  will  be  performed  in  about  two  hours,  that  to 
Tunbridge  Wells  in  an  hour  and  a  half     The  survey  is  convpleted,  and 

**  Partner  in  Spooner  and  Attwood*8;  afterwai^  depntv  chairnvuv 

**  Afterwards  chairman,  and  predecessor  to  Mr.  Biuienaale, 

>*  J.  P.  Fearon,  Esq.,  the  present  solicitor. 

^  It  will  be  seen  that  this  was  rather  a  Brighton  than  a  Dover  line^ 

>*  The  object  of  havinfl;  a  West-end  terminus  to  London,  so  frequently  matter 

of  controversy  with  the  Croydon,  is  here  part  of  the  original  plan,  and^tl^e  Lpofk^ 

Bridge  route  was  optional. 
*'  llie  I>orer  line  was  only  an  adventitious  objeot  of  the  pUuu 
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the  promoters  of  the  undertaking  are  folly  satisfied  that  it  lAom  the 
best  and  shortest  practicabU  line  to  Brighton — and  one  which  will  not 
exceed  the  average  cost  of  similar  undertakmgs — ^whilst  the  income, 
estimated  from  the  returns  ohtained  from  actoal  ohsenration,  greatl/ 
exceeds  that  which  can  he  deriyed  from  anj  other  line  to  Brighton,  in 
consequence  of  its  emhracing  also  the  traffic  of  Tunhridge  Wells  and 
the  Weald.  The  general  character  of  the  line  fr^m  Kennington  to 
Brighton  may  he  shortly  stated.  Where  not  level,  it  consists  of 
gradients  not  exceeding  sixteen  feet  in  a  mile,  excepting  at  the  ChaDc 
Range  between  Croydon  and  Oxted,  where,  for  a  short  distance,  tbe 
inclination  is  one  in  a  hundred.  This  can  be  trareraed  withont 
diminution  of  speed  by  means  of  an  assistant  looomotive  engine,  and  is  tiie 
only  portion  where  such  assistance  will  be  required.  The  line  as  &r  as 
Oxted  being  common  to  both,  the  ktter  remark  applies  also  to  the  line 
to  Tunhridge  Wells;  but  from  Oxted  the  gradients  are  oonaidenbW 
less  than  sixteen  feet  in  a  mile.  In  those  districts  through  which  a 
railway  passes,  the  poor  and  county  rates  are  materially  lightened,  bj 
the  expenditure  of  a  large  capital  in  the  employment  of  labour  in  its 
construction  and  maintenance,  and  by  its  permanent  contribution  to  tbe 
rates  of  the  parishes  intersected  by  it.  It  may  not  be  generally  known 
that  the  Liverpool  and  Manchester  Railway  Company,  throughout  tbeir 
line,  pay  on  an  average  nearly  one-third  of  the  parish  rates.  Moreover, 
the  landed  proprietors  will  be  benefited  by  an  improved  conveyance  for 
agricultural  produce.  Hops,  fruit,  and  butcher's  meat  will  find  an 
expeditious  transit  to  the  London  and  other  markets.  Lime,  coals^  and 
manure  would  be  brought  in^  return.  From  these  causes  the  value  of 
landed  property  near  a  line  of  railway  has  invariably  been  enhanced. 
There  are  on  the  line  of  the  proposed  railway,  and  within  its  immediate 
neighbourhood,  eighty-one  coaches  licensed  for  the  conveyance  of 
passengers.  These  coaches  perform  32,050  joumies  in  a  year,  and  are 
capable  of  carrying  433,800  persons.  The  average  number  of  passengen 
travelling  on  the  line  of  the  Great  Western  Rulway  was  amnitted  bv 
the  opponents  of  that  measure  before  the  Committee  of  the  House  d 
Lords  to  be  ten  per  journey.  The  average  in  the  present  estimate  is 
taken  at  nine.  The  details  of  traffic  have  been  taken  with  great  care, 
and  a  proportion  varying  with  the  peculiarities  of  the  districts  has  been 
adopted  as  the  basis  of  the  calculations.  It  has.  however,  been  customaij, 
in  undertakings  of  this  description  to  assume  that  an  increase  of  traffic 
must  inevitably  follow  the  construction  of  a  railway,  and  this  principle 
has  been  recognized  by  committees  of  both  Houses  of  Parliament  in 
their  revision  of  the  estimates  of  income,  but  in  the  present  instance  no 
addition  has  been  made  for  any  such  assumed  increase  of  traffic  Tbe 
whole  expense  of  the  contemplated  railway,  including  the  moat  libeial 
allowance  for  contingencies,  will  not  exceed  j£l,320,000. 

The  following  are  the  sources  and  amount  of  income  to  be  realised 
from  the  present  traffic : — 

Stage  coach  passengers  travelling  by  81  coaches  -        -  £96,316    8   8 
Parcels  by  coaches    -        -        -        -        -        -        -     11,953  18   0 

Posting,  including  the  conveyance  of  private  carriages 

and  passengers  therein  •-..-.    26,520    0   0 
(roods  by  land  carriage,  conveyed  at  present  by  84 

common  carriers   -  .     -        -        -        •        -        -     15,974    0   0 
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Goods  bjr  private  couveyance  not  common  carriersy 
eomprising   coals,    com,    hay,    straw,    hops,  wool, 
paper,  rags,  wood,  ch^,    Ume,    timber,    manure, 
poultry,  meat,  fruil^  vegetables,  and  fish           -        -     13,172     0     6 
G<M>d8  eonvejed  at  present  by  water  carriage      «        -      3,106  17     6 
Sheep  and  cattle 2,406     5    0 

^169,449     9     8 
I>educt  annual  expenses  of  locomotive  power,  repairs, 
taxes,  rates^  salaries,  and  management,  taken  at  50 
per  cent,  on  the  gross  income,  which  is  an  ample 
sJlowaace     - 84,724  14  10 


Net  annual  income     -        -^84,724  14  10 

This  income  amounts  to  more  than  six  per  cent  on  ^e  capital,  and 
it  is  particularly  to  he  observed  that  it  is  founded  on  the  traffic  as  it 
now  actudUy  exists,  and  on  calculations  which  will  bear  the  strictest 
scrutiny. 

It  having  been  determined  to  proceed  without  delay,  the  necessary 
notices  for  an  application  to  Parliament  will  forthwith  be  given. 
Applications  for  shares  may  be  made  to  the  Bankers,  or  to  Messrs. 
Glutton  and  Fearon,  48,  High  Street,  Southwark,  and  Crown  Office 
Row,  Temple,  London. 

J.  S.  Yeats,  Secretary. 

September  14th,  1835. 

On  the  30th  November,  1835,  the  plan  was  re-modelled,  and  the 
DoTer  portion  was  made  more  conspicuous,  but  on  the  plan  there  is  not 
the  least  reference  to  the  accommodation  of  North  Kent.  The  line  is 
represented  as  having  been  surveyed  under  the  direction  of  Henry  R. 
Palmer,  C.E.,  F.R.S.,  by  Peter  W.  Barlow,  now  the  resident  engineer  to 
the  Company,  and  who  took  part  in  the  prosecution  of  the  works. 

The  capital  was  under  £2,100,000,  and  the  direction  in  November  was 
reinforced  by  W.Knox  ChUd,Esq.,while  Capt.  Pringle  and  Henry  Wrench, 
Esq.,  had  retired.  A  long  list  of  local  bankers  is  given,  and  the  offices 
were  established  at  98,  Gracechurch  Street. 

The  most  remarkable  portions  of  the  amended  prospectus  are  as 
follows: — 

**  The  great  importance  attached  by  the  subscribers  to  the  immediate 
opening  of  a  commimication  by  Dover  with  the  Continent,  has  deter- 
mined the  promoters  of  this  imdertaking  on  proceeding,  in  the  next 
session  of  parliament,  to  complete  their  whole  design  to  Brighton  and  to 
Dover,  adopting  the  Greenwich  and  Croydon  lUdlways  for  passengers  to 
and  from  the  City,  and  the  Southampton  Railway  for  the  West  End 
traffic,  to  one  common  point  at  Croydon. 

^  The  plan,  therefore,  not  only  offers  the  shortest  and  most  direct  line 
to  Brighton,  but  for  the  first  twenty  miles  out  of  London  it  answers  the 
purpose  of  a  joint  conununication  with  Brighton,  Tunbridge,  the  Weald 
of  Kent,  and  Dover. 

"From  Tunbridge  the  line  is  direct  through  the  Weald  to  Aahford, 
and  thence  to  Dover. 
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''The  spirit  of  impToyement  in  the  meamof  ^wmtnnioafiffli,  whiA 
originated  in  England,  has  now  extended  itaelf  to  the  Continent^  and 
lines  of  railway  have  been  surreyed,  and  are  in  conteiaplation,  toeooneet 
the  Northern  Coasts  of  Franoe  and  Belgium  with  Pans  and  the  interior. 
The  importanoey- therefore,  of  Dover,  aa  the  great  commercial  and  poti- 
iical  outlet  to  the  Continent,  is  much  increased.    - 

"  The  dep6ts  at  Tunbridge  and  Tonbridge  Wells  will  secure  the  traic 
of  East  Sussex,  including  the  important  watering  places  of  Hastings  and 
St  Leonards;  whilst  the  Weald  line,  besides  the  towns  mentioDed  nm 
which  it  passes,  must  also  bring  that  of  the  numerous  other  towns  and 
villages  in  the  hop  districts. 

"  The  following  are  the  sources  and-amount  of  income  to  be  realiaed 
at  railway  prices  from  the  present  traffic : — 

£         &    d 
Stage-coach  passengers  now  travelling  by  one 

hundred  and  four  coaches   ...     139,972    S    8 
Parcels  by  stage  coaches  -  -  -      20,589  18    0 

Posting,  including  the  conveyance  of  private 

carriages  and  passengers  therein      -  -      49,171     4    0 

Goods  by  land  carriage,  conveyed  at  present  by 

ninety  common  carriers  ...  18,783  14  0 
Goods  by  private  conveyance  not  common  car* 
riers,  comprising  coals,  com,  hay,  straw, 
hops,  wool,  ps^r,  rags,  wood,  chalk,  lime, 
timber,  manure,  poultry,  meat,  fruit,  vege- 
tables, and  fish  ....  .  21,213  16  6 
Goods  conveyed  at  present  by  water  carriage, 

1^  of  quantity  now  conveyed  •  *        8,278  17    6 

Sheep  and  cattle        ....        3,305    0    0 
Proportion  of  passengers  now   travelling  to 
Dover,  direct  by  steam  boats,  -^  of  present 
number      ....  -        1,352    0    0 

£262,666  12    8 

Deduct  annual  expenses  of  locomotive  power, 
repairs,  taxes,  rates,  salaries  and  manage* 
ment,  taken  at  50  per  cent,  on  the  gross 
income,  which  is  an  ample  allowance  -    131,333    6    4 

Net  annual  income     £131,333    6    4 

The  South  Eastern  scheme  proved  a  complete  ^ulure ;  and  the  projee- 
tors  having  such  powerful  opposition  to  contend  with,  abandoned  the 
Brighton  portion,  and  limited  themselves  to  the  Dover  portion. 

'Hie  South  Eastern  in  this  matter  were  charged  with  a  breack  rf 
ffuth,  and  their  conduct  to  the  Brighton  Companies  was  severelj 
impeached.  The  capital  was  now  reduced  from  £2,100,000  to  the 
original  amount  of  £1,400,000,  and  applications  made  for  a  l»Il  to 
Dover. 

The  year  1836  was  the  period  of  a  severe  contest  in  parliament  amoBg 
ihe  various  lines  for  the  South  Eastern  districts.  Mr.  Walter's  London 
foxd  Gravesend  Company  proceeded  with  their  bill  j  Mr.  Pearon's  South 
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Eastern  Company  with  theirs ;  and  several  Brighton  Companies  were  also 
in  the  field. 

The  Brighton  hills  were  thrown  out,  the  London  and  Grayesend  was 
lost  on  the  second  readings  and  the  South  Eastern  went  through  its 
battle  in  committee ;  and,  at  last,  on  the  21st  of  June,  1836,  the  bill 
TeoeiTed  the  Rojal  assent.  The  passing  of  this  line  was  the  subject  of 
much  ridicale,  as  the  idea  of  traffic  to  support  it  coming  from  the  Weald 
of  Kent,  was  mostly  regarded  as  absurd.  This  bill  did  not  pass  without 
evevy  effort  being  made  in  favour  of  North  Kent,  and  meetings  were  held 
at  Qiatham,  Rochester,  Stroud,  and  other  towns,  in  support  of  the  North 
Kent,  and  against  any  other  line.  So  strongly  did  the  parliamentary  com- 
mittee feel  that  the  weight  of  traffic  evidence  and  of  public  utility  was 
in  favour  of  North  Kent,  that  it  expressly  distinguished  the  line  through 
North  Kent  as  entitled  to  consideration,  provided  it  could  be  shown 
that  such  a  Hne  might  be  accomplished  without  insuperable  engi- 
neering difficulty. 

In  1837  the  London  and  Gravesend  Company  was  remodelled,  and  the 
promoters  came  forward  with  a  complete  North  Kent  line,  but  they  were 
again  defeated. 

At  the  same  time,  the  South  Eastern,  having  got  their  Dover  line^ 
now  attempted,  as  was  asserted,  in  breach  of  the  compact,  to 
get  the  Brighton  line,  for  which  they  had  first  hankered,  and  accord- 
ingly applied,  in  the  session  of  1837,  for  a  Brighton  bill,  but  in  which 
they  failed.  It  resulted,  however,  in  an  arragement  between  them  and 
Bennie's  Company,  by  which  the  South  Eastern  line  was  diverted  fur- 
ther south  from  Oxted  to  Reigate,  and  the  line  between  Croydon  and 
Reigate  divided  between  the  two  Companies.  During  this  time,  the 
progress  of  the  works  in  Kent  was  suspended. 

An  invidious  and  unusual  enquiry,  promoted  by  the  South  Eastern 
managers  into  the  private  characters  and  circumstances  of  the  parties  who 
had  signed  the  North  Kent  deed,  had  aggravated  the  position  of  that 
concern,  which  the  panic  effectually  broke.  Subsequently  Mr.  Walter's 
party  being  turned  out  of  the  Greenwich  Railway,  continued  to  urge 
the  expediency  of  a  North  Kent  Extension,  while  the  Greenwich  direc- 
tors abandoned  it.  As  the  market  presented  appearances  of  improve- 
ment, so  was  the  phm  of  a  North  Kent  line  agitated  by  Mr.  Walter, 
from,  time  to  time,  and  it  became  a  bugbear  to  the  South  Eastern,  who 
were  involved  in  financial  difficulties,  and  did  not  succeed  in  opening 
their  line  to  Dover  until  1844.  Whenever  the  subject  of  a  North  Kent 
line  was  agitated  at  South  Eastern  meetings,  it  was  always  scouted  by 
the  directors  as  completely  visionary;  and  Mr.  Baxendale,  the  chairman, 
on  more  than  on  one  occasion,  undertook  to  demonstrate  that  it  woidd 
never  be  executed,  and  could  never  pay. 

In  1840  Mr.  Widter  issued  a  prospectus,  with  the  view  of  concentra- 
ting the  old  Kent  inter^t,  but  this  plan  fell  to  the  groimd.  Mr.  Vig- 
noles  was  the  engineer  of  this  Company.     This  prospectus  is  headed : — 

**  TheNorth  Kent  Railway,  from  London  to  Ramsgate,  passing  through 
or  near  the  towns  of  Deptford,  Greenwich,  Woolwich,  Dartford,  Gravech 
end,  Stroud,  Rochester,  Chatham,  Brompton,  Milton,  Sittingboume, 
^Faversham,  Caaterbniy,  and  Margate,  with  a  branch  from  Rochester  to 
Maidstone. 
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''  The  capital  required  to  finish  the  rail waj  to  Rochester  Bridge  will  be 
£1,000,000,  to  be  raised  by  the  creation  of  stock,  bearing  interest  from 
the  day  of  investment,  at  £3  per  ceni  per  annum,  payiS»le  half-yesrij, 
until  the  railway  to  Rochester  shall  have  been  completed  and  <^Mmed  to 
the  public  twelve  months,  after  which  the  dividends  will  be  paid  out  of 
the  net  profits  of  the  undertaking.** 

The  mode  of  raising  the  capital  was  also  novel,  as  it  proposed  the 
creation  off  stock : — 

**  The  capital  required  to  execute  the  work  to  Rochester  is  one  million  i' 
and  the  phm  of  raising  the  capital  by  the  creation  of  stock  instead  of 
fihares,  and  paying  interest  during  the  execution  of  the  works,  has  bees 
adopted  in  order  to  avoid  the  fatiJ  consequences  and  impediments  to  sQ 
new  undertakings,  from  the  ruinous  system  lately  resorted  to  by  vuiou 
Companies,  in  raising  additional  capital  by  the  issuing  of  new  shaies  (in 
many  cases  at  dO  per  cent,  discount),  thereby  creating  an  enormoiu 
nominal  capital,  on  which  dividends  must  be  paid,  to  the  manifest  injniy 
and  injustice  of  a  large  proportion  of  the  original  subscriben,  whose 
means  having  been  exhausted  in  fulfilling  their  original  contract,  cannot 
avail  themselves  of  the  proffered  bonus  held  out  to  them  of  taking  the 
new  shares  at  a  discount,  and  they  are  thereby  compelled  to  leave  all 
such  advantages  to  their  more  fortunate  brother  shareholders.** 

It  was  stated  that  the  plans  were  deposited  in  the  Private  Bill  Offiee, 
and  were,  we  believe,  the  old  Kent  plans. 

In  1844  Mr.  Walter  moved  again,  and  brou^it  into  activity  a  Com- 
pany, which  was  subsequently  sold  to  the  South  Eastern  Company.  At 
this  time  the  feeling  in  North  Kent  was  strong  in  favour  of  railway  com- 
munication, and  Mr.  Vignoles,  the  engineer,  who  had  surveyed  the  line 
four  years  before,  directed  his  attention  to  the  subject  His  plan  was 
taken  up  by  several  of  the  leading  land-owners  and  capitalists,  and  imme- 
diately assumed  a  permanent  form.  The  financial  odium  which  attached 
to  the  old  Kent  line,  prevented  its  promoters  from  obtaining  public 
support,  while  the  South  Eastern  Company,  as  declaied  enemies  to  the 
district,  could  hope  for  no  sympathy  in  any  attempt  at  a  Northern  Hne. 
Vignoles'  Company  became  a  rallying  point  for  the  popular  feeling,  and 
it  was  as  at  once  adopted  as  the  representative  and  exponent  of  the  local 
interests. 

The  first  prospectus  was  issued  on  the  18th  July,  1844,  and  is  as 
fbllows : — 

PROSPECTUS  OF  THE  LONDON,  CHATHAM,  AND  NORTH 
KENT  RAILWAY. 


Capital,  £1,500,000,  in  30,000  Shares  ot£50  each. 
Deposit,  £3  per  Share. 


Pbovibioral  CoxmrrEB. 
Sir  Brook  W.  Bridges,  Bart.,  Goodnestone,  Kent 
Joseph  Bailey,  Jun.  Esq.,  M.  P.,  Belgrave  Square. 
J.  C.  Colquhoun,  Esq.,  M.  P.,  Putney  Heath. 

laeut-Gen.  Sir  Howard  Douglas,  Bart,  O.C.B.,  6.C.M.6.,  M.P.,  Gnem 
Street 
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Frederick  Mildred,  Eaq.,  Nicholas  Lane. 
William  C.  Mjlne,  Esq.,  New  River  Head. 
J.  D.  Powles,  Esq.,  New  Bank  Buildings. 
H.  T.  Prinsep,  Esq.,  Hyde  Park  Gardens. 
Joshua  Walker,  Esq.,  Abchurch  Lane. 
George  Whitmore,  Esq.,  Austin  Friars. 

(With  power  to  add  to  their  numher.) 

ENOiNBEa — Charles  Vignoles,  Esq.,  F.R.A.S.,  M.KLA. 

ComroBL — ^Francis  Henry  Goldsmid,  Esq.,  Stone  Buildings,  Lincoln's  Inn. 

SoLiorroB — ^William  Stephens^  Esq.,  30,  Bedford  Row. 

Bavksrs — Messrs.  Masterman,  Peters,  Mildred,  Masterman  and  Co., 
London;  Messrs.  Boyle,  Low,  Pirn,  and  Co.,  Dublin;  The  Liverpool 
Banking  Company,  Liverpool;  Sir  Benjamin  Heywood,  Bart.,  and 
Company,  Manchester. 

This  railway  is  proposed  as  a  direct  and  uninterrupted  line  of  com* 
munication,  from  London  Bridge  to  Woolwich,  Gravesend,  Chatham, 
Ramngate  and  Margate,  paasing  through  the  populous  part  of  North 
Kent — a  rich  district,  intimately  connected  with  the  metropolis,  but  at 
preaeni  altogether  unprovided  with  railway  accommodation. 

Several  incomplete  plans  for  railways  in  this  direction,  have  of  late 
been  brought  before  the  public.  The  present  line,  as  fiff  as  Chatham, 
was  surveyed  four  years  ago;  but  it  has  been  considered,  that  in  the 
present  advanced  state  of  the  railway  system,  a  complete  communication 
through  one  of  the  most  populous  districts  of  the  country,  is  best 
calculated  to  meet  the  wants  and  wishes  of  the  public,  and  of  the 
government — bringing  not  only  all  the  favourite  watering  places  of 
North  Kent  within  a  close  proximity  to  London,  but  embracing  in  its 
course  some  of  the  most  important  military  and  naval  arsenals  of  the 
empire. 

The  railway  is  intended  to  commence  at  London  Bridge,  and  pass  by 
the  London  and  Greenwich  line  to  Deptford;  then  to  proceed  outside 
of  Greenwich  Park,  by  Blackheath,  Charlton,  Woolwich,  Flumstead, 
Wickham,  Bezley-Heath,  Crayford,  Dartford,  Stone,  and  Northfleet  to 
Gravesend;  from  thence  (North  of  Cobham  Park,)  to  Frindsbury  and 
Stroud,  and  crossing  the  Medway  by  a  permanent  bridge,  through 
Rocherter,  Chatham,  and  Brompton;  then  by  Rainham,  ^ttingboume, 
and  Milton  (within  a  very  short  distance  of  Sheemess),  to  Ospringe  and 
Favexsham,  continuing  to  near  Whitstable  (intersecting  the  railway 
already  made  from  that  port  to  Canterbury,)  and  abng  the  North  Coast 
of  Kent  by  Heme  Bay  and  Reculver  to  Uie  Isle  of  ^Dianet,  and  either 
fidling  into  the  South  Eastern  branch  from  Ashford  to  Margate^ 
Broadstairs  and  Ramsgate,  or  continuing  the  proposed  railway  to  those 
places,  thus  coming  within  a  short  distance  of  Sandwich,  and  only  ten 
miles  from  Deal. 

**  The  length  of  railway  to  be  made  will  be  about  60  miles  in  the 
first  case,  or  little  more  than  70  miles  in  the  latter  alternative. 

"  The  mode  of  passing  by  Greenwich  Park  and  Woolwich  Common^ 
will  be  the  same  as  was  required  by  the  government  authorities,  for  the 
projected  London  and  Chatham  Railway,  the  plans  and  sections  whereof 
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were  prepared  by  Mr.  Vignoles,  and  lodged  for  F^Miiameiit  iq  tiie 
session  of  1840. 

It  is  designed  as  part  of  this  plan,  to  connect  the  station  at  the 
London  terminus,  with  a  steam  boat  wharf,  by  a  direct  and  uninter- 
rupted passage  between  the  railway  and  the  river;  which  passage  may 
be  conveniently  obtained.  The  daily  increasing  communication  between 
the  extreme  parts  of  London,  by  means  of  the  numerous  small  steam 
boats,  has  become  as  necessary  for  the  convenience  of  the  visiton  and 
inhabitants  of  the  metropolis,  as  the  public  conveyances  along  the 
principal  streets.  All  these  boats  will  fiiicilitate  the  aooes  of  pafloengeis 
to  the  railway. 

The  project  will  of  course  be  subject  to  any  modification  which  may 
be  considered  advisable  by  the  committee,  or  be  required  by  the 
government 

The  estimates  in  the  engineering  department  have  been  carefully 
prepared;  and  from  the  experience  now  gained  in  constructing  and 
furnishing  railways,  as  well  as  the  very  fiivourable  character  of  the 
country  through  which  it  has  chiefly  to  pass,  the  engineer  states  thai 
the  proposed  line  may  be  completed  for  woiidng,  at  a  coat  avenging 
under  ^25,000  per  mile,  including  land-purchases,  parliamentaiy 
expenses,  and  management.  These  latter  items^  though  not  so  snso^tifale 
of  rigorous  calculation  as  the  works,  have  had  liberal  amounts  asEBgned 
to  them,  and  a  large  allowance  has  been  added  for  contingencies.  The 
committee  have  every  confidence  in  the  estimates  prepared  by  their 
engineer,  and  do  not  apprehend  that  the  proposed  capital  of  jCl,500,000 
will  be  exceeded. 

The  resident  population  on  the  line,  or  within  a  very  short  distance, 

Sexcltisive  of  London  and  Gk^eenwich),  is  considerably  above  300,000. 
f  the  traffic  be  estimated  by  the  extent  of  steam-boat  movement  ooly, 
throughout  the  year,  it  appears  that  in  1843,  this  boat  traffic,  to  and 
from  Woolwich,  was  ascertained  to  have  been  more  than  two  millions  <^ 
passengers  annually,  being  upwards  of  6000  daily;  although  in  1840, 
the  whole  passenger  traffic  to  and  from  that  town,  by  land  and  by  water, 
averaged  only  3838  daily.  In  1840,  the  daily  movement  of  pasaengen 
between  London  and  Gravesend,  by  the  steam  boats,  was  1900.  In  1843 
it  was  nearly  double  that  amount,  viz.,  one  million  and  a  quarter  in  the 
course  of  that  year;  and  it  appears  to  be  still  on  the  increase,  it  having 
been  stated  semi-officially,  that  the  number  of  passengers  in  the  mon^ 
of  June  of  this  year,  landed  and  embarked  at  the  Gravesend  Piers  fimn 
the  London  steam  boats,  was  331,739.  A  corresponding  augmentation 
has  taken  place  in  the  numbers  travelling  to  and  from  Rochester, 
Chatham,  Maidstone,  <kc;  The  steam  boat  traffic  to  Heme  Baj, 
Margate  and  Ramsgate,  is  also  of  great  extent,  and  by  moderate  oom- 
putation  not  less  than  150,000  persons  pass  annually  to  and  fr<c»i  those 
places.  All  this  is  independent  of  the  ordinary  traAsit  along  the  road, 
from  the  numerous  populous  places  throughout  the  north  part  oi  Ken^ 
which  is  at  least  equal  to  any  other  district,  of  similar  extent^  within  the 
same  distance  frt>m  the  metropolis. 

It  la  not  necessary  here  to  go  into  any  very  close  computation  of  the 
extent  to  which  a  railway  communication  may  compete  with  that  by 
steam  boats.  It  is  sufficient  for  the  purposes  of  the  estimates  con- 
nected with  this  undertaking,  to  assume  that  the  railway  will  obtain 
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about  one  half  of  the  existing  traffic  by  steam  boats^  with  the  whole  of 
that  bj  the  present  modes  of  land  conyejanoe — ^not  to  mention  the 
nndoabted  increase  of  intercourse,  which  in  all  cases  has  been  found  to 
result  from  the  establishment  of  a  railway  communication,  and  of  which 
this  line  is  largely  susceptible.  For  the  longer  distances  projected  by 
Hue,  and  especially^  during  those  times  of  the  year,  and  of  the  day, 
which  are  un&Yourable  to  water  communication,  the  increased  speed, 
fiicilitj,  and  safety  given  by  railway  travelling  must  operate  largely  in 
&vour  of  the  latter.  With  a  population  of  two  millions  in  the 
metropolis,  having  access  to  Oravesend  in  little  more  than  half  an 
hour;  to  Chatham  in  about  an  hour;  to  Heme  Bay  in  less  than  two 
hours;  and  to  Maigate  and  Ramsgate  in  two  hours  and  a  hal^  at 
modeimte  fitres,  with  constant  opportanities,to  and  fro,  at  every  hour  in 
the  day,  late  and  early,  such  an  increase  of  the  existing  traffic  may 
reasonably  be  expected  as  will  give  ample  occupation  to  both  means  of 
oonveyanoe.  It  is  impossible  to  contemplate  any  section  of  country 
connected  with  the  metropolis  affording  greater  scope  for  an  extended 
and  continually  increasing  traffic,  to  an  amount  not  easily  estimated. 

Independently  of  the  great  existing  passenger  traffic,  there  is  an 
almost  incessant  transport  to  London,  of  fish,  fruit,  v^etables,  hops,  and 
other  produce,  parcel^  van-goods,  and  merchandise,  besides  the  returns 
from  the  metropolis,  for  local  consumption.  This  railway  will  also  enjoy 
the  peculiar  advantage  of  a  dirtct  wmmunieation  between  the  railway 
terminus  at  London  Bridge  and  both  shores  of  the  river,  all  the  way  up 
to  Westminster,  Nine  Elms,  Chelsea^  and  still  further. 

The  connection  of  the  important  military  and  naval  stations  of  Wool- 
wich and  Chatham,  direct  with  London  and  the  Thames,  and  also  by  the 
South  Western  Railway  from  Nine  Elms,  with  Portsmouth  and  South- 
ampton, is  not  only  an  object  of  great  national  importance,  but  must 
command  a  certain  continuous  trade.  But  no  returns  have  been  calcu*- 
lated  upon,  in  the  estimates  of  traffic,  from  this  undoubted  source  of 
revenue* 

The  line  has  the  peculiar  advantage  of  thus  supplying  railway 
acoonmiodation  to  the  populous  districts  of  North  Kent,  without  in- 
terfering with  any  of  the  traffic  naturally  belonging  to  the  South  Eastern 
(Dover)  Railway,  which  traverses  the  more  southern  parts  of  the 
county.  Nor  are  the  advantages  of  the  London,  Chatham,  and  North 
Kent  line  confined  to  travellers  in  England.  The  passengers  by  the 
Ostend  packets  will  naturally  come  to  Ramsgate;  for  by  this  direct  line 
of  railway,  and  the  shortening  of  the  sea  voyage,  Ostend  and  London 
will  be  only  six  or  seven  hours  apart,  thus  saving  three  hours  at  least; 
henoe  may  be  expected  a  great  increase  of  travelling  to  the  Continent, 
on  this  new  route,  especially  as  passengers  may  be  landed  at  Ramsgate 
Pier  at  all  times  of  the  tide.  This  important  iton,  however,  has  not 
been  brought  into  the  present  estimated  returns. 

Under  these  &vourable  circumstances,  the  annexed  is  put  forward 
with  confidence  as  a  low  estimate  of  the  probable  traffic ;  and  there  is 
subjoined  a  table  of  statistics  of  several  existing  railwayet,  with  estimates 
under  corresponding  heads  for  the  proposed  London,  Chatham,  and 
North  Kent  Railway,  by  way  of  comparison  and  illustration  of  popula- 
tion, passenger-movement,  revenue,  and  profit;  so  as  to  show   that 
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these  efltimates  are  founded  <m  the  resolta  of  piactical  ezpeiienoe  in 
other  cases. 

To  those  accustomed  to  consider  the  traffic  returns  on  railwajSy  tbe 
estimated  gross  receipts,  aTeraging  onlj  £4t,652  per  week,  on  this  line^ 
extending  upwards  of  soTont j  miles  through  so  active  a  population  as 
that  of  North  Kent,  must  Appear  extremelj  moderate;  and  on  this  km 
estimate,  after  deducting  50  per  cent,  for  working  expenses  and  for  toU 
to  the  lines  connected  with  this  railway,  the  result  shews  a  dear  profit 
of  full  8  per  cent,  on  the  proposed  ci^ntal  of  ^£1,500,000. 

A  deposit  of  £3  ¥rill  he  payable  on  the  allotmait  of  the  shares,  and  at 
the  same  time,  the  subscribers  agraement  and  parliamentary  oMitiact 
must  be  signed. 

The  prospectus  and  forms  of  apidication  for  shares,  may  beohtaiaed 
at  the  office  of  the  solicitor,  30,  JBedford  Bow;  of  Messrs*  Bo^  Low, 
Pim,  and  Co.,  Dublin;  of  Messrs.  Joseph  King  and  Son,  LiTerpool;  of 
Messrs.  lUdlton,  Manchester;  and  at  No.  13,  Austin  Friars,  Lomoii,  to 
which  hktter  place  applications  for  shaies  must  be  addressed  in  the  fona 
annexed. 

London,  Idth  July,  1844. 

ESXOCATSD  TbAFFIC. 

The  prueni  traffic  to  and  from  Woolwich  by  steam  boats, 
and  carriage  by  land,  is  estimated  at  nearly  2^  millioBB 
annually.  As  there  will  be  no  change  of  oonreyance,  and 
the  time  occupied  in  going  to  Woolwich  will  be  little  more 
than  a  quarter  of  an  hour  by  railway,  from  London  Bridge, 
it  may  be  assumed  that  the  future  increase  of  persons  con- 
reyed,  will  be  so  considerable,  as  to  give  to  the  railway  at 
leflUBt  half  the  present'  number,  say  1^  million  paasengen 
yeariy,  which  at  an  arerage  &re,  (from  1st,  2nd,  and  3rd 
<daas  passengers,)  of  9^  each,  indll  produce  -  -       £49,479 

The  praent  intermediate  traffic  to  and  from  London,  and 
places  beyond  Woolwich,  and  short  of  Oravesend,  and  all 
adjacent  districts,  as  deduced  from  obsenrattons  taken  at 
Blackheath,  Shooter's  Hill,  Erith  and  Dartford,  has  been 
estimated  at  150,000  persons  annually,  which  being  supposed 
to  be  increased  only  one-half  from  fieusiliiies  by  nulway,  will 
make  225,000,  and  this  nimiber,  at  an  average  fare  {from 
1st,  2nd,  and  3rd  class  passengers,)  of  14d.  each  wiU  produce         W^ 

The  present  traffic  to  andfivm  Oravesend,  by  steam  boats 
and  land  conyeyances,  is  1,300,000;  of  which,  full  one-half 
may  be  oalcukted  upon — say,  650,000,  which,  at  an  aTerage  < 
&re,  (from  1st,  2nd  and  3rd  class  passengers^)  18d.  each, 
will  give  a  gross  income  of  -  -  -  -        51,250 

The  actiul  traffic  between  Oraveaendand  Chaikam  by  land, 
as  taken  in  1840,  was  ascertained  to  be  half  a  million  of 
passengers  annually,  most  of  whom  proceeded  to  London  by 
steam  boats  from  Gravesend.  This  number  it  is  known, 
has  since  much  increased,  and  by  the  railway  it  may  be 
expected  to  be  at  least  increased  one-half,  mating  750,000 
persons  a  year,  including  those  who  will  proceed  to  the  - 
further  parts  of  the  line  Mow  Chatham.     This  number  at 
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43d 


Ml  mrermge  fiure,  (from  1st,  3nd,  and  8rd  clan  pasBengen,)  of 

9^  ead^  will  produce      .....         29,687 

The  pre$ent  trqfic  ofpastengers  by  land  and  water  to  and 
from  all  places  beyond  Chatham^  from  the  best  infonnation 
that  can  be  obtained,  is  equivalent  to  200,000  annually, 
which  bj  frequent  and  quick  trains  and  modente  fiires  to 
all  the  watering  places  and  populous  towns  on  the  line,  may 
be  assumed  to  be  equal  to  that  amount,  say  200,000,  by  the 
railway,  assigning  all  increase  in  passengers,  beyond  the 
existing  traffic,  to  the  steam  boats.  This  number,  at  an 
average  five,  (from  1st,  2nd,  and  3rd  class  passengers,)  of  Ikk 
each,  will  produce  an  income  of     -  •  -  -         50,000 

Giving  a  gross  receipt  from  passengers  only  of  •  -     ^193,541 

The  additional  income  from  all  other  sources,  vis.,  private 
carriages,  horses,  dogs,  parcels,  mai]%  fish,  fruit,  vegetables, 
groceries,  and  genenl  merchandise; — (taking  as  a  basis  of 
calculation,  ih€  Ktme  ratio  as  on  the  Brighton  and  on  ihe 
Dover  BaUwayf,  in  1843,  and  considering  the  very  populous 
distnets  from  London  through  North  Kent,)  cannot  be 
calculated  at  less  than  25  per  cent  on  the  gross  receipts 
from  passengers  only,  which  would  be        -  -  -         48,385 

Making  a  total  gross  revenue  of  .  .  ^    ^241,926 

Dedttct/or  working  expemes,  and  for  toll  to  the  Ghreen  wich 
Railway,  and  to  the  brandi  line  to  Ramagste,  (or  to  pay 
interest  on  the  cost  of  its  construction,  if  executed  by  the 
parties  promoting  this  line  through  North  Kent,)  at  the 
rate  of  50  per  cent,  viz.    -  -  -  «  -        120,963 

There  will  remain  a  nett  income  of        *  -  •      ^£120,963 

Which  is  equivalent  to  8  per  cent  on  the  proposed  capital  of  £1,500,000. 

[To  this  is  appended  a  statistical  comparison  of  the  traffic  on  various 
lines.] 

A  little  later,  Sir  Isaac  L.  (Joldsmid  became  the  chairman,  and  .the 
direction  was  joined  by  the  Marquis  of  Conyngham,  Mr.  Angerstein, 
Mr.  Peters,  the  banker,  and  others. 

A  great  change  had  now  come  over  the  South  Eastern  Company,  Mr« 
Baxendale*8  power  tottered,  and  the  old  management  was  involved.  Xfae 
Liverpool  interest  was,  however,  propitiated  by  the  election  of  Mr. 
Macgregor  into  the  board,  and  by  the  retirement  of  Mr.  Baxendale 
from  the  chairmanship  of  the  Company,  in  which  Us  stake  of  j£l 00,000 
had  given  hun  paramount  influence.  Sir  John  .Kirkland,  the  new 
chaiiman,  at  a  Httle  later  period,  gave  way  to  the  real  ruler  of  the 
Company;  and  in  1845,  Mr.  Macgregor  assumed  the  chairmanship; 
which  he  now  holds,  and  at  once  proceeded  to  carry  out  an  entirely 
new  line  of  policy  on  a  bold  and  comprehensive  scale,  exhibiting  a 
degree  of  talent  which  has  much  enhanced  his  reputation.  The  necessity 
of  securing  the  rich  traffic  of  North  Kent  was  now  paramount, 
and  Mr.  Macgregor  speedily  managed  to  get  possession  of  Mr.  Walter's 
Company,  and  break  it  up;  but  while  ihe  line  was  thus  ceded  to  the 
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South  Eastern  for  a  coiunderatioii,  the  prelimiiiiaiy  expenaes  dtfboned 
by  Mr.  Walter  were  never  repaid,  although  a  compact  had  been  made. 
Vignoles'  Companj  were  proof  against  threatening  or  peiBuaaian,  and 
held  out,  but  the  Greenwich  Railwaj  came  into  the  hands  of  the  Sooth 
Eastern  Company  in  1844,  by  a  lease,  for  which  the  act  posBed  in 
1840«     This  gave  the  South  Eastern  a  locus  standi  in  Noith  K^i 
which  they  so  much  wanted,  and  they  immediately  declared  a  greai 
regard  for  government  and  public  accommodation,  reduced  their  fu&, 
increased  the  number  of  their  trains,  and  improved  their  third-clas 
acconmiodation.      The  Canterbury  and  Whitstable  Bailway  and  the 
Gravesend  and  Rochester  Railway  and  Canal  were  also  made  appendages 
to  the  South  EastenK     By  an  able  arrangement,  Capt.  O'Brien,  relative 
of  one  of  the  three  dictators  of  the  Board  of  Trade,  joined  the  manage- 
ment and  railway.    The  Board  of  Trade  being  then  paramoont,  their 
report  in  fiivour  of  the  South  Eastern  (North  Kent  line)  was  seeured 
Much  scandal,  however,  resulted  from  some  share  transactions  invohred 
in  these  proceedings,  and  one  of  the  first  blows  was  thus  struck  at  the 
power  of  the  Board  of  Trade ;  but  the  honour  of  the  Captains  0*Brien 
was  successfully  vindicated  in  Parliament,  though  the  possibility  of 
undue  influence  was  so  strongly  shown,  as  to  shake  confidence  in  the 
infiEdlibility  of  Mr.  Laing  and  his  colleagues. 

The  session  of  1845  opened  with  the  appearance  before  Fariiament  of 
the  South  Eastern  (North  Kent)  line,  with  the  Board  of  Trade  report 
in  its  favoui^  and  of  Vignoles*  North  Kent  reported  against.  The  Sontii 
Eastern  failed,  however,  on  standing  orders,  and  the  North  Kent  went 
into  committee,  but,  after  a  long  contest,  were  thrown  out,  two  of  the 
committee  having  rather  unaccountably  disappeared  from  the  contest, 
while  the  whole  wound  up  by  the  Hignett  inquiry.  Here  one  of  the 
burious  passages  in  railway  theatricals  occurred,  the  majority  which  had 
been  favourable  to  the  North  Kent  having  disappeared,  and  a  mi^tj 
obtained  for  the  SouUi  Eastern.  The  result  was,  that  the  North  Kent 
was  reported  against,  and  the  campaign  dosed  with  a  drawn  battle, 
though  the  South  Eastern  had  in  the  latter  part  of  the  campaign 
recovered  the  ground  they  had  lost  in  the  beginning. 

The  end  of  1845  was  spent  by  both  Companies  in  new  prepanticHis, 
and  each  extended  its  plans,  the  South  Eastern  embracing  Imes  throv^ 
every  part  of  Kent,  competing  with  and  destroying  its  original  hne 
The  North  Kent  produced  a  new  prospectus,  which  showed  a  great 
accession  of  local  strength,  and  gave  the  strongest  guarantees  of  the 
financial  ability  of  its  promoters. 


NORTH  KENT  RAILWAY. 

(LONDON  TO  DOVBB  BDIBCT.) 


Registered  Provisionally. 


Capital,  £3,300,000,  in  66,000  Shares  of  £60  each. 
Deposit  \£2  10s.  per  Share. 
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Pboyibioral  Cohmiptbe. 
The  Most  Noble  tbe  Marquis  of  Conjnghiim. 
Edward  R  Rice,  Esq.,  M.P.,  Dane  Court,  Sandwich. 
The  Hon.  William  Ashley,  Stable-yard,  St.  James's. 
Sir  Brooke  William  Bridges,  Bart.,  Goodnestone  Park. 
Captun  Thomas  Baker,  Boley-hill,  Rochester. 
Edmund  Buck,  Esq.,  Mayor  of  Rochester. 
William  Clarke,  Esq.,  Mayor  of  Dorer. 
Robert  Clements,  Esq.,  Rochester. 
Mi^or-General  Sir  Francis  Cockbum*  Dover. 
Thomas  Dixon  Dyke,  Esq.,  Gloyers,  near  Sittingboume. 
T.  H.  Day,  Esq.,  Rochester. 

FranoB  Biadley  Dyne,  Esq.,  Gk>re  Court,  Sittingboume. 
Sir  Isaac  Lyon  Ooldsmid,  Bart.,  St  John's  Lodge,  Regent's  Park. 
Colonel  Groves,  Boughton. 

William  Gladdish,  £Sq.,  Cliff  Cottage,  Gravesend. 
General  Gosselin,  Mount  Ospringe,  near  Faversham. 
Sir  John  Hamilton,  Dover. 
William  Lake,  Esq.,  Wood  Street,  Sittingboume. 
Jamea  Lake,  Esq.,  Newlands,  Faversham. 
Stephen  George  Lushington,  Esq.,  Norton  Court,  Kent. 
Henahaw  Latham,  Esq.,  Dover. 

The  Hon.  Charles  John  Murray,  Rutland  Gate,  Hyde  Park. 
Capt.  G.  W.  St  John  Mildmay,  Chesham  Place,. Belgrave  Square. 
Michael  M'Chlery,  Esq.,  Finsbury  Circu%  London, 
Edward  Mandark,  Esq.,  Rochester. 
William  Manclark,  Esq.,  Stroud. 
Charles  M'Grarel,  Esq.,  Wimpole  Street,  London. 
Frederick  Mildred,  Esq.,  Nicholas  Lane,  London. 
Charles  Milner,  Esq.,  Preston  Hall,  near  Maidstone. 
Ebenezer  Fuller  Maitland,  Esq.,  Kingsgate,  Kent. 
John  Nightingale,  Esq.,  Rochester. 
William  Peters,  Esq.,  Beckenham,  Kent 
John  Rigden  Neame,  Esq.,  Rushetts,  near  Maidstone. 
John  Diston  Powles,  Esq.,  New  Bank  Buildings. 
Heniy  T.  Prinsep,  Esq.,  Hyde  Park  Gardens. 
James  Smithy  Esq.,  Rochester. 

Sir  John  Maxwell  Tylden,  Milstead  Place,  Sittmgboume. 
John  Tilden,  Esq.,  Ifield  Court,  Northfleet 
Joshua  Walker,  E^l,  Abchurch  Lane,  London. 
Cborge  Whitmore,  Esq.,  Austin  Friars,  London. 

With  power  to  add  to  their  number. 

COMXITTEB  OF  MaNAOBIOENT. 

Sir  Isaac  Lyon  Goldsmid,  Bart,  Chairman. 
George  Whitmore,  Esq.,  Deputy  Chairman. 
The  Marquis  of  Conyngham. 
The  Hon.  William  Ashley. 
Sir  Brooke  W.  Bridges,  Bart. 
The  Hon.  Charles  John  Murray. 
Captain  Mildmay. 

oa 
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Michael  M'Chleiy,  Esq. 
Charles  M'Garel,  Esq. 
Frederick  Mildred,  Esq. 
William  Peters,  Esq. 
John  D.  Powles,  Esq. 
Henry  T.  Prinsep,  Esq. 
Joshua  Walker,  Esq. 


Enoinesb — Charles  Vignoles,  Esq.,  4,  Trafalgar  Square. 
Standing  Counsel — F.  H.  Groldsmid,  Esq.^  Stone  Buildings,  Linoalns 

Inn. 

SouciTOB — ^William  Stephens,  Esq.,  30,  Bedford  Row. 

Bankbbs — Messrs.  Masterman,  reters,  Mildred,  Masterman,  and  Co. 


In  renewing  the  application  to  Parliament  for  a  North  Kent  line,  it 
has  heen  determined  to  bring  forward  the  entire  of  the  scheme 
originally  contemplated.  The  undertaking  now  proposed  is  for  tbe 
formation  of  a  direct  line  of  railway  from  London  to  Dorer,  com- 
mencing near  the  Waterloo  and  Hungerford  Bridges,  and  proeeediDg 
by  Blackheath,  Woolwich,  Oravesend,  Rochester,  Chatham,  Sitting 
bourne,  and  Canterbury,  terminating  at  Doyer,  and  by  a  branch  also  at 
Deal,  with  other  branches  to  Maidstone,  Sheemess,  Faversham  Qtiajs, 
and  Chilham,  and  also  uniting,  by  its  commimiaations  at  Canterbuij, 
with  the  Une  already  authorised  to  Ramsgate  and  Margate. 

Dover  will  thus  be  brought  within  the  shortest  practical  railm 
distance  from  the  metropoHiB,  and  all  the  aboTe-named  intermediate 
towns  and  districts  will  obtain  those  railway  facilities  of  communicadon 
with  the  metropolis  and  with  each  other  which  they  are  at  present  so 
much  in  want  of;  and  valuable  and  most  important  connections  will  also 
be  completed  between  the  great  arsenals  and  depots  of  the  countiy. 

The  importance  of  this  line  to  the  principal  places,  having,  i^  pre- 
sent, some  circuitous  and  incomplete  railway  communication,  will  be 
manifest,  by  the  following  table  of  comparative  distances  from  the 
metropolis  at  Hungerford  Bridge,  viz. : — 


ByAeexistiiig 
Boutes. 

By  the  pfOWMd 
North  Kent  W. 

Muaa. 

MU*. 

Dover 

90 

72 

Deal 

103 

72 

Ramsgate 

99 

73 

Margate 

103 

77 

Canterbury    - 

83 

57 

Maidstone 

68 

41 

The  recent  Parliamentary  investigation  into  the  schemes  for  tbis 
district  has  tended  to  establiish  that  the  North  Kent  traffic  is  such  as  to 
ensure  more  than  the  usual  rate  of  profit  to  the  Company  who  maj  be 
fortunate  enough  to  succeed  in  obtaining  power  to  undertake  the  line 
through  that,  as  yet,  unoccupied  district;  and  that  among  the  projects 
submitted  to  Parliament,  the  line  of  the  London,  Chatham,  and  North 
Kent  Company  was  the  best,  as  it  was  the  first  in  the  field*  It  vu 
also  manifest  that  the  reasons  assigned  by  the  Rjnlway  Board  preferring 
the  scheme  of  the  South   Eastern  Company  not  only  were  withoot 
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weight  with  the  Parliamentary  CoEimittee,  but  were  in  all  important 
respects  entirely  unsustained  in  proof. 

The  Provisional  Committee  of  Management  have  obtained  a  valuable 
advantage  in  their  present  scheme  by  securing  the  co-operation  of  Mr. 
Locke,  acting  in  consultation  with  Mr.  Vignoles,  their  engineer,  in 
fixing  the  capital  of  the  Company,  and  settling  the  line  and  the 
engineering  features.  The  project,  of  which  the  outline  is  now  put 
forth,  will,  of  course,  be  subject  to  such  modifications  as  may  hereafter 
be  deemed  desirable. 

NoTB. — The  appropriation  of  shares  has  been  completed. 
113,  Bishopsgate  Street,  London, 
12th  Sept.,  1845. 


As  a  preparation  for  1846,  the  South  Eastern  directors  brought  out 
an  able  exposition  of  their  plans  and  views,  accompanied  with  a  map 
illustrative  of  the  extensive  accommodation  afforded.  We  may  say 
this,  that  although  the  present  session  has  produced  some  admirable  docu- 
ments on  railway  subjects,  few  surpassed  this  powerful  composition. 

The  North  Kent  Company  delayed  their  reply  until  the  opening  of 
the  session  of  Parliament,  by  which,  although  they  gave  some  advan- 
tage to  the  South  Eastern,  they  struck  the  last  blow,  for  they  were  not 
answered — ^though  a  partisan  war  of  pamphleteering  prevailed  at 
Favershiim  and  elsewhere;  but  the  local  feeling  was  strongly  pro- 
nounced in  favour  of  the  North  Kent  at  every  great  public  meeting. 

The  two  Companies  having  agreed  not  to  oppose  on  standing  orders, 
then  entered  committee,  and  the  parliamentaiy  contest  commenced, 
the  result  of  which  has  so  lately  been  announced. 

It  will  naturally  be  asked,  not  what  claim  had  the  North  Kent  to 
olTer  in  their  support,  but  what  claim  could  the  South  Eastern  put 
forward  to  a  northern  line,  who  first  abandoned  the  district,  and  then, 
by  every  exertion  in  their  power,  prevented  such  line  from  being  carried 
until  their  own  having  proved  a  failure,  they  wanted  the  resources  of  the 
north  to  give  them  a  fair  average  dividend.  The  South  Eastern,  how- 
ever, confidently  assume  that  they  are  the  legitimate  parties,  and  the 
others  intruders,  and  this  they  do  in  their  statement  on  these  grounds — 
priority  of  design  ;  the  saving  of  expense  in  construction  by  adopting 
their  plans;  a  better  capability  of  working  the  line;  the  superior 
guarantee  they  can  afford. 

As  to  priority  of  design,  this  article  shows  that  a  North  Kent  scheme 
is  older  than  the  South  Eastern,  and  that  the  South  Eastern,  who  never 
proposed  to  go  beyond  Gravesend,  abandoned  even  that  plan  in  1834. 

As  to  priority  by  the  possession  of  Mr.  Walter's  plan,  we  presume 
that  will  not  be  urged. 

Priority  as  lessees  of  the  Greenwich  Railway  cannot  be  sustained,  for 
the  Greenwich  Company  also  abandoned  the  design. 

Tbo  saving  of  expense  asserted  by  the  South  Eastern  Company  has 
no  foundation,  for  what  the  South  Eastern  claim  as  making  a  saving, 
namely,  the  Bricklayers  Arms  branch,  the  Greenwich  Railway,  &c.,  the 
Gravesend  and  Rochester  Railway,  and  the  London  Bridge  Terminus, 
would,  as  has  been  rightly  shown,  be  equally  available  to  the  North 
Kent  Company.     The  reply  to  the  statement,  Ac,  p.  21,  asserts  that 
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seyenteen  miles  of  the  line  and  a  metropolitan  tenninas  can  be  aared 
by  the  adoption  of  lines  already  constructed,  or  the  constraction  of 
which  is  necessary  for  other  objects  under  the  arrangements  of  the 
South  Eastern  Company — an  assertion  in  direct  contradiction  of  fecU 
The  North  Kent  line  to  Waterloo  Bridge  from  Dover,  is  seventy-three 
miles,  and  the  Southwark  South  Eastern  North  Kent  is  seventy-nine 
miles  and  a  half  from  Dover  to  Waterloo  Bridge. 

The  claim  to  a  better  capability  of  working  the  line  by  the  posw^- 
aion  of  the  existing  South  Eastern  scheme,  so  far  from  being  a  tempta- 
tion to  the  inhabitants  of  North  Kent,  is  just  one  of  the  circumstances 
which  causes  an  indisposition  against  the  South  Eastern^  for  that 
Company  has  declared  the  intention  of  working  stopping  trains  on  the 
North  Kent  line,  and  the  express  trains  on  the  other  route.  The 
effect  of  this  would  be  to  injure  North  Kent  traffic,  and  more  effectually 
divert  traffic  over  the  South  Eastern  line,  which  has  such  a  paucity  of 
resources.  The  North  Kent  system,  as  our  map  will  show,  hiaa  its  own 
wants ;  and  the  Company  which  carries  out  a  North  Kent  line  will  be 
on  a  sufficient  scale  to  work  economically  the  whole  line.  The  South 
Eastern  have  themselves  given  evidence  on  this  point ;  for  whereas 
their  own  line  was  on  a  more  limited  scale  than  the  proposed  North 
Kent,  they  dissolved  the  compact  with  the  Croydon  for  a  joint  locomotive 
department,  and  started  independently. 

The  point,  however,  on  which  the  South  Eastern  chiefly  rely,  is  the 
superior  guarantee  they  can  give  for  the  execution  of  the  works— «s  if 
the  line  were  not  sufficiently  remunerative  to  be  an  inducement  to 
capitalists  at  all  times.  As  a  Company,  however,  the  South  Essteni 
Company  are  least  able  of  all  Companies  to  give  a  guarantee,  for  their 
solvency  has  been  called  in  question.  Whereas  they  got  their  act  in 
1836,  it  was  not  till  1844  that  it  was  opened  throughout,  ani  then 
alter  the  most  miserable  financial  career,  in  which  they  waded  through 
the  greatest  difficulties.  To  exhibit  this  fully,  nothing  more  is  required 
than  the  following  statement  by  the  writer  in  fferapatk*i  Journal^ 
already  mentioned,  who  gives  the  parliamentaiy  capital  of  the  South 
Eastern  Railway  from  the  pubUshed  reports  of  the  Company-—*  : 
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25 
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... 
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2.890.000 

446,500 
Less  diflcoonts 

15,100,000 
6,668,464 

5.658;i64 

Amount  in  cash 
Add  additional  oaf 

powers  to  borrow 

«f  1846 

atal 
for 

under  usual' 
new  projects 

\ 

^89,441,536 
1,445,408 

ie  10,886,536 

_ 

*  HereqMUk*9  Journal^  (quarto  series),  vol.  8,  Ko.  383,  p.  372. 
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The  enoimous  nominal  capital  of  £15,000,000,  bas  thua  been  raised, 
or  is  to  be  raiaed,  at  the  extraordinary  depreciation  of  nearly  40  per 
cent.  The  character  of  such  a  transaction,  in  a  financial  point  of  yiew, 
requires  no  explanation,  can  receive  no  apology;  it  is  one  of  the 
unfortunate  legacies  left  to  Mr.  Macgregor. 

The  Company,  which  comes  forward  as  the  guaranteeing  power, 
which  not  so  long  ago  could  not  get  sixpence  on  its  guarantee,  and  the 
operations  of  which  were  delayed  from  want  of  funds,  would  require  to 
pay  a  dividend  of  five  per  cent,  on  the  nominal  capital,  a  net  income  of 
£830,000  per  annum,  or  a  gross  income  of  a  million  and  a  quarter  in 
round  numbers,  being  at  the  rate  of  £21,600  a  week.  On  the  paid  up 
money  capital  the  net  income  required  would  be  £544,320,  or  a  gross 
income  of  about  £16,000  a  week,  towards  which  the  South  Eastern 
Company  have  already  £5,000  a  week,  including  the  London  and 
Greenwich  receipts,  out  of  which  they  have  to  pay  the  lessors,  also  the 
Croydon  toll,  and  a  mortgage  debt. 

Mr.  Macgregor  has  shown  that  he  fully  appreciates  these  difficulties, 
and  his  energies  have  been  applied  to  overcome  them ;  and,  indeed, 
success  in  the  North  Kent  contest  will  be  one  great  step^  Meanwhile, 
the  argument  of  superior  guarantee  is  valueless. 

We  are  incKned  to  think,  however,  that  sometimes  the  ingenuity 
of  the  South  Eastern  advocates  outsteps  the  bounds  of  prolmbility, 
and  leads  them  occasionally  within  the  suspicion  of  intrigue.  Thus,  in 
the  hope  of  getting  the  North  Kent  traffic,  they  most  liberally  offer, 
if  the  North  Kent  line  be  conceded  to  them,  not  to  declare  a  dividend 
on  their  old  capital  until  they  have  carried  out  all  the  new  works 
which  shall  bave  been  conceded  to  them.  This  offer  is,  however, 
remarkable  only  for  its  ingenuity;  for,  as  the  North  Kent  line  would 
be  a  hicrative  one,  so  it  would  be  sure  to  be  prosecuted,  while  its 
completion  would  of  itself  give  an  enhanced  dividend.  We  have 
never  seen  the  parallel  of  such  a  case  of  self-denial,  and  consequently 
cannot  quote  one,  and  therefore  we  must  leave  this  on  its  footing; 
remarking  that,  if  the  character  of  the  South  Eastern  had  never  been 
seriously  doubted,  it  could  never  have  proposed  terms,  the  only  rele- 
vancy of  which  is,  that  they  cast  suspicion  on  the  reputation  of  those 
from  whom  they  come. 

Much  on  a  par  with  this  was  the  extended  accommodation  to  third 
class  passengers,  when  it  is  a  matter  self  evident,  that  unless  passengers 
be  carried  cheaply,  they  will  not  come  from  the' Weald ;  while  if  they 
are  to  compete  with  steamers  in  North  Kent,  they  must  also  be  carried 
cheaply.  There  can  be  no  &ncy  prices  to  Gravesend  while  the  river  is 
open. 

The  offer  to  lay  down  the  electric  telegraph  on  the  whole  of  their 
lines  is  to  be  put  down  with  their  other  offers,  for  the  electric  telegraph 
is  now  a  necessary  working  part  of  the  railway  system,  and  is  in 
progress  to  become  an  element  of  profit. 

To  these  offers  may  appropriately  be  applied  the  vulgar  saying, 
"  Thank  you  for  nothing." 

The  last  plea  of  the  South  Eastern  is  one  ad  misericordiamy  thai 
whereas  they  have  spent  so  much  money  on  their  own  original  con- 
cern, and  bought  all  the  bankrupt  concerns  in  the  county,  so  they 
ought  to  have   North  Kent  given  to  them  to  make  up  for  their 
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losses.  Now,  as  they  obstinately  perrasted  in  the  WeakL  line,  wiiB  a 
view  to  the  Brighton  traffic,  and  as  they  bought  the  other  coDceres 
with  a  view  to  average  their  general  loss,  we  cannot  see  what  right 
they  can  have  to  ask  the  legislature  for  oompenaation  at  the  expense 
of  the  public  convenience. 

While  the  South  Eastern  put  forward  certain  claims,  so  to  those 
claims  several  things  are  pleaded  in  bar,  and  among  these  aro  wflfiil 
injury  to  the  public  service,  mismanagement,  and  bad  faith. 

If  there  is  one  fisust  clear  more  than  another,  it  is  that  the  Soiit}i 
Eastern  prevented  a  line  from  being  carried  through  North  Kent 
ten  years  ago,  and  that  until  within  the  last  two  years  they  hate 
consistently  opposed  it  by  every  means  in  their  power.  As  they 
now  confess  that  a  North  Kent  line  is  wanting,  and  ought  to  be 
made,  it  does  not  seem  that  they  can  make  an  appearance  in  a 
Court  of  Conscience,  when  they  are  not  purged  of  the  oflfenoes  thej 
have  already  committed.  This  is  one  of  the  most  important  pointe 
in  the  case ;  for  on  the  ground  of  public  policy  it  is  most  improper 
that  a  party  should  be  allowed  to  profit  by  his  own  wrong,  and  a 
direct  encouragement  would  be  given  to  railway  Companies  to  oppose 
every  useful  undertaking  until  such  time  as  they  chose  to  take  it 
into  their  own  hands ;  and  while  a  monopoly  would  be  secured  to 
existing  Companies,  the  public  service  would  be  materially  delayed 
and  injured.  To  give  the  South  Eastern  the  North  Kent  Une  on  the 
score  of  any  merit  of  theirs,  is  only  comparable  to  rewarding  rebellion, 
or  giring  a  legal  title  to  piracy,  or  receiving  stolen  goods ;  while,  as 
we  have  just  said,  it  is  opposed  to  the  grand  principle  of  policv  that 
"none  should  be  allowed  to  take  advantage  of  their  own  wrong." 

The  financial  proceedings  of  the  South  Eastern  Company  stand  out 
in  such  a  light  as  to  cast  the  gravest  reflections  on  its  old  managers;  and 
while  the  Company  wilfully  persevered  in  a  bad  enterprise,  bo  thej 
resorted  to  the  most  ruinous  means  of  canying  it  out ;  and  it  is 
objected  that  now,  so  far  from  having  any  ri^t  to  reward,  they  are 
open  to  censure.  The  working  of  the  line  is  also  far  from  keeping 
up  to  the  traffic. 

In  the  present  session,  another  hard  contest  has  taken  place.  For  a 
long  while  everything  appeared  in  fitvour  of  the  North  Kent,  who  fought 
with  consummate  energy  and  ability ;  but  of  a  sudden  the  scene  again 
changed,  a  member  was  lost,  and  the  South  Eastern,  by  a  casting  vote, 
carry  the  day.  On  their  side,  too,  if  talent  and  perseverance  could  gire 
a  title  to  success,  the  South  Eastern  have  shown  those  qualities.  The 
prize  was  well  worth  contending  for,  and  has  been  bravely  won. 

H.  C. 


WEXFORD,  WATERFORD,  AND  VALENTIA  RAILWAY. 

This  undertaking  is  one  of  those  which  has  managed  to  scrape 
tlirough  the  period  of  depression,  dragging  along  a  painful  existence 
until,  after  all  its  narrow  scapes,  it  may  be  regarded  as  virtually  at 
death's  door. 

The  plan  of  railway  communication  with  Valentia  harbour  is  owj 
which,  we  believe,  in  a  national  point  of  view  is  valuable,  and  whicb 
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we,  therefore,  recommended  to  the  public  and  adyocated  in  these  pages, 
with  the  firm  belief  that  it  would  have  met  and  deserved  a  better 
£ate.  The  allotment  of  the  shares  produced  some  money,  but  not 
much,  and  serious  mismanagement  has  aggravated  this  state  of 
affiurs. 

Part  of  the  business  has  been  transacted  in  Ireland  and  part  in 
London,  and  how  it  has  been  muddled  awaj  bj  most  parties  will,  we 
apprehend,  soon  be  matter  of  public  notoriety  and  pubUc  discussion. 

So  long  as  the  management  could  get  engineers,  traffic  takers, 
reference  servers,  solicitors,  and  advertising  agents,  to  give  credit,  the 
concern  proceeded  smoothly ;  but  when  the  resources  of  the  individuals 
employed  could  no  longer  meet  the  heavy  drain,  and  it  became 
necessary  to  call  for  fimds  from  the  committee,  the  service  <^  the 
Company  suffered  most  severely,  and  thence  was  a  fertile  source  of  the 
errors,  bungling,  and  omissions  which  jeopardized  the  passing  standing 
orders. 

It  was  not  until  the  limit  of  the  time  allowed  by  the  standing  orders 
that  money  could  be  borrowed  or  begged  from  various  quarters^  to 
make  up  a  deposit,  and  even  then  it  became  necessary  to  reduce  the 
original  estimate,  so  as  to  make  a  new  one,  to  get  the  amount  of  funds. 
Hence  an  insufficient  estimate  is  one  of  the  documents  presented  to  the 
House  of  Lords,  though  Mr.  Gravatt,  the  engineer,  is  not  to  blame  for 
that. 

On  the  part  of  the  line  between  the  Junction  and  Killamey,  the 
concern  has  been  most  powerfully  opposed  in  standing  orders;  and  the 
committee,  in  the  teeth  of  such  facts,  neither  supplied  money  to  enable 
those  employed  by  them  to  satisfy  the  sub-contractors  and  assistants, 
nor  would  they  advance  sufficient  funds  to  procure  the  necessary  wit- 
nesaee  from  Ireland. 

Five  pounds  was,  we  understand,  the  sum  offered  to  each  of  the  local 
solicitors  and  agents,  to  pay  their  expenses  in  coming  over  here  to 
fight  the  Company's  battles ;  and  one  agent,  who  was  sent  to  get  thirty 
or  forty  necessary  affidavits,  was  left  in  Ireland,  unable  to  move  for 
want  of  means. 

Under  these  circumstances,  the  defeat  of  the  bill,  as  tendered,  was 
certain;  and,  indeed,  the  case  was  so  miserable,  that  the  promoters  had 
to  gire  it  up  in  despair.  The  House  of  Lords,  however,  with  the  view 
of  extending  employment  in  Ireland  at  the  present  crisis,  have  allowed 
them  to  come  up  again,  with  the  portion  of  the  bill  from  Killamey  to 
Valentia,  and  with  the  option  of  proceeding  for  the  remaining  part 
next  year.  The  country  between  Killamey  and  Valentia  is  so  deficient 
in  resources  and  population,  that  it  appears  almost  ridiculous  to  pro- 
pose such  an  enterprise  to  any  Company ;  while  if,  aa  is  very  likely  to 
be  the  caae,  the  best  portion  of  the  line  should  this  session  be  given  to 
the  competing  Company,  the  option  of  the  Wexford,  Waterford,  and 
Valentia  Railway  Company  to  apply  next  year,  vrill  be  worth  very  little, 
and  the  concern  will  be  burthened  with  an  Act  of  Parliament,  which, 
however  useful  it  may  be  to  local  landowners  and  jobbers,  will  be  minoua 
to  the  shareholders,  if  carried  into  effect. 

The  constitution  of  the  directory,  and  the  basis  of  the  scheme,  will 
be  found  in  the  prospectus,  which  we  shall  hereafter  re-publish. 
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ATMOSPHERIC  PROPULSION. 

Bt  Mb.  Smith,  CE.,  or  TobontOi  Canada  Wbbi. 

rWe  are  indebted  for  thia  interesting  communication  io  the  ecniiesj 
ana  kindness  of  Mr.  John  Weale,  the  engineering  publisher,  to  whom 
it  was  transmitted,  and  who  has  placed  it  in  our  hands  for  eaiiy 
publication.] 

iNTBODUOnON. 

DuBiHO  the  latter  part  of  the  year  1844, 1  was  requested  to  defiter 
some  lectures  on  the  subject  of  railroads  generally  before  the  mmben 
of  the  Mechanics'  Institute,  Toronto ;  and  in  the  early  part  <^  the  jeu 
1845  I  was  again  requested  to  delirer  a  lecture  on  the  same  subject 
before  the  members  of  the  Athenaeum,  a  literary  institution  then 
recently  established  in  that  city.  As  the  subject  of  railway  communi- 
cation became  one  of  general  interest  to  the  Canadians,  as  well  as 
to  the  inhabitants  of  other  parts  of  the  world,  I  was  repeatedly  a{^tied 
to  for  information  on  Tarious  branches  of  that  subject,  as  ^  I  must 
haye  had  a  perfect  knowledge  of  every  improvement  that  was  taking 
place  in  the  construction  and  application  of  railroads  in  Europe. 

To  gratify  this  thirst  of  my  townsmen  for  knowledge,  I  had  frequent 
occasion  to  apply  to  England  to  acquire  information  mysell  On  <hm 
of  the  occasions  I  wrote  to  Mr.  Pilbrow,  for  information  on  the  merits 
of  his  improved  atmospheric  railroad.  This  application  was  kindly 
responded  to,  and  on  the  12th  of  August  I  received  from  him  a  small 
work,  written  by  W.  Jones,  Esq.,  on  atmospheric  railways.  The  ««k 
is  published  by  Sherwood.  After  a  careful  perusal  of  this  work,  I  waa 
convinced  of  the  general  imperfection  of  the  atmospheric  principle  of 
propukion  as  it  then  existed ;  and  by  the  first  post  which  left  Toronto 
after  the  receipt  of  Mr.  Pilbrow*s  present  (being  only  fourteen  daja]^ 
August  26, 1845,  I  sent  to  England  a  description  of  an  entire  new  prin- 
ciple of  atmospheric  railroad  propulsion.  Its  implication  was  not  the  same 
as  that  I  now  publish,  but  the  principle  was  precisely  the  same ;  and  in 
my  communications  I  distinctly  said  that  its  applicaMon  would  be 
greatly  varied,  and  that  if  a  patent  was  taken  out  for  it.  it  must 
expre^y  describe  the  tubes  as  being  made  partially  elastic  or  perfectlj 
elastic,  partially  flexible  or  perfectly  flexible,  &c.  &c. 

I  may  here  state  that  this  system  of  propulsion  flashed  so  irnme- 
diately  upon  the  mind,  from  having  early  in  the  year  1843  invented  a. 
machine  for  a  peculiar  purpose,  which  required  the  application  of 
several  exhausted  and  compressed  ur  chambers,  to  give  it  Uie  effiBCtivQ 
power  required. 

In  reply  to  the  communications  I  sent  to  England  August  26,1 
found  there  was  no  inducement  for  my  friends  taking  out  a  patent  for 
any  atmospheric  railroad  power.  I  made  no  further  communicaUons 
on  the  subject  j  but  the  post  which  left  England  on  the  4tli  of 
November,  and  arrived  here  on  the  29th,  brought  a  letter  from  a  friend, 
stating  that  he  either  had  t^ntered  or 'should  enter  a  caveat  fortbo 
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principle  on  that  day.  I  immediately  prepared,  and  within  a  few 
daysy  December  5,  sent  this  friend  a  number  of  drawings  and  explana- 
tions ;  in  them  I  strongly  advocated  the  double  iron  tube  with  flexible 
sides,  as  the  strongest  and  best  that  could  be  made  or  applied  to  the 
purposes  of  propulsion.  In  those  communications  I  again  strongly 
adyocated  the  use  of  the  compressed  or  exhausted  air  chunbers ;  and, 
with  other  matter,  said  if  a  patent  was  taken  out,  it  must  express 
applying  the  power  to  other  important  purposes.  On  the  12th  January, 
1846,  I  sent  to  the  directors  of  the  Toronto  and  Lake  Huron  Raibroad 
Company,  some  drawings,  is  which  was  represented  the  double  iron 
tube  with  flexible  sides ;  and  on  the  23d  of  January,  1846, 1  sent  a  copy 
of  the  same  drawings  to  England ;  February  2,  elevated  railway  papers ; 
in  this  work  is  a  copy  of  one  of  those  drawings.  On  the  30th  of 
January,  I  received  the  lUtutrated  London  News,  which  first  gave  me 
an  idea  that  a  principle  of  propulsion  so  similar  to  mine  had  been 
invented  by  Mr.  Nickels.  Since  that  date  the  whole  of  these  pages 
have  been  written.  I  have  here  only  mentioned  such  &cts  as  can  be 
proved.  The  whole  of  the  papers  alluded  to  are  in  the  hands  of  a 
friend  in  Liverpool  I  lay  no  claim  to  the  idea  of  working  my  tubes 
without  a  piston^  but  in  one  instance.     (See  Art.  37.) 

As  I  must  of  necessity  have  some  standard  whereby  to  compute  or 
estimate  the  merits  of  the  various  tubes  respectively,  I  shall  very 
frequently  have  occasion  to  mention  Samuda*s  tube  as  the  only  one 
whose  merits  have  been  tested.  To  the  inventors  of  that  tube  great 
merit  is  due ;  they  have  at  least  the  merit  of  introducing  the  principle, 
and  are  deserving  of  compensation. 

Toronto,  Feb.  20,  1846. 


A  Description  of  W,  SmUKs  Principle  of  Atmotpheric  Propulsion — 
showing  its  superior  meiits  over  other  principles,  including  a  descrip- 
tion of  several  entirely  new  tubes,  and  various  important  suggestions 
for  improving  their  construction  generally: — 

Abt.  1. — From  the  peculiar  nature  of  the  atmosphere,  there  are  but 
few  instances  where  it  is  employed  as  a  mechanical  agent,  that  its 
original  power  is  retained  imdiminished.  These  losses  of  power  proceed 
from  various  causes  : — First,  the  friction  of  the  engine,  which  produces 
exhaustion  or  compression  (as  the  case  may  be).  Second,  the  loss  from 
leakage  and  the  friction  of  the  air  pump,  while  the  process  of  compres- 
sion or  exhaustion  is  going  on.  And,  thirdly,  the  friction  of  the 
machinery  and  leakage  which  occurs  while  such  exhausted  or  com* 
pressed  air  is  again  employed  for  mechanical  purposes. 

Abt.  2. — The  extent  of  the  first  of  these  will  only  be  the  usual  fric- 
tion of  the  engine  required  to  do  the  work  which  the  atmospheric 
power  is  to  perform,  plus  the  friction  of  that  surplus  power  which  is 
required  to  balance  the  loss  occasioned  by  employing  atmospheric 
power.  But  as  each  engine  when  constructed  is  computed  to  perform 
its  full  quantum  of  work,  this  need  not  generally  be  calculated  upon  as 
a  loss  of  power  occasioned  by  employing  the  atmospheric  pressure 
instead  of  that  of  steam. 
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Abt.  3.— The  second  low  of  powef  arieee  principaQj  from  ihembtile 
DAture  of  the  atmosphere  itself;  for  while  the  air  is  being  exhausted 
firom  any  chamber  or  vessel,  the  more  perfect  the  exhaustion  beoomee— * 
the  greater  the  difficulty  of  maintaining  the  vacuum  finee  from  the 
ingr^  of  the  external  air  j  for  although  the  atmosphere  possesses  onlj 
a  power  of  rather  more  tbAU  14  lbs.  per  square  inch,  it  is  computed  to 
rush  into  a  perfect  vacuum  with  a  velocity  equal  to  70^24  feet  per 
minute,  so  that  an  orifice  indefinitely  small  would  soon  cause  a  great 
diminution  of  power  by  leakage.  When  the  air  is  compressed  into  one- 
sixth  or  one-tenth  its  original  volume,  its  tendency  to  escape  becomes 
extremely  great,  and  it  is  next  to  impossible  to  construct  a  cylinder 
and  piston  sufficiently  true  to  compress  it  without  considerable  leakaga 
From  its  elastic  nature  air  admits  of  great  compression^  but  even  th^ 
it  has  a  more  treacherous  nature  than  steam,  and  is  not  so  easily  confined  j 
therefore  it  is  easy  to  conceive  why  great  leakage  must  take  plae^  and 
why  the  friction  of  the  piston  must  cause  a  great  diminution  of  power. 

Art.  4. — As  most  immediately  connected  with  this  subject,  I  shsll 
consider  the  third  loss  of  power  to  arise  firom  the  valves  and  joints 
of  a  tube  applied  to  purposes  of  propulsion,  as  in  Samuda's  atmos- 
pheric railway  tube,  which,  by  his  own  statement,  appears  to  be  equal 
to  a  loss  of  ^ye  horse  power  per  mile.*  This  is  a  great  deksctor 
from  the  general  merits  of  the  atmospheric  power  as  a  propeller  of 
carriages  on  railroads,  but  1  trust  the  system  I  am  about  to  introduce 
will,  in  a  great  measure,  remedy  this  defect.  Yet,  with  all  these  losses 
of  power,  there  are  many  instances  where  the  atmospheric  pressuie, 
judiciously  controlled,  might  be  employed  with  greater  advantage  tbia 
steam  power,  and  of  those  instances,  that  of  applying  it  to  propel 
carriages  on  railroads  appears  one  of  the  most  important ;  as  it  most  be 
remembered,  that  to  construct  a  road  suitable  for  the  application  of 
locomotive  power,  is  attended  with  much  moria  expense  than  to  construct 
one  for  the  exclusive  application  of  the  atmospheric  power,  and  tf 
expeditious  travelling  appears  to  bedenred,  it  consumes  much  of  the 
power  of  the  locomotive  engine  to  convey  itself  at  that  extreme 
velocity  it  is  now  required  to  travel  even  on  a  level  road,  and  at  & 
moderate  elevation  it  would  not  be  able  to  perform  any  eflfective  work. 

Abt  5. — It  is  much  to  be  regretted  that  the  absolute  loss  of  power 
by  using  the  atmospheric  pressure  cannot  be  calculated  upon  oorreetly, 
or  established  by  a  series  of  experiments  on  the  best  constructed  atmoe- 
pheric  rail  roads.  In  its  present  in&nt  state,  the  loss  should  be  esti- 
mated at  an  excess  rather  than  otherwise  :  it  may  be  one  quarter  or  one 
third  of  the  absolute  power  ;  and  till  some  data  are  established,  enginsers 
cannot  know  what  power  they  require  for  their  steam  engines. 

Art  6. — ^Where  the  atmospheric  power  has  hitherto  been  employed 
to  propel  carriages  on  railroads,  tlie  first  outlay  has  been  so  exiaiemelj 
great  as  to  deter  many  railroad  companies  from  speculating  upon  tbe 
advantages  that  may  ultimately  be  derived  from  adopting  it  j  for  witb 
all  its  merits  it  must  be  questioned  if  the  present  working  system  is 
much  superior  to  the  locomotive  power. 

Abt«  7. — Since  my  attention  was  first  drawn  to  this  subject,  mj 
great  aim  has  been  to  produce  a  more  perfect  system  of  atmoq^keric 

•  See  W.  Jones  on  Kailways,  page  77. 
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propulsion,  and  one  that  should  l)e  so  cheap  in  its  constniotion  tod 
original  outky  as  will  he  applicable  to  almost  every  railroad  in  the 
kingdom :  how  fiaur  my  exertions  hare  heen  sacoessfiil  remains  for  time 
to  determine. 

Abit.  8. — My  plan  represents  a  double  iron  tube  with  flexible 
(leather)  *  sides — this  isdiape  of  the  tube  gives  great  strength  to 
resist  the  external  pressure  of  the  atmosphere  with  comparatively  a 
small  quantity  of  metal.  Its  proportions  may  be  greatly  varied.  It 
will  be  observed  that  the  flexible  part  is  rather  below  the  middle  of  the 
side;  this  enables  us  the  more  easily  to  protect  the  leather  sides  from 
rain,  and  there  are  shields  intended  as  more  perfect  protectors; 
they  are  ramply  strips  of  sheet  iron  bolted  to  the  sides  when  the  leather 
joints  are  made. 

Abt.  9. — This  is  a  double  nine-ineh  tube,  and  will  give  a  sectional 
area  of  110  inches,  after  deducting  the  space  oecupied  by  the  flexible 
sides,  which  are  naturally  pressed  inwards  when  the  air  is  exhausted. 
When  this  tube  is  workbig  by  exhaustion  only,  these  deductions  should 
be  made,  but  when  worked  by  compressed  air,  they  should  be  added, 
giving  them  a  greater  sectional  area ;  when  working  half  by  exhaustion 
and  half  hy  compression,  then  the  original  size  of  the  tube  should  be 
calculated  upon  undiminished.  The  Samudatube,  to  furnish  a  sectional 
area  of  176  inches  with  the  same  strength,  would  require  three  times 
the  quantity  of  metal  required  by  tlJs  double  tube.  [See  Art* 
5 1  and  52,  which  show  considerable  more.] 

Aet.  10. — It  will  be  shown  that  I  purpose  working,  when  required, 
partly  by  exhaustion  and  partly  by  compression,  and  therefore  I  acquire 
a  greater  power,  when  working  with  a  total  pressure  of  twenty  pounds 
to  the  inch  by  this  tube,  than  Samuda  with  a  tube  of  his  proportions 
working  with  a  pressure  of  twelve  pounds  per  inch. 

Thua---Samuda*stube  15  in.  dia.  sectional  area  176  in.  ]  total  pressure. 

Working  byexhau8tiononly,=tol21bs  per  inch   12      j  2,112  lbs. 
The  double  tube  9  in.  dia.  with  full  deductions  as 
hefore  stated,  if    working    by   exhaustion    only, 
area  . .  . .  .  •  . .  llOin.  ^  total  pressure. 

Working  101b.  by  exhaustion  101b.  by  compres-  | 

sion  =  201b.  . .  .  •  . .  . .    20     j  2,2001b8. 

If  the  full  undiminished  areas  of  the  tubes  were  calculated  as  they 
correctly  should  be  in  this  instance,  the  tube  would  give  2401bs  more 
power. 

Art.  11.  As  this  double  tube  is  hermetically  sealed  throughout  its 
whole  length,  conceiving  it  to  work  by  exhaustion  only  with  a  pressure 
equal  to  121bs.  to  the  inch,  its  sectional  area  being  110  inches,  we  shall 
have  a  power  equal  to  l,3201bs.  without  any  deductions  for  the  leakage 
of  the  long  valve ;  and  I  am  inclined  to  believe  that  Samuda's  tuhe 
frequently  does  not  yield  a  great  power. 

*  I  have  here  named  leather,  as  my  workin?  models  were  made  with  that 
article,  which  answered,  when  well  oiled,  beyond  my  most  sanguine  expectations  ; 
but  I  believe  a  material  is  to  be  manufactured  that  would  prove  more  economical 
in  the  first  instance,  if  not  so  durable.  It  does  not  require  the  leather  very  heavy 
fur  my  double  acting  tube. 
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Abt.  12.  It  may  not  at  all  times  be  convenient  to  have  iheae  flexible 
sides  made  of  tbe  strongest  materials^  as  that  would  increase  the  ex- 
pense, and  add  friction  to  the  working  parts,  the  flexible  sides  in  this, 
instance,  if  worked  with  the  pressure  above-named  (201bs.  to  the  inch) 
will  never  have  to  resist  a  greater  strain  than  lOlbs.  to  the  inch.  It 
must  be  subject  to  that  strain  when  the  tube  is  exhausted,  but  not 
more  than  61bs  when  it  is  extended  or  inflated  with  compressed  air. 

Art.  13.  Bj  inspecting  a  longitudinal  section  of  mj  plan,  it  will  be 
apparent  that  when  the  air  is  exhausted  from  the  tubes,  the  external 
air  will  press  the  flexible  sides  inwards.  Two  wheels  connected  with 
the  carriages  are  made  to  fit  easily  into  these  cavities  or  depressed 
sides ;  and  when  the  travelling  piston  is  pressed  forward  bj  the  admis- 
sion of  the  air  behind  it,  the  flexible  sides  are  extended,  and  the  wheels 
are  pressed  or  forced  forward  in  proportion  to  the  pressure  on  the 
piston.  In  mj  working  models  I  found  the  introduction  of  two  wheels, 
to  expand  the  flexible  sides,  very  much  to  reduce  the  friction,  I  have 
therefore  introduced  them  here.  These  pistons  wUl  require  balancmg 
simibr  to  Samuda's  piston,  but  I  do  not  consider  their  united  (liction 
will  exceed  that  of  his  individual  one.  Their  combined  snrfiMse  ara 
will  be  9in.  greater,  but  then  I  think  it  must  be  allowed  that  these 
flexible  sides  are  expanded  at  a  less  cost  of  power  than  the  opening  and 
closing  his  longitudinal  valve. 

.  Art.  1 4. — Thus  far  I  have  shown  this  to  be  a  simple  atmospheric  nil- 
road  tube,  which  can  be  worked  by  exhaustion  only,  similar  to  Samada*8 
plan.  A  tube  in  itself  yet  more  simple,  is  the  single  one ;  but  this  tube 
requires  a  much  greater  quantity  of  metal  to  give  it  the  same  stren^ 
as  the  double  tube.  (See  Art.  51, 52).  Nevertheless^  it  would  be  a  most 
valuable  tube  for  many  purposes  and  in  many  situations.  It  may  be 
worked  with  the  wheel  on  the  top  or  the  side,  or  any  other  part  most 
convenient  It  will  always  have  the  advantage  of  a  less  extent  of  joint, 
and  a  less  quantity  of  the  flexible  material.  The  iron  parts  uid  tbe 
flexible  parts  may  be  united  in  any  proportions,  as  the  peculiar  nature 
of  the  application  of  the  tube  may  require. 

Art.  15. — I  may  here  observe,  that  at  this  remote  distance  from 
England,  it  is  impossible  to  calculate  the  most  judicious  combmstion 
of  the  parts  which  should  form  these  tubes.  The  merits  of  the  different 
materials  themselves^  the  original  cost  of  each  respectively,  the  expense 
of  preparing,  conveying,  uniting,  and  fixing  the  same,  and  the  pur- 
poses to  which  they  are  to  be  applied,  must  all  have  their  weight  in  tbe 
selection  of  the  best  and  cheapest  tubes  for  any  definite  purpose.  I 
can  here  only  be  expected  to  speak  in  general  terms. 

Art.  16.  The  single  tube  last  described,  can  be  worked  eitiier  by 
exhaustion  or  compression  separately,  or  by  both  jointly,  and  it  is 
capable  of  being  enlarged  to  any  convenient  extent,  and  it  may  be 
reduced  to  suit  the  most  limited  quantity  of  travel. 

Art.  17. — I  have  next  to  describe  a  plan  showing  the  mechanical 
arrangements  that  should  be  applied  to  all  atmospheric  railroads,  as  it 
would  in  most  instances  be  productive  of  great  advantage.  There  is 
an  atmospheric  tube  of  any  shape  or  construction  with  air-exhaasted 
chambers,  which  the  engines  at  either  station  are  continually  exhaust- 
ing, so  that  they  may  be  considered  as  always  ready  to  be  employed; 
and  when  a  train  is  ready  to  start  in  either  direction,  by  a  given  signal 
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the  valves  which  unite  the  iuhe  with  these  chamhers  are  opened,  and  the 
air  from  the  tube  immediately  rushes  into  the  chambers  till  the  tube 
becomes  sufficientlj  exhausted,  when  the  yalyes  should  be  again  closed. 
This  operation  will  be  rery  quick,  and  cause  little  if  any  delay  at 
starting.  The  small  feeding  tubes  as  here  represented,  are  so  placed 
that  the  trains  may  start  the  instant  the  Yalyes  are  opened,  as  it  is 
hetter  they  should  acquire  their  extreme  velocity  graduidly  than  by  any 
sadden  or  instantaneous  impact.  It  will  be  seen  that  these  small  feed* 
in^  tiihes  take  the  air  from  the  tube  immediately  before  the  piston. 

Abt.  18. — The  advantage  of  this  arrangement  is  most  obvious,  as  a 
small  engine,  by  constantly  working,  will  generate  aa  much  power  as  a 
large  engine  working  only  at  intervals.  Thus,  Samuda's  engine  is 
said  to  stand  still  twenty-fiye  minutes,  and  work  five  minutes,* 
being  only  one-sixth  of  the  full  time.  So  at  that  rate  a  twenty-horse 
engine  kept  constantly  working  would  perform  the  same  labour  as  a 
12(V-horBe  engine  that  worked  only  one-sixth  of  the  time.  But  allow 
the  J  worked  only  one-third  of  the  full  time,  then  an  engine  of  one-third 
the  power  would  be  ample. 

Abt.  19. — ^Another  advantage  of  this  arrangement  i%  that  the  tube 
being  exhausted  so  quickly,  has  only  half  the  time  allowed  it  to  admit 
air  though  any  impeifect  joint. 

Art.  20. — By  thus  requiring  only  engines  of  small  power,  a  great 
reduction  will  be  made  in  the  first  outlay.  Against  this .  it  may  be 
argued  there  is  the  additional  expense  of  the  chambers.  Their  first 
cost  will  be  smaller  than  the  cost  of  the  additiomJ  power,  and  their  re- 
movals will  be  less.  To  detail  minutely  the  methods  of  constructing 
these  chambers  would  greatly  assist  to  swell  this  sketch  beyond  those 
limits  to  which  I  wish  to  confine  it. 

Airr.  21. — The  small  tube  is  a  communicating  tube,  uniting  the  two 
engine  stations,  or  rather  the  exhausted  chambers  at  or  between  those 
two  stations ;  so  that,  instead  of  having  two  engines  at  each  station  to 
prevent  the  possilnlity  of  stopping  for  repairs,  the  engine  at  either 
station  may  exhaust  the  reserve  chunbers  at  either  of  the  stations  next 
in  saocession. 

Abt.  22. — ^In  a  few  practical  instances,  it  may  bo  desirable  to  have 
some  compressed  chambers  in  addition  to  the  exlmusted  chambers,  but 
this  will  not  frequently  occur ;  for  when  the  train  is  started  the  engine 
itself  will  force  into  the  tube  a  sufficient  quantity  of  air  of  the  density 
required  to  supply  the  defective  power  of  exhaustion. 

Abt.  23. — ^For  some  time  after  I  commenced  the  investigation  of 
this  subject,  I  thought  of  supplying  my  main  tube  with  air  by  numerous 
-ralves  attached  to  a  small  tube  wMch  communicated  with  reservoirs  of 
power  placed  at  moderate  intervals  along  the  road,t  and  to  render 
this  system  perfect  I  had  arranged  an  apparatus  to  open  or  shut 
ttie  valves  at  many  yards  in  advance  of.  my  travelling  piston,  and  an 
equal  distance  behind  it.  But  after  maturely  considering  the  practical 
merits  of  this  system,  I  did  not  think  it  so  generally  advantageous  as 
that  I  fun  now  describing. 

*  See  Jones  on  Railways. 

f  In  my  first  communication  to  England,  August  26, 1  said  much  respecting  the 
eontrol  I  had  over  the  speed  of  the  carriage  by  these  valves. 


454  BAILWAT   aBGISTKS. 

Aet.  24. — On  a  road  where  frequent  trains  are  required,  I  propoM 
having  intermediate  stations,  at  each  of  which  there  will  be  a  mun  or 
sectional  valve  on  the  atmospheric  tube.  If  the  engine  stations  are  at 
five  or  ten 'miles  distant  from  each  other,  these  intermediate  stations 
will  divide  the  line  into  anj  required  number  of  divisions. 

Abt.  25. — ^At  starting,  we  oon»der  these  sectional  valves  closed,  but 
before  the  train  arrives  at  No.  1,  the  valve  at  that  spot  is  opened  bj  ao 
attendant  (who  has  before  him  a  gage,  always  showin?  the  pontion  of 
the  train,  and  the  pressure  of  the  air  within  the  tube) ;  and  if  the  at- 
tendant neglects  opening  the  valve,  the  train  performs  that  office  itself. 
As  soon  as  the  train  has  passed  No.  1  on  to  division  2,  the  valve  is 
again  dosed,  being  first  admitted  to  propel  the  train  forward  as  before, 
without  the  least  dimunition  of  power.  The  valve  being  now  dosed, 
the  division  No.  1  is  ready  for  a  second  exhaustion ;  this  is  done 
instantly,  by  admitting  the  air  of  the  tube  into  the  exhausted  diamber, 
and  a  second  train  maj  start  from  station  A.  Bj  continuing  this 
operation  trains  may  start  as  firequentlj  as  required. 

Abt.  26. — If  these  intermediate  stations  are  only  one  mfle  distant 
from  each  other,  trains  may  start  in  one  direction  every  two  or  three 
minutes  if  required.  I  presume  that  roads  requiring  trains  to  slaii 
thus  frequently  will  but  rarely  exist ;  if  they  aho\dd,  this  at  least 
diows  how  easily  it  may  be  accomplished. 

Abx.  27.— These  intermediate  stations  may  also  be  used  for  taking  rrp 
•nd  setting  down  passengers,  as  trains  can  as  readily  start  firom  them  as 
from  the  engine  stations.  It  will  be  apparent  that  when  the  tube  of  di- 
Tision  one  is  exhausted  trains  may  start  in  either  direction.  A  trwM 
may  be  only  two  carriages,  or  bvkn  ohb. 

Abt.  28, — Thus  it  is  proved,  by  this  system,  how  frequently  tnina 
may  start  in  either  direction,  without  the  possibUity  of  a  coUimoiL  By 
Niekels's  plan  one  ^rain  may  overtake  another  in  the  dark  or  fi^gy 
weather,  before  the  conductor  is  aware  of  it. 

Abt.  29. — ^Ab  I  before  stated  (Art*  2S),  I  consider  this  system  pre- 
Ssrable  to  that  of  opening  numerous  valves  by  the  progress  of  tbe 
carriages.  Are  not  these  valves  liable  to  derangement,  and  would  not 
ihieir  introduction  ^add-greatly  to  the  expense  of  tibe  eri^aal  onth^t 

Abt.  30. — ^For  eoddenly  checking  the  progress  of  the  carnages,  the 
Toilers  or  ^eels  will  be  disengaged  from  the  tube ;  and  to  prevent  the 
piston  from  running  forward  when  the  carriages  are  disengaged  from  it, 
I  have  devised  a  ^ve  within  the  piston  itself,  which  shiSl  open  the 
instant  the  connection  between  the  carriages  and  the  piston  is  djacon- 
tinned.     It  is  not  represented. 

Abt.  31. — ^In  cases  similar  to  those  I  have  described^  it  is  presonied 
the  electric  telegraph  is  employed  upon  the  line  of  road,  and  that  the 
propulsive  power  is  by  exhaustion  only.  Then,  if  railroad  Compaaiei 
would  reconcile  themselves  to  small  but  frequent  trains,  it  is  msd 
evident  that  an  immense  quantity  of  travel  may  pass  along  the  road 
wi^  but  a  very  small  tube.  These  trains  may  be  angle  carriages  only, 
of  either  passengers  or  goods ;  the  latter  wiU  not  be  required  to  trarel 
so  &st  as  the  former,  consequently,  they  may  contain  a  greater  weight 

Abt.  32.— Although  I  have  already,  in  representing  the  merits  of 
the  double  tube  (as  to  strength)  over  Samu  ws  single  tube,  spokes  of 
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working  bj  exhaustion  and  compression  jointly,  I  see  no  reason  why 
the  power  of  exhaustion  would  not  generally  be  sufficient^  if  frequent 
trains  were  but  established. 

Abt.  33. — If  one  part  of  the  road  had  steep  inclinations^  and 
required  a  greater  power  than  the  other,  the  engine  might  be  placed 
Gonrenient  to  that  part  of  the  road.  Then  the  compressed  potver  may 
aid  the  exhausted  power  without  any  addition  to  the  original  expense, 
except  the  air  pump.  It  is  not  the  least  necessary  that  the  engine 
stations  should  be  the  principal  passenger  or  traffic  stations. 

Abt.  34. — ^In  the  practiciJ  illustrations  I  have  given,  it  is  evident,  to 
employ  the  power  of  compressed  air  throughout  the  whole  line,  a 
small  communicating  tube  must  unite  the  reservoirs  or  chambers  of 
compressed  air  of  all  the  principal  and  intermediate  stations;  so 
that,  in  many  instances^  it  will  be  preferable  to  employ  a  larger  tube, 
working  by  exhaustion  only,  than  a  smaller  one,  worked  by  the  united 
pow^era.  Tlus  observation  will  not  apply  when  one  train  can  travel 
the  whole  distance  between  the  engme  stations  before  another  is 
required  to  succeed  it. 

Art.  35. — ^The  express  purpose  for  which  any  road  is  constructed, 
and  the  quantity  of  travel  upon  it^  will  regulate  the  distance  oi  the 
engine  stations  from  each  other.  They  may  be  three,  five,  seven,  or 
even  ten  miles  apart^  without  inconvenience.  Tliis  point,  like  many 
others,  must  be  regulated  entirely  by  the  calculations  which  affect 
them.     (See  Art  15.) 

Abt.  36. — I  also  employ  what  I  term  the  flexible  tube.  If  em- 
ployed for  propelling  carriages  on  a  railroad,  it  may  be  secured  to 
the  sleepers,  in  which  case  there  is  a  bar  of  iron,  to  which  the  edges  of 
the  flexible  material  employed  are  securely  bolted.  It  will  be  seen 
that  this  tube  can  only  be  worked  by  compressed  air. 

Abt.  37. — ^When  the  compressed  air  in  the  tube  is  allowed  to  escape, 
the  weight  of  the  upper  part  of  the  tube  itself  will  ibrce  out  the 
conmion  air  that  would  have  remained  in  it,  had  it  been  a  stiff  tube, 
and  it  will  lay  in  a  flat  wide  state.  It  is  in  this  state  that  I  once  had 
an  idea  of  placing  it  on  a  board,  and  perfecting  the  vacuum  by  run- 
ning a  roller  over  it,  as  mentioned  in  the  Introduction,  for  which 
there  would  be  wheels  connected  with  the  carriages — an  elevating 
wheel,  and  expanding  wheels,  all  of  which  travel  before  the  piston. 

Abt.  38. — ^Another  modification  is  the  tube  I  call  the  perfect 
elastic,  and  if  a  tube  could  be  constructed  quite  air  tight,  with  that 
property  at  a  moderate  expense,  it  would  be  a  most  valuable  one. 
This  I  consider  possible,  but  cannot  enter  fully  into  the  details  from 
the  cause  mentioned.    (Art.  15.) 

Abt.  39. — This  tube  is  intended  to  be  employed  up<Hi  the  Samuda 
principle,  with  HaUette*s  lips,  although  their  principle  of  action  and 
eonstruction  is  different.  As  the  travelling  piston  moves  forward,  k 
flexible  ciicnlar  band  is  pressed  closely  between  the  lips,  so  as  to  seal 
and  make  them  perfectly  air  tight,  if  they  are  not  so  before. 

Abt.  40. — The  moment  the  exhaustion  of  the  tube  commences,  the 
TO-esBore  of  the  outward  air  will  effectually  or  hermetically  seal  them. 
mdeed,  the  elastic  power  of  the  tube  should,  of  itself,  be  sufficient  to 
elc9B  these  lips,  and  then  the  flexible   band  above  named  may  be 
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entirely  dispensed  with.  These  lips  might  be  furnished  with  some 
iinguent  slightly  adhesive  to  assist  their  first  partial  sealing ;  or  two 
wheels  might  follow  the  piston,  and  press  the  edges  of  the  tube  together 
suffidiently  to  seal  their  lips. 

Art.  41. — If  the  tube  is  not  provided  with  sufficient  elastic  power  to 
hold  the  lips  before  the  piston  tightly  together,  two  wheels  should 
precede  the  piston,  so  as  to  prevent  the  tube  expanding  too  far  in 
advance  of  it.  Indeed,  these  wheels  will  be  useful  in  other  respects,  as 
the  expansive  force  of  the  tube  itself  pressing  on  them  will  furnish  a 
large  portion  of  the  grip  required  to  propel  the  carriages  forward,  so 
that  the  connecting  arm  which  unites  the  carriages  to  the  piston  would 
required  to  be  very  small,  or,  rather  narrow ;  and  this  again  would 
prevent  the  necessity  of  the  lips  opening  wide.  If  these  lips  are  made 
of  an  elastic  and  flexible  material,  there  would  be  no  absolute  oecaaon 
for  their  ever  breaking  contact,  except  when  the  arm  would  dis^aee 
their  surface  in  its  progress,  but  not  more.     Further, — 

Art.  42. — If  the  ehistic  power  of  the  tube  was  sufficient  to  hold 
the  Ups  together,  then,  instead  of  the  two  wheels,  which  precede  the 
piston,  pressing  the  lips  of  the  tube  together,  they  should  be  placed  more 
m  advance,  and  two  other  wheels,  should  be  employed  to  expand 
the  lips  of  the  tube  sufficiently  to  allow  the  connecting  arm  to  pass 
without  much  friction.     This  tube  can  be  worked  by  exhaustion  only. 

BVOOBSnONS  FOR  THE  OONSTRUOTION  OF  THB  BLASTIO  TUBS  ABOYB  DBBGBIBm 

Art.  43. — The  iron  sheets,  of  which  the  inner  part  is  composed, 
should  be  of  the  best  quality,  and  milled  out  to  suit  the  purpose 
for  which  it  is  required — ^viz.,  thickest  in  the  middle  and  tarring 
gradually  to  the  edge,  which  should  be  left  of  sufficient  thickness  to 
resist  the  external  pressure  upon  the  tube.  These  sheets  should 
then  either  be  cramped  into  the  required  tube  shape,  and  afterwards 
hammer  hardened.  Probably  the  operation  of  hammer-hardeniDg,  if 
performed  on  a  circular  iron  block,  would  give  it  the  necessaiy 
cylindrical  shape.  I  mention  this  hammer-hardening  particulaily,  as 
it  gives  an  elastic  property  to  the  metal  The  outer  side  of  this  tube 
should  be  covered  with  cotton  cloth,  or  other  artid^  saturated  with  an 
adhesive  unguent  that  would  exclude  the  air.  AgeUn,  over  this  article 
should  be  thin  sheets  of  iron,  like  plates  of  Russia  iron,  hammer- 
hardened.  These  sheets  should  break  the  joints  of  the  former  sheets 
or  plates,  and  the  whole  bolted  together.  It  might  not  be  wise  to  rivet 
them  together  till  the  merits  of  the  tube  were  sufficiently  tested.  I 
believe  copper  rivets  would  answer  extremely  well  for  uniting  these 
sheets  of  iron  and  the  material  together. 

Art.  44. — If  it  were  practicable  to  form  a  perfect  elastic  tube 
similar  to  that  just  described,  a  partial  ehistic  tube  would  answer 
equally  well,  as  the  lower  part  might  to  any  height  be  of  cast  iron, 
and  the  upper  part  elastic.  These  elastic  tubes  would  save  an  immense 
quantity  of  metal,  as  their  close  contact  at  the  top,  and  their  yielding 
nature,  would  relieve  the  tube  from  the  great  strain  which  the  Samuda 
tube  of  equal  diameter  would  be  subject  to  by  the  external  pressure  of 
the  atmosphere. 

Art.  45. — ^Another  improvement  efiected,  is  a  tube  partially  elastie 
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tiid  partially  flexible,  being  a  union  of  the  two  principUs  of  construc- 
tion. The  top  and  the  bottom  of  this  tube  are  elastic;  the  sides 
flexible. 

Art.  46. — Its  construction  admits  of  great  variation,  and  practice 
only  could  determine  which  would  be  the  most  judicious  mode  of  per- 
fecting it  It  presents  no  difficulties,  and  an  ingenious  English  artisan 
would  90(m  perfect  it.  It  would  be  a  most  valuable  tube  if  well  con- 
structed. Its  action  is  the  same  as  the  double  iron  tube  first  described. 
Its  having  two  flexible  sides  gives  it  this  peculiar  property,  viz.,  that 
when  the  air  is  exhausted  the  top  part  of  the  tube  falls  down,  and  the 
flexible  sides  are  protected  by  being  pressed  within  the  tube  ;  and 
before  the  side  wheels  can  be  brought  into  action,  the  top  of  the 
tube  must  be  raised  up  by  an  elevating  wheel  preceding  the  piston. 

Abt.  47. — If  this  tube  were  suspended  from  above,  and  the  wheels 
attached  to  any  carriage  or  article  below  the  tube,  the  weight  of  the 
bottom  would  always  keep  the  flexible  sides  only  moderately  indented 
when  the  air  was  exhausted  from  the  tube.  As  I  have  a  peculiar  use 
for  a  tube  thus  suspended,  I  shall  refer  to  this  tube  again. 

Akt.  48. — For  railway  work  the  bottom  of  this  tube  might  as  well 
be  of  cast  iron,  like  the  partial  elastic  one  before  described ;  with  such 
a  combination,  this  tube  would  then  be  partially  solid,  elastic,  and 
flexible — ^with  the  top  and  the  bottom  both  elastic — ^the  elastic  power  of 
the  material  would,  as  described  in  a  former  instance,  greatly  assist  the 
grip  of  the  propelling  power. 

Abts.  49  and  50. — ^There  is  another  form  of  the  perfectly  flexible 
tube,  with  a  small  feeding  tube  within  it ;  for  this  tube  I  have  a  parti- 
cular employment,  and  there  are  several  other  ways  of  applying  it,  which 
it  is  not  necessary  to  explain  here. 

THE  COMPAKATIVB  MEBITS  OF  THB  SAMUDA  SINGLE  TUBB,  FIFTEEN  INCflBS 
DIAMSIBBy  AND  W.  SHITH's  DOUBLE  TUBE,  TEN  INCHES  DIAHBTBB,  TO 
BB8IST  FBAGTUBB. 

Abt.  51. — Allowing  each  tube  to  be  exhausted,  so  as  to  cause  an 
external  pressure  equal  to  lOlbs.  on  the  square  inch,  by  comparing 
the  two,  it  will  be  evident  that  if  the  Samuda  tube  is  broken  by  a  pres- 
sure on  the  sides,  it  must  break  at  the  point  c,  which  is  15  inches  from 
the  point  a  where  the  tube  is  open  ;  and  although  the  side  D  is 
circular,  and  every  inch  is  pressed  upon  equally,  the  side  itself  is  only  a 
bent  lever,  whose  length  from  the  point  where  fracture  must  take 
place  is  equal  to  the  diameter  of  the  tube  15  inches,  and  the  pressure 
on  each  inch  being  10  lbs.  15x10=150  lbs.,  the  pressure  along  a  « 
equally  distributed ;  but  this  is  only  equal  to  75  lbs.  applied  at  the 
point  a,  the  end  of  the  lever  a  c  ;  so  the  real  pressure  on  one  side,  to 
cause  fracture  at  c,  is  75  x  15=1125  lbs.  But  it  \a  evident  in  this 
instance  there  are  two  sides  equally  pressed  upon  at  the  same  time,  and 
having  an  equal  tendency  to  cause  fracture  at  the  point  c,  so  that 
11254-1125=2250  the  actual  pressure  to  produce  fracture  at  the  point 
c.  The  pressure  on  any  point  of  the  Surface  of  the  tube  may  be 
ascertained  in  the  same  way. 

Abt.  52. — In  the  double  iron  tube,  e  is  the  point  where  fracture  must 
take  place;  and  although  the  line  may  be  considered  as  the  arm  of  the 
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lerer  which  causes  fracture,  that  is  iieduced  toe  w,  the  line pefpen- 
dicular  to  direction,  in  which  the  fracture  must  take  place,  and  c  v  in 
the  fi^re  is  only  nine  inches,  so  the  full  pressure  would  be  9  x  10=90 ; 
but  this  is  only  equal  to  451h8.  applied  at  w  to  cause  fracture,  tnd  it 
becomes  45  x  9=4051bs.,  the  power  to  cause  fracture  at  the  point  c, 
and  from  the  peculiar  shape  of  this  figure,  the  two  sides  cannot  ba?e 
the  same  tendency  to  cause  fracture  at  one  point,  aa  in  Samuda'a  Frac- 
ture cannot  take  place  through  the  whole  of  the  centre  iron  plate,  bat 
it  must  be  on  the  side  of  it ;  and  in  this  instance  there  would  be  two 
distinct  lines  of  fracture,  via.  c  e,  c  e;  so  that  in  reality  the  force  to 
break  the  Samuda  tube  would  be  2,250lbe,  while  that  to  broektfae 
double  iron  tube  is  only  4051bs. ;  and  it  has  been  shown  (Art  10)  thai 
a  nine-inch  double  tube,  when  working  with  a  power  of  ICHfaa  by 
compression  and  lOlbs.  by  exhaustion,  gives  a  greater  power  by  SSSlbs. 
than  the  Samuda  tube  15in.  diameter,  working  by  exhaustion  with  a  pres- 
sure of  1211)6.  to  the  inch ;  but  it  must  be  remembered  the  tube  of 
which  the  strength  has  been  computed  aboye  is  lOin.  diameter.  These 
observations  must  confirm  the  respective  merits  of  the  two  tubes. 

Art.  53. — Mr.  Nickels*  principle  of  propulsion  can  only  be  worked  bj 
compressed  air.  The  trains  must  be  small,  or  the  construction  of  the 
tube  must  be  expensive ;  orif  large  trains  are  worked  their  speed  must  be 
slow  and  limited.  I  think  if  put  into  practice  it  will  prove  defediTe 
in  power,  unless  for  small  trains  at  moderate  velocities.  I  cannot 
attempt  here  to  enter  minutely  into  the  circumstances  which  wasi 
affect  the  construction  and  implication  of  this  principle  of  propdaon ; 
a  short  time  will  convince  those  interested  as  to  its  peculiar  meiita  1 
could  suggest  many  improvements  in  its  construction  as  represented. 

Art  54. — If  the  principle  of  propulsion  I  have  invent^  is  put  in 
comparison  with  Mr.  Nickels',  my  unbiassed  opinion  is  that  mific 
would  prove  superior.  I  prefer  working  by  exhaustion,  when  that  can 
be  done  without  an  expensive  tube.  Allowing  the  power  of  compreoioo 
and  exhaustion  to  be  equal,  the  cost  of  the  tube  becomes  an  important 
thing  in  these  calcuIation&  The  double  tube  has  been  shown  to  have 
great  strength  and  great  power,  and  at  the  same  cost,  I  believe,  si^rior 
to  any  yet  constructed.  A  constant  pressure  must  be  more  poweifiii 
than  an  intermitting  one  like  Mr.  Nickels'. 

Abt.  55, — From  the  cause  mentioned  (Art  15),  I  cannot  now  esti- 
mate the  cost  of  the  respective  tubes  I  have  described.  Their  number 
is  great,  their  merits  various ;  but  their  greatest  recommendation  will 
always  be,  abundant  power  at  a  moderate  cost,  witii  peiman^t  msr 
teriaJs. 
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CONTBIBUTIONS  ON  RAILWAY  STATISTICS. 
Bt  Hydb  Clabkb,  Esq. 

Iir  no  department  of  business  scarcely  has  the  value  of  statistical  studies 
been  more  shown  than  in  railway  administration,  nor  in  any  department 
baye  they  been  so  much  pursued.  In  private  affairs,  in  many  branches 
of  trade,  from  the  inabiHty  to  get  at  an  extended  knowledge  of  facts, 
experience  becomes  merely  local  or  individual,  and  in  the  infancy  of  the 
nulway  system  the  same  defect  was  felt.  The  establishment  of  the 
railway  press,  and  the  facilities  afforded  for  communicating  information, 
presented  the  means  of  overcoming  this  evil,  and  as  facts  accumulated, 
so  were  their  results  systematised,  and  brought  to  bear  practically  on 
the  advancement  and  direction  of  the  railway  system.  Though  of 
course  there  has  been  an  indisposition  in  some  quarters  to  communicate 
information,  and  an  inaptitude  in  others,  yet  the  general  feeling  of 
energy  and  public  spirit  in  railway  chairmen,  directors,  and  officers  has 
overcome  difficulties,  and  masses  of  figures  have  been  brought  together 
from  time  to  time,  closely  canvassed,  and  ably  analysed. 

There  is  this  incentive  to  the  prosecution  of  railway  statistics,  that 
whereas  in  other  branches  of  statistics,  the  student  is  reduced  to  a 
mere  theorist,  from  the  inaptitude  of  carrying  out  the  results  he  may 
obtain,  in  railway  administration,  it  often  lies  within  the  power  of  the 
operator  to  ensure  their  immediate  application.  There  is  also  a  large 
public  joining  and  sympathising  in  the  same  pursuits,  and  a  truth  once 
developed  is  never  allowed  to  be  smothered  or  crushed.  While,  in  politics, 
popular  ignorance  is  made  an  instrument  of  party  war&re  to  impede  the 
progress  of  sound  views,  the  railway  public  are  always  attentive  to  any 
statement  of  figures  and  facts,  whether  in  writing  or  by  speech  ;  and 
being  men  of  business,  have  such  practical  acquaintance  with  the  forms 
of  analysifl,  as  to  be  able  to  arrive  at  a  sound  judgment  and  conclusion. 
At  the  same  time,  the  study  of  railway  statistics,  though  sometimes 
taken  up  elsewhere  as  a  popular  subject,  never  thrives  so  well  as  among 
its  own  attached  circles,  who  have  not  merely  motives  of  science  or  of 
curiosity  to  urge  them,  but  the  strongest  influence  of  interest. 

Railway  men  are  essentially  men  of  figures,  and  it  is  by  their  attun- 
ments  in  this  respect  that  most  of  them  are  distinguished,  and  without 
such  qualifications  the  heavy  responsibilities  they  bear  could  never 
aafely  be  entrusted  to  them.  When,  however,  they  are  mentioned  as 
men  of  figures,  a  popular  expression  is  used  which  includes  the  charac- 
teristics of  a  proper  and  practical  application  of  the  results  to  be  deduced 
from  figures — not  a  pure  mathematical  turn  of  mind,  for  that  is  too 
spt  to  show  more  attachment  to  forms  than  to  results,  while  it  is 
Tarely  capable  of  combining  the  true  moral  results.  Mr.  Hudson,  for 
example^  is  neither  a  mathematician,  nor  a  man  of  a  mathematical  turn 
of  mind ;  but  as  a  man  of  figures,  and  as  a  calculating  man,  a  character 
like  his  is  well  understood  by  English  and  Americans.  The  study  of 
figures  of  itself  no  more  makes  a  practical  man  than  anything  else ; 
other  qualities  must  be  added  to  make  the  business  man,  and  those 
fortunately  are  to  be  found,  to  a  great  extent,  among  railway  adminis- 
trators. 

H  H  2 
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The  desire  of  shareholders  to  know  the  state  of  traific  in  new  under- 
takings, led  to  the  weekly  puhlication  of  traffic  return^,  and  thefse  hsTe 
furnished  constant  elemento  for  study  and  for  practical  application.  It 
was  found,  at  an  early  period,  that  the  deTelopment  of  railway  traffic 
depended  chiefly  on  the  extension  of  railway  accommodation ;  and 
hence,  in  order  to  realize  profitable  results  as  lines  or  portions  of  lines 
opened,  it  waa  self-evidently  necessary  that  extensions  should  be  carried 
out.  This  powerfully  influenced  the  great  exertions  which  were  made 
in  1838,  and  the  subsequent  panic  years,  for  the  promotion  of  the 
railway  system,  and  it  has  also  constituted  the  policy  on  which  the  greal 
companies  are  now  acting  of  pushing  branches  and  extensions  in  erery 
ayailable  quarter.  It  is  from  no  insane  desire  of  speculation,  for  it  is 
irell  known  the  companies  have  always  held  back  rather  than  moved 
forward,  and  hare  never  been  urged  by  rash  yiews.  Another  important 
result  has  been  the  undertaking  by  the  great  companies  of  branches, 
poor  or  unprofitable  in  themselres,  which,  however,  repay  the  investors 
by  bringing  increased  traffic  on  the  main  line.  The  extent  of  railways 
in  connection  with  any  particular  line  has  always  a  great  eflTeci  on  its 
traffic ;  thus  the  London  and  Birmingham,  and  Grand  Junction  traffic 
has  reached  a  high  pitch,  while  the  Great  Western  and  Ea^rn 
Counties  have  been  kept  back,  and  the  results  of  extension  constitute 
an  important  consideration  as  to  the  prospective  value  of  these  latter 
undertakings.  The  London  and  Birmingham  is  the  trunk  of  lines 
reaching  to  Newcastle  and  Carlisle,  sending  oflf  vigorous  branches  in 
every  direction,  while  these  results  have  to  be  obtained  on  the  Great 
Western  and  Eastern  Counties  from  the  works  in  progress. 

Again,  in  the  obtainment  of  a  per  centage  government  tax  on  ratlwaja 
in  lieu  of  the  tax  per  head  on  passengers,  railway  statistics  exercised  a 
great  inEuence ;  but  their  chief  effect  has  undoubtedly  been  in  the  pro- 
motion of  cheap  fares.  Those  who  advocated  such  a  doctrine  as  that 
cheapness  would  bring  the  greatest  revenue,  might  haye  naked  theory 
to  support  them,  but  they  had  powerful  popular  prejudices  to  contend 
virith  on  the  part  of  directors  and  shareholders ;  and  it  was  only  bv  a 
careful  collection  of  facts  and  figures,  and  by  the  closest  analysis  of  them, 
that  a  safe  and  undeniable  foundation  was  obtained  for  the  general 
establishment  of  cheap  fares  as  a  doctrine.  Theestablishment  of  this  &ct 
has  been  of  late  brought  to  bear  valuable  fruits  in  every  branch  of  traffic, 
more  particularly  in  goods  traffic,  which  having  been  long  neglected 
from  want  of  accommodation,  and  from  too  high  chaiige%  has  been 
lately  prosecuted  with  much  vigour  and  eflect 

The  discovery  of  the  mean  months  of  railway  traffic  by  Mr.  Hoald<- 
worth,  the  chairman  oi  the  Manchester  and  Leeds  Railway,  aflforded  a 
convenient  mode  of  ascertaining  the  rate  of  progress  of  traffic  in  advanoe 
on  reaching  the  mean  period. 

The  prosecution  of  these  studies  will  no  doubt  afford  equally  valuable 
and  interesting  results^  for  the  field  is  wide,  and  the  railway  system  in 
its  infancy.  With  regard  to  two  subjects  hitherto  little  studied  statis- 
tically, but  most  important  in  reference  to  the  value  of  the  railwaj 
system,  the  fluctuations  in  investment,  and  the  development  of  intenul 
resources,  I  have  in  the  present  paper  recast  and  systematized  some 
observations,  which  I  have  published  in  a  restricted  form  elsewhere. 
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No.  1. — The  Fluctuations  of  Railway  iNVEsriiENT. 

A  most  important  consideration  in  railway  financial  operations, 
which  has  heen  fully  appreciated  by.  Mr.  Hudson,  Mr.  Glyn,  and  other 
leading  men,  but,  unfortunately,  not  well  understood  by  the  public,  is  the 
degree  of  fluctuation  in  shares  consequent  uponx>eriods  of  prosperity  and 
panic.  Undoubtedly  the  more  a  company  is  adranced,  the  more  its 
traffic  is  developed,  the  greater  is  its  intrinsic  value ;  but  the  market 
value,  depending  upon  other  circumstances,  may  not  only  be  materially 
depreciate<i,  but  brought  very  much -below  the  real  value.  In  railway 
matters  "  the  value  of  a  thing"  is  not  always  "  the  price  it  will  bring," 
but  the  very  contrary — ^being  often  exorbitantly  swollen  by  premiums,  or 
as  absurdly  depressed  to  a  discount.  Railway  madness,  it  should  be 
borne  in  mind,  is  not  restricted  to  periods  of  what  are  called  specula- 
tion,  but  shows  itself  much  more  remarkably  in  periods  of  depression. 
If  there  is  a  mania  for  buying  extravagantly^  so  there  .is  a  mania  for 
selling  improvidently,  and  the  losses  have  been  more  in  the  latter  way 
than  in  the  former.  Assuredly  those  who  invest  in  railway  under- 
takings with  the  view  of  obtaining  a  permanent  and  steady  market,  are 
exposed  to  the  greatest  disappointment ;  for,  as  we  have  lately  seen,  a 
most  extravagant  panic  may  parallel  most  extravagant  speculation. 

By  a  proper  observation  of  facts,  holders  will  be  warned  against  the 
dangers  which  threaten  them  in  future  panics,  while  an  encouragement 
w^iU  be  given  to  investors  to  seek  those  periods  for  purchase  most 
favourable  for  a  low  price,  with  the  strong  assurance  of  being  amply 
rewarded  by  a  future  rise.  In  time,  perhaps,  we  may  hope  that  reason 
will  bear  a  greater  part  in  share  operations  ;  but,  certainly,  hitherto^ 
feeling,  without  regard  to  judgment,  has  had  a  greater  ascendancy. 
If  directors  had  greater  knowledge  or  greater  firmness,  heavy  sacrifices 
for  expediency,  depreciation  and  preference  shares  would  be  less 
resorted  to  ;  and  shareholders  possessing  a  greater  confidence  would  not 
allow  their  property  to  be  so  run  down,  and  their  resources,  conse- 
quently, seriously  damaged,  when,  by  waiting  a  due  time,  not  merely  a 
fiill  value,  but  an  enhanced  value  would  be  obtained. 

One  of  the  best  lessons  for  railway  shareholders,  speculators,  and 
investors  is  to  be  found  in  the  following  table,  showing  the  lowest  price 
to  which  the  shares  of  established  lines  have  fallen  of  late  years,  and 
the  maximum  price  which  they  have  reached.  In  order  to  show  this 
more  effectually,  and  to  afford  better  means  of  comparison,  as  well  as  to 
avoid  complexity,  and  save  the  reader  the  trouble  of  calculation,  the 
amounts,  instead  of  being  given  in  shares  of  £20,  £50,  or  £100,  with  so 
much  paid  up,  have  all  been  reduced  -to  one  standard,  £100  being  taken 
as  the  par  price  : — 

Dajte. 
£ 
HuUandSelby     -  -  -        1839 

Eastern  Counties  -  -         1840^ 

Manchester,  Bolton,  and  Bury       -         1840 
Bristol  and  Exeter  -  -         1840 

Birmingham  and  Derby    -  -        1843 


rice. 

Date. 

Price. 

£ 

25 

1845 

212 

35 

1845 

150 

37 

1845 

120 

37i 

1845 

136 

38 

1846 

115 
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Date.  Price.  Date.  Prioe. 

£  £ 

London  and  Oreenwicfa    -  -  1841  40  1845  111 

Northern  and  Eastern      -  .  1839  43  1845  160 

South  Eastern      -            •  -  1842  46  1845  143 

London  and  Blackwail      -  .  1841  48  1845  60 

Birmingham  and  Gloster  -  1843  48  1845  134 

Manchester  and  Birmingham  •  1841  50  1845  188 

Edinburgh  and  Glasgow  •  1840  65  1845  150 

Midland  Counties             -  -  1840  60  1846  145 

London  and  Brighton       -  -  1840  60  1845  153 

Great  North  of  England  -  -  1843  60  1846  215 

Glasgow,  Kilmarnock,  and  Ayr  -  1843  64  1845  134 

Dundee  and  Arbroath       -  -  1843  64  1845  144 

London  and  Croydon        -  -  1839  70  1845  164 

North  Union        -            .  .  1839  70  1846  208 

Chester  and  Birkenhead  -  -  1845  73  1845  130 

North  MidLmd     -            .  -  1841  74  1846  142 

Manchester  and  Leeds      -  -  1841  75  1845  260 

Lancaster  and  Preston      -  -  1842  S5  1845  120 

Dublin  and  Drogheda       -  -  1844  85  1845  160 

London  and  South  Western  -  1839  88  1845  192^ 

To  render  these  figures  more  accessible  for  reference,  they  are,  in  the 

following  tables,  giyen  with  the  names  of  the  companies  amoged 
alphabetically : — 

Birmingham  and  Derby  -  1843  38  1846  115 

Birmingham  and  Gloster  -  1843  48  1845  134 

Bristol  and  Exeter            -  .  1840  37^  1845  136 

Chester  and  Birkenhead  -  -  1845  73  1845  120 

Dublin  and  Drogheda       -  -  1844  85  1845  160 

Dundee  and  Arbroath       -  -  1843  64  1845  144 

Eastern  Counties              -  -  1840  35  1845  150 

Edinburgh  and  Glasgow  -  -  1840  65  1845  150 

Great  North  of  England  •  -  1843  60  1846  215 

GksgowandAyr              -  -  1843  64  1845  134 

Hull  and  Selby     -           -  -  1839  25  1845  211 

Lancaster  and  Preston      •  -  1842  85  1845  130 

London  and  BlackwaU      -  -  1841  48  1845  60 

London  and  Brighton       -  -  1840  60  1845  152 

London  and  Dover            -  -  1842  46  1845  143 

London  and  Greenwich    •  -  1841  40  1845  111 

London  and  South  Western  -  1839  88  1845  192^ 

Manchester  and  Birmingham  -  1841  50  1845  180 

Manchester,  Bolton,  and  Bury  -  1840  37  1845  180 

Manchester  and  Leeds      -  -  1841  75  1845  260 

Midland  Counties             -  -  1840  60  1846  14^ 

Northern  and  Eastern      -  -  1839  43  1845  260 

North  Midland    -            -  -  1841  74  1846  145 

North  Union        -            .  -  1839  70  1846  208 

It  is  seen  that  the  range  between  these  discount  and  premium  priotf 
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is  very  great  in  abnost  erery  instance,  and  in  some  cases  realising  a  very 
lai^  per  centage,  which  is  shown  below: — 

North  Midland,  fluctuation,  per  cent.  -  -  71 

Midland  Counties              -  -  -  -  85 

Birmingham  and  Gloucester  -  -  -86 

London  and  Brighton       -  -  -  -  92 

Edinburgh  and  Glasgow   -  -  -  -  95 

Bristol  and  Exeter            -  -  -  -  100 

London  and  South  Western  -  -  -  104 

Northern  and  Eastern       -  -  -  -  117 

North  Union        -            -  -  -  -  138 

Manchester  and  Birmingham  -  -  -  138 

Manchester,  Bolton,  and  Bury  -  -  ^143 

Great  North  of  Engknd  -  -  -  -  155 

Manchester  and  Leeds      -  -  -  -  185 

HuUandSelby 187 

WHile  the  fluctuation  ranges  so  high  the  basis  necessarily  varies;  and 
to  get  the  true  extent  of  fluctuation,  as  influencing  investment,  we  must 
calculate  it  not  on  the  par  price,  but  on  the  discount  price,  when  the 
results  are  still  more  extraordinary.  To  show  the  practical  working  of 
investment  at  a  discount  price,  in  a  given  number  of  years,  the  following 
table  bas  been  calculated,  in  which,  in  all  cases,  the  discount  price  is 
taken  as  ;^100,  and  the  ultimate  price  realised  is  shown,  the  original 
purchase  price  of  ;^100  being  of  course  included  in  the  sale  price. 
This  table  is  founded  on  the  preceding  tables,  where  the  operations  are 
taken  as  a  purchase  at  a  discount  in  the  low  years,  and  the  sale  at  a 
premium  in  the  high  years.     An  investment 

In  7  years  of  £100  produced  £800,  £375,  £300,  £230,  £220 
In  6       „  100        „  400,    350,    250,    240 

In  5       „  100        „  360,     340,    275,     200 

In  4       „         100        „  340, 

In  3       „         100        „  850,    300,    280 

It  will  be  seen  that  in  all  these  cases  the  capital  was  more  than 
doubled  in  seven  years,  and  in  some  cases  doubled  in  three  years,  while 
in  many  cases  it  was  trebled,  and  sometimes  even  quadru{^ed.  This  is 
also  independent  of  the  profit  on  extension  shares,  which  has  accrued  of 
late  years,  and  generally  fallen  to  the  lot  of  purchasers  at  a  discount. 
These  parties  have  also  received  enhanced  dividends. 

In  this  way,  and  not  by  gambling  and  time-bargains,  have  those  Urge 
fortunes  been  made  by  railway  men,  which  have  been  the  cause  of  so 
mach  misapprehension  among  the  public.  We  know  of  more  than  one 
case  where  an  investment  of  five-and-twenty  thousand  pounds,  six  or 
seven  years  ago,  has  now  produced  a  hundred  thousand  poundis,  while 
the  gains  of  the  large  holders  of  that  period  have  been  enormoua 
While  this  state  of  affiurs  is  to  be  regarded  as  a  certain  fact  it  is  no 
miracle,  but  only  the  sure  result  of  long  experience  in  the  money 
market,  and  it  well  deserves  the  steady  attention  of  all  those  who 
have  made  railway  investment  one  of  Uie  subjects  of  their  study  or 
ambition. 


464  RAaWAT    BKGISTXB. 

No.    2. — PA86SMOKB8  AND  FaEBS. 

The  total  number  of  passengers,  aa  given  in  the  Board  of  Trade 
returns  for  the  year  ending  30th  June,  1844,  is  27,763,602^,  and  for 
the  year  ending  30th  June,  1845,  33,791,253^,  beings 

1844.  1845. 

Ist  class      .  -      4,875,332i  5,474,163 

2nd  class    •*  -     12,235,686  14,325,825 

3rd  class     -  -      8,583,085^  13,135,820 

Mixed         ^  -      2,069,498|  855,445^ 

27,763,602^        33,791,253^ 

It  is  Terj  eyident,  from  the  number  of  third  class  passengers  below 
that  of  the  other  classes,  that  the  due  extension  of  railway  travelling 
among  the  less  wealthy  portion  of  the  population  has  not  yet  been 
reached;  but  still  the  returns  shows  a  great  progress  in  this  direction, 
for  whereas  the  increase  on  the 

1st  class  is    -  -  -  -    12  per  cent. 

2nd  class  is  -  -  -  -    17  per  cent. 

3rd  class  is  upwards  of  -  -    50  per  cent 

And  exhibiting  the  disposition  which  exists,  on  the  part  of  railway 
companies  to  give  increased  accommodation  to  all  classes  of  society. 
The  amount  received  for  each  class  is  as  follows  : — 


1843-4. 

1844-5. 

1st  class 

-  £1,432,688 

£1,516,805 

2nd  class 

-    1,375,679 

1,598,115 

3rd  class 

-       483,069 

651,903 

Mixed    - 

-       147,868 

209,518 

Total      -  -  £3,439,294      jg3,976,341 

The  increase  of  returns  on  the  year  1844-5  was,  therefore,  upwards  of 
half  a  million  on  passenger  traffic  alone.  On  gross  receit>ts  from  all 
sources  it  stood  thus : — 

18434         -  .  .  .     £5,074,674 

1844^         ....        6,209,714 


Increase 

- 

1,135,040 

The  rate  of  fares  on  the  lines  included  in  the  above  returns 

stand 

thus  at  the  end  of  the  year  1845 

: 

w 

Ex- 

Itt.     9nd. 

SH. 

press* 

CImb.   CUuw.  Clau. 

d. 

d        d. 

d. 

Great  Western      - 

m 

3.00 

2.74     1.60 

London  and  Birmingham 

«. 

2.88 

2.45     1.81 

Grand  Junction     " 

.                        . 

2.44 

2.08     1.71 

Midland 

^ 

«. 

3.21     2,19 

Birmingham  and  Gloucester 

- 

— 

3.16    2.37 

dhester  and  Birkenhead    * 

- 

— 

2.00    1.60 

Great  North  of  England 

- 

3.46 

2.93    2.13 

^•-'^  and  Selby 

- 

— 

1.93     1.54 

!96' 

00!rnUBUT?ON8  ON   RAILWAY  STATISTICS.  465. 


Bx-       1st. 

2iid.    Srd. 

press.  Class. 

Class.  Class. 

d.        d. 

d.       d. 

Lancaster  and  Preston 

. 

. 

—      3.30 

2.10     1. 

Leeds  and  Selby 

- 

- 

—      2M 

2.00     1. 

Brighton 

- 

-    2.97     2.37 

1.78    1.18 

Crojdon 

- 

- 

—      1.42 

1.14      .85 

South  Western      - 

. 

-    2.87    2.48 

1.91 

Manchester  and  Birmingham 

. 

< 

2.47     2.11 

1.62    1. 

Manchester  and  Leeds 

. 

• 

—     2.28 

2.00    1. 

Newcastle  and  Darlington 

• 

i 

5.23    3,07 

2.15    1. 

Newcastle  and  Carlisle 

• 

. 

—     2.40 

1.80    1. 

North  Union 

. 

. 

—      2.45 

1.63     1. 

Preston  and  Wyre 

. 

-* 

—     2.52 

1-89     1. 

South  Eastern 

• 

-    2.45    2.04 

1.36    .82 

York  and  North  Midland  - 

- 

« 

—      3.00 

2.25    1. 

The  reductions  made  bj  the  several  companies  in  the  two  years 

included  in  the  Board  of  Trade  returns  are  as  : 

follows  : — 

1st. 

2nd.        3rd. 

d. 

d.           d. 

London  and  Birmingham 

- 

-     . 

-    .74   - 

.32        .48 

Grand  Junction 

- 

-      • 

-    .92 

.41         .59 

Great  North  of  England 

- 

- 

-    .53 

.26        .60 

London  and  Brighton 

- 

-     - 

-    .47 

.11 

South  Western    - 

- 

. 

•     .70 

.42        .26 

Manchester  and  Birmingham 

- 

- 

-  L12 

.77 

Manchester  and  Leeds 

- 

- 

-    .94 

.23        .41 

Midland 

- 

- 

— 

—        .41 

Newcastle  and  Darlington 

- 

- 

-    .15 

.SO        .38 

North  Union 

- 

-     • 

-    .64 

.64        .36 

South  Eastern      - 

. 

- 

-    .48 

.28        .10 

York  and  North  Midland 

- 

- 

-    .60 

.25      1.00 

The  relative  numbers  of  first,  second,  and  third  class  ] 

paBaengenin 

the  first  half  of  1845,  was  as  follows 

:-i- 

i  • 

Ist  Class. 

2nd.  Cfaus.      3rd.  Class. 

Great  Western      - 

- 

239,710 

648,906 

141,134 

London  and  Birmingham   - 

- 

169,963 

298,132 

147,809 

Grand  Junction     - 

- 

78,861 

112,741 

85,437 

South  Western       - 

- 

108,459 

203,501 

70,810 

Bristol  and  Gloucester 

- 

63,474 

153,684 

66,921 

Eastern  Counties    - 

- 

122,202 

253,743 

104,318 

Great  North  of  England    - 

19,075 

29,489 

47,353 

Liverpool  and  Man 

- 

119,483 

168,415 

267,489 

No.  3.— Cattlb  TSAFFia 

It  is  not  so  easy  to  get  at  the  total  of  the  cattle-traffic  as  it  is  of  the 
passenger-traffic  ;  for  the  returns  from  many  Companies  are  very  defec- 
tive, and  it  is  difficult  to  separate  the  sereral  branches  of  traffic.  The 
following  table  will  show  the  number  of  cattle  of  each  class  couTejed. 

Number  of  cattle  carried  in  the  year  .beginning  1st  July,  1844,  and 

ending  30th  June,  1845  :— 

Cattle.  Calves.  Sheep.  Pigs, 

Bristol  and  Birmingham     -        -       1,488  *  —  6,514  21,596 

Bolton  and  Leigh       -        -        -         —          —            —  2,355 
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Cattle. 

Ciilves. 

Sheep. 

Rp. 

1,293 

10,075 

6,478 

926 

800 

— 

2,000 

4,000 

298 

... 

19 

66 

18,092 

— 

87.794 

5,996 

2,569 

— 

3)770 
125,564 

233 

20,661 

... 

4,228 

673 

— 

1,518 

— 

2,274 

— 

4,786 

293 

14,348 

— 

7,574 

148,650 

8,500 

— 

18,000 

108,123 

31,055 

1,661 

166,719 

59,196 

53,903 

1,661 

192,293 

315,969 

19,685 

— 

20,000 

5,000 

14,058 

— 

172,264 

62,443 

1,998 

. — 

36,328 

699 

2,763 

— 

53,441 

3,089 

1,559 

— 

28,747 

218 

1,244 

202 

7,910 

lis 

9,686 

— 

149,022 

27,486 

20 

134 

227 

221 

30,000 

— 

120,000 

30,000 

3,782 

— 

36,525 

5,116 

10,096 

— 

6,621 

730 

726 

— 

6,500 

3,700 

1,649 

606 

23,777 

493 

2,811 

2,891 

26,952 

20 

377 

— 

948 

736 

172 

602 

39,006 

756 

966 

— 

1,026 

281 

550 

_ 

372 

17,912 

15,364 

— 

87,639 

31,708 

^ 

— 

504 

— 

Chester  and  Birkenhead     - 
♦Dublin  and  Drogheda 
Dundee  and  Arbroath 
Eastern  Counties  Old  Line 
Ditto  ditto  N.  and  K 

Total  Eastern  Counties 
Glasgow  and  Greenock 
Glasgow  and  Ayr 
Grand  Junction 
♦Liverpool  and  Manchester 
London  and  Birmingham    - 

Total  London  and  Bir.  Amal. 
♦Great  North  of  England   - 
Great  Western 
Hull  and  Selbj 
South  WiBstem 
South  Eastern  -        * 

Brighton  -        -        - 

Manchester  and  Leeds 
Maryport  and  Carlisle 
♦Midland  ..        •        • 

Newcastle  and  Carlisle 
Newcastle  and  Darlington  - 
Brandling  Junction 
Newcastle  and  North  Shields 
North  Union 
Preston  and  Wyre 
Sheffield  and  Rotherham     - 
Stockton  and  Darlington    - 
Ulster       -        -        .        . 
York  and  North  Midland  • 
Whitbj  and  Pickering 

Total        -  •  -  210,000     16,000 1,150,000  530,000 

For  the  reason  before  assigned  this  does  not  represent  the  total  conTeyed 
on  railways,  which  may  be  f^ly  assumed  as  follows  in  the  yearl844-5  :-— 
Cattle  -  -  -       220,000 

Cakes  -  -  -         16,000 

Sheep  -  -  -    1,200,000 

Swine  -  -  -       550,000 

1,986,000 
being  nearly  two  million  head  of  animals. 

The  amount  of  revenue  derived  is  large,  and  was  in  the  year  ending 

30th  June,  1845,  as  follows: —             Cattle.  £  Sheep.  £  Figs.  X  TetaL  £ 

Bristol  and  Birmingham         -        -       —            _        _  1^159 

Chester  and  Birkenhead         -        -      381           45        19  445 

Dublin  and  Drogheda    -        -        -        —           —        —  300 

Dundee  and  Arbroath    -        -        -        —           —        —  30 
*  Estimated  amoimts. 
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Eastern  Counties  Old  Line     - 
Ditto  ditto,  N.  and  £•     - 

Eastern  Counties  total  - 
Glasgow  and  Greenock 
Glasgow  and  Ayr  -        -        - 
Grand  Junction    -        -        - 
Liverpool  and  Manchester 
Manchester  and  Birmingham 
London  and  Birmingham 

London  and  Birmingham  total 
Great  North  of  England 
Great  Western     -        -        - 
Southwestern     - 
South  Eastern      .        .        - 
Brighton      -        -        .        . 
Manchester  and  Leeds 
Midland      .... 
Newcastle  and  Carlisle 
Newcastle  and  Darlington    - 
Newcastle  and  North  Shields 
Preston  and  Wyre 
Sheffield  and  Rotherham 
Stockton  and  Darlington 
Ulster         .... 
York  and  North  Midland     - 


CatUe.  £    Sheep  je    Pigs.  £    Total.  £ 

.       1,786      2,185         94       4,065 

299         929         10      1,238 


2,085 

99 

242 

3,027 


30,000 
The  rates  per  mile  charged  are  as  follows : 

Glasgow  and  Grrenock       ... 
Chester  and  Birkenhead    - 
Southwestern      .  .  -  • 

Preston  and  Wyre  ... 

Brighton  -  -  .  - 

Hull  and  Selhy      .  .  .  . 

Great  Western      .  .  -  - 

Sheffield  and  Manchester   .  -  - 

Eastern  Counties  (old  line) 

Ditto        (N.  &E.) 
Midlands  .  .  .  - 

Newcastle  and  North  Shields 
South  Eastern        .  .  .  . 

London  and  Birmingham 
Manchester  and  Leeds 
Newcastle  and  Carlisle      ... 
Great  North  of  England    - 
Bristol  and  Birmingham     ... 
Newcastle  and  Darlington 
York  and  North  Midhind 


104 


3,114 

20      — 

114        12 

469  15,057 

—     5,581 


9,827      7,690   2,980 


12,854 
2,507 
5,855 
1,496 

401 
966 

521 

1,276 
76 
47 

80 

94 

1,082 


8,159  23,618 

7,839    3,066 
2,266       299 

324         12 
1,376    1,539 


938 

199 

148 

23 

17 

9 

1,848 


159 

15 

6 

31 

3 

394 
351 


5,303 

119 

368 

19,553 

6,770 

777 

20,497 

49,997 

3,204 

16,760 

4,061 

2,159 

737 

3,881 

7,883 

1,618 

1,615 

230 

101 

305 

305 

497 

3,293 


26,440    30,000  102,000 


Cattle. 

d. 

1.85 

1.75 

1.75 

1.75 

1.64 

1.66 

1.53 

1.50 

1.31 

.98 

1.25 

1.25 

1.22 

1.02 

.87 

.87 

.80 

.75 

.75 

.50 


Sheep, 
d. 
.18 
.12 
.20 
.50 
.21 
.14 
.15 
.12 
.17 
.20 
.50 
.22 
.20 
.16 
.25 
.16 
.16 
.21 
.18 


.38 
.50 
.50 
.36 
.18 
.18 
.12 
.33 
.40 
.50 
.44 
.40 
.16 
.25 
.15 


.12 
.50 
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The  rates  for  calres  are — ^Newcastle  and  North  Shields^  Id.  per  mile; 
Chester  and  Birkenhead,  .42d. ;  London  and  Birmingham,  .3d.  per  mile. 

The  lowest  rates  of  charge  for  cattle  traffic  are  on  Mr.  Hudson's  lines ; 
those  on  the  York  and  North  Midland^  for  heasts,  being  less  than  one- 
third  of  the  maximum  charge. 

The  largest  cattle  traffics  are  aa  follows : —    . 


Cattle. 

Sheep. 

Pig«. 

ai,466 

229,245 

315,989 

Great  Western 

14,058 

172,264 

52,443 

Eastern  Coimties  Amalgamation 

20,661 

125,564 

4,228 

jyiidhinds           .... 

30,000 

120,000 

50,000 

York  and  North  Midhind 

15,364 

88,143 

31,708 

Manchester  and  Leeds  - 

9,686 

149,022 

27,485 

Southwestern              -            -      .      -, 

2,763 

53,441 

3,089 

Great  North  of  England 

19,685 

.  20,000 

5,000 

Newcastle  and  Carlisle 

3,782 

.  37,525 

5,116 

The  gross  amounts  received  range  as  follows  ^ — 

London  and  Birmingham 

- 

• 

£50,000 

Great  Western           -            -            -      * 

^ 

17,000 

Midland,  and  Bristol  and  Birmingham 

. 

- 

9,000 

Eastern  Counties        -            .            - 

• 

- 

5,300 

South  Western 

.. 

. 

4,000 

Manchester  and  Leeds 

-  • 

. 

4,000 

York  and  North  Midland       - 

- 

- 

3,200 

Great  North  of  Engknd 

- 

- 

3,200 

The  traffic  in  beasts  was  in  1844-5,  at  least  220,000  head,  and  must 
be  now  much  larger.  It  is  chiefly  carried  on  upon  the  London  and 
Birmingham  lines  for  the  London  market,  the  charge  being  little  more 
than  Id.  per  mile.  The  Eastern  Counties  cattle  traffic  is  20,000  head, 
charged  1.3d.  per  mile.  Great  Western  traffic  seems  to  be  charged  too 
high,  1.53d.  per  mile,  and  does  not  much  exceed  15,000  head.  A  yery 
large  traffic  is  carried  on  upon  all  the  lines  leading  from  the  northern 
counties,  where  the  rates  are  generally  yery.  low,  sometimes  as  little  as 
a  hal^nny  per  mile.     They  amount  to  about  70,000  head. 

It  is  very  evident  that  the  traffic  in  beasts  is  far  from  being  carried 
to  its  full  extent,  ajid  that  the  charges  are  too  high  ;  Id.  per  head  is 
certainly  a  high  charge,  and  the  general  rate  should  be  lower. 

The  sheep  traffic  is  chiefly  on  the  Great  Western  Railway,  and  this 
is  promoted  by  a  low  rate. of  charge,  .15d.  per  mile,  so  thAt  nearly 
180,000  head  are  carried  on  that.  line.  On  the  Eastern  Counties 
125,000  head  are  carried ;  on  the  South  Western  60,000  ;  and  on  the 
London  and  Birmingham  lines  230,000  ;  most  of  which  are  supplied  to 
the  London  market^  making  in  the  whole  about  half  a  million  of  sheep 
brought  up  to  London  by  railway,  out  of  ji  gross  jsupply  of  a  million 
And  a  half  or  two  millions  of  sheep  yearly  sold  in  Smithfield. 

The  total  sheep  traffic  is  about  a  million  and  a  quarter  head,  and  this 
class  of  traffic  is  large,  because  the  rates  are  generally  low,  but  there 
Itfe  still  great  openings  for  management 

The  pig  traffic  is  idmost  solely  from  the  ports  communicating  with 
Ireland,  to  which  400,000  s>f  the  550,000  head  may  be  trac^  and 
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which  are  carried  on  the  London  and  Birmingham,  and  Great  Western 
lines  at  .18d.  per  head.  A  great  many  pigs  are,  howeyer,  brought 
from  Buckinghamshire  and  the  Midland  Counties.  The  charges  on  the 
other  lines  are  far  too  high,  and  are  unsuited  to  the  traffic,  so  that  an 
inoottjsiderable  number  of  swine  are  carried  on  most  of  the  lines. 

The  traffic  in  calves  must  be  one  of  some  importance,  as  it  will  pay 
a  good  price  for  transit,  but  the  returns  afford  no  sufficient  data  for  an 
estimate. 

The  great  importance  of  cattle  traffic  in  a  national  point  of  yiew  is, 
that  it  Bares  the  loss  of  meat  consequent  on  driving  the  animals  on  the 
common  roads. 

The  saving  bj  conveyance  of  cattle  on  railways  cannot  be  reckoned 
at  lesB  than  51bs.  a  quarter  for  beasts,  21bs.  for  sheep,  and  2^1b6.  for 
pigs,  taking  an  average.  This  will  give  201bs.  per  beast,  81bs.  per  sheep, 
and  lOlbfi.  per  pig,  representing  a  gross  saving  as  follows : — 

On     220,000  beasts    4,400,0001bs.  of  beef 
1,250,000  sheep  10,000,0001b8.  of  mutton. 
550,000  swine     5,500,0001bs.  of  pork. 


19,900,0001bs. 
forming  a  total  of  about  twenty  millions  of  pounds  of  animal  food, 
saved  in  the  course  of  one  year.     It  must  be  observed,  that  this  saving 
is  a  saving  on  the  net  weight  of  the  animal,  and  is,  therefore,  more 
important  than  if  on  the  gross  weight. 

Reckoning  the  average  net  weight  of  a  beast  as  one  hundred  stone, 
or  SOOlbs. ;  of  a  sheep  as  201bs.  per  quarter,  or  801bs. ;  and  of  a  pig  as 
2001bs.,  the  saving  would  be  equivalent  to  the  following  numbers  : — 

5,500  beasts,  or  2  per  cent. 
125,000  sheep,  or  10  per  cent. 
27,500  pigs,  or  5  per  cent. 

Reckoning  the  whole  saving  as  in  sheep  of  the  average  net  weight  of 
201bs,  per  quarter,  or  SOlbs.,  the  saving  of  animal  food  annually  would 
be  equivalent  to  a  quarter  of  a  million  of  sheep — a  number  which  would 
supply  London  with  its  two  millions  of  inhabitants  for  about  two 
months,  or  would  furnish  animal  food  to  about  two  hundred  thousand 
people  for  a  year,  or  total  subsistence  for  about  one  hundred  thousand 
people  for  a  year. 

This  calculation  is  quite  independent  of  the  quantities  of  killed  meat 
and  poultry  sent  up  by  railway,  which  would  certainly  more  than 
double  the  amount. 

Certain  it  is  that,  so  &r  from  the  railway  system  having  caused  any 
diminution  of  the  resources  of  the  country,  it  has  caused  a  large 
increase ;  for  reckoning  ten  acres  per  mile  as  required  for  a  railway, 
four  sheep  to  an  acre,  and  three  thousand  miles  of  railway,  this  would 
still  leave  a  saving  equivalent  to  one  hundred  and  thirty  thousand  sheep 
per  anntim,  leaving  also  the  labour  on  thirty  thousand  acres  of  land 
available  for  other  purposes,  and  increasing  the  net  saving. 

Supposing  the  whole  supply  of  meat  for  the  London  market  to  be 
driven  up  by  the  roads,  the  loss  would  not  be  leas  than  thirty  millions 
of  pounds  in  a  year ;  and  as  a  comparatively  small  portion  only  of  this 
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ifl  aa  yet  conreyed  by  railway,  a  lavage  opening  tor  cattle  traffic  exists, 
and  a  consequently  large  saving  to  the  comtnunity. 

Already  the  increase  on  the  net  weight  of  the  M>imala  conveyed  by 
railway  to  the  London  market  is  so  large,  aa  to  be  the  subject  of  remaric 
by  the  dealers  in  Newgate  and  Leadenhall  markets,  while  the  benefit  to 
the  agricultural  interests  can  scarcely  be  calculated.  In  the  case  of  a 
lean  beast  driven  from  one  district  to  another,  for  &ttening,  there  is 
always  a  loss  on  the  driving,  and  this  weight  has  to  be  meAe  up  in 
the  fieittening.  Again,  when  the  &tted  b^rt  is  driven  to  market,  a 
further  loss  takes  place  on  the  driving.  As  the  management  <^  cattle 
traffic  improves^  so  the  benefit  to  the  grazier  is  more  and  more 
becoming  felt ;  as  he  gets  a  better  command  of  the  markets,  he  ia  able 
to  take  a  momentary  advantage  of  any  change  in  price,  can  s^id  up  to 
the  salesman  a  greater  or  less  supply,  and  can  himself  better  superin- 
tend the  sale.  When  animab  are  several  days  on  the  road,  they  always 
require  a  greater  degree  of  superintendence,  and  a  large  quantity  must 
be  sent  to  meet  the  expense,  and  thus  the  turn  of  the  market  is  often 
lost.  Further,  the  loss  is  not  confined  to  the  waste  on  each  individual 
animal,  but  in  driving  from  a  distance  a  number  of  animals  always  drop, 
which  are  generally  those  in  a  superior  condition,  and  which  are 
obliged  to  be  sold  and  slaughtered  under  most  disadvantageous 
circumstances. 

The  horse  traffic  on  railways  is  also  very  huge,  and  is  found  of  great 
convenience  to  dealers  and  private  indiriduals.  Many  horses  are 
brought  up  by  railway  from  the  country  fairs,  but  more  are  conveyed 
lor  sporting  purposes,  this  branch  of  traffic  being  greatly  promoted  on 
some  lines  by  the  system  of  day  tickets ;  so  that  a  horse  is  often  taken 
down  to  a  hunting  country,  and  returned  home  after  his  exerciae,  or 
carried  to  another  hunt. 

The  number  conveyed  is  as  follows  :— 

Bristol  and  Birmingham  -  -  -  *     2,879 

Chester  and  Birkenhead            -            -            -  664 

Eastern  Counties          -            -            -            -  2,160 

Northern  and  Eastern              -            -            -  2,796 

Grand  Junction            -            -            -            -  4,267 

Manchester  and  Birmingham    ...  785 

Great  North  of  England          -            -            -  2,709 

Great  Western             -            .            -            -  10,504 

London  and  Birmingham          .            .            -  10,749 

London  and  South  Western      -            -            -  5,570 

London  and  South  Eastern        -            -            -  2,714 

London  and  Brighton   -            -            -            -  4,303 

Manchester  and  Leeds               ...  1,409 

Midlands          .            -            .            -            •  9,595 

North  Union 989 

York  and  North  Midhtnd        -            -            -  4,197 

The  largest  traffic  in  horses  ia  on  the  following  lines : — 

London  and  Birmingham          ...  10,749 

Great  Western             ....  10,504 

Midlands         .....  9,595 
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London  and  South  Western     ...  5^70 

Eastern  Counties  and  Northern  and  Eastern     -  4,956 

London  and  Brighton  -  -  .  .  4,303 

Grand  Junction  ....  4,267 

York  and  North  Midland        -  •  -  4,197 

There  is  also  a  considerable  traffic  in  dogs  on  some  lines,  chiefly  for 
qM>rUng  purposes. 

The  London  and  Birmingham,  in  one  half  year,  carried  2,551,  for 
which  they  reoeired  £401 ;  but  the  returns  generally  do  not  afford 
meana  of  getting  at  the  details  of  this  traffic 

No.  4. — Coal  Tbapfio. 

If  cattle  traffic  on  railways  is  the  means  of  saring  a  large  amount  of 
produce,  which  would  otherwise  be  wasted,  coal  traffic  affords  the  means 
of  supplying  a  larger  amount  of  produce  to  the  population  than  waa 
before  suppUed.  Unless  coal  could  be  carried  by  railway  cheaper  than 
by  any  oUier  couTeyance,  it  would  not  be  so  carried ;  for,  however  it 
may  be  asserted  thi^  the  railway  has  superseded  other  means  of  com- 
munication in  the  case  of  passenger  traffic,  it  has  not  done  so  with 
regard  to  coak,  for  the  canab  and  common  roads  remain  open.  There- 
fore, as  has  just  been  said,  unless  the  railway  can  carry  coal  more  cheaply, 
it  will  not  carry  it  at  all.  Now,  by  carrying  coal  more  cheaply,  the  con- 
sumption must  necessarily  be  extended;  for  the  consumption  of  coal^ 
regulated  by  the  price,  yery  much  depends  upon  the  rate  of  land- 
carriage,  which  in  some  parts  of  the  country  carries  the  price  of  coal 
up  to  forty  shillings  a  ton,  the  price  at  iJie  pit's  mouth  being  ^Ye 
shillings  or  ten  shSlings.  HowoTer  popular  may  be  the  cha^  of 
mcmopoly  against  railways,  certain  it  is  that,  with  regard  to  coals,  so  fieir 
from  having  &Toured  monopolies,  the  railways  have  broken  them  down. 
In  many  country  districts,  ihe  canals  are  chiefly  in  the  hands  of  the 
coal  merchants  and  wharfingers,  who  constitute  local  and  &mily  cliques^ 
working  the  canals  for  their  own  benefit,  and  making  a  monopoly  of 
the  wluurfii.  Two  or  three  parties  wiU  divide  among  themselves  the 
supply  of  a  town,  and  if  any  stranger  attempts  to  come  into  the 
trade,  they  put  him  down  by  underselling  for  a  time.  Thus,  not 
only  are  heavy  canal  charges  kept  up,  but  a  monopoly  price  is  added, 
which  grievously  increases  the  cost  of  coal  to  the  poor.  The  railways 
have  done  much  to  alter  this  state  of  affidrs,  and  to  reduce  the  price  of 
ooaL  In  one  case,  at  Wellington,  the  arrival  of  a  single  waggon-bad 
of  coal  at  the  Great  Western  Railway  station  was  a  sufficient  summons 
to  the  local  coal-merchants  to  lower  the  price  ^re  shillings  per  ton  at 
once^  proving  that  a  large  population  had  been  subjected  for  a  long 
time  to  a  heavy  and  oppressive  tax  on  a  most  necessary  article  of  life. 
If  food  be  of  importance  to  mankind,  so  is  warmth  in  the  shape  of 
clothing  or  fuel ;  but  the  value  of  this  is  vulgarly  apt  to  be  underrated. 
Indeed,  to  supply  an  increased  quantity  of  fUel  to  the  population,  is  to 
increase  the  comforts  of  the  population,  and  to  add  to  the  value  <^ 
human  life.  The  effects  of  monopoly  in  limiting  the  use  of  fuel  have 
hitherto  been  little  investigated ;  but  they  require  to  be  so,  as  an 
essential  among  the  steps  to  be  taken  for  the  improvement  of  th^ 
condition  of  the  people. 
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Many  manufacturing  pursuits  sre  totally  checked  in  oonntiy  &tricU 
by  the  high  price  of  fuel,  and  the  progress  of  small  towns  is  thus  re- 
stricted, and  the  population  made  dependent  on  other  localities  for 
supplies,  the  price  of  which,  again,  is  enhanced  by  the  cost  of  conrey- 
ance.  The  evil  of  an  insufficient  or  high-priced  supply  of  fuel  for 
manu&cturing  purposes  is  therefore  double;  first,  by  towns  being 
deprived  of  the  resources  of  a  local  mannfkcturing  population,  and  next, 
by  being  subjected  to  the  paymait  of  a  higher  price  to  strangers. 
What  effect  an  abundant  and  chei^  supply  of  fuel  produces^  we  koow 
by  such  examples  as  the  removal  of  the  iron  works  fVom  Surrey,  SusBex, 
and  the  southern  districts,  where  wood-fuel  formerly  abounded,  to 
Staffordshire,  South  Wales,  and  the  coal  countries.  The  effect  of  the 
present  monopoly  prices  of  coal  is  often  to  preven  ironfoundries,  brick- 
fields, potteries,  breweries,  and  many  conunon  works  from  being  carried 
on  in  parts  of  the  country,  although  there  are  large  populi^ioiis  to 
consume  the  produce. 

Wherever  an  increased  supply  of  coal  is  brought,  the  benefit  to  tbe 
population  is  great,  by  the  better  provision  <^  fuel,  and  by  the  estab^ 
lishment  of  such  home  manufactures  as  before  were  kept  away,  by  the 
inability  to  produce  at  such  low  rates  as  to  suit  the  markets,  and  to 
compete  with  other  wares. 

In  flat  countries,  where  there  is  a  want  of  mill-power  by  water,  cheap 
coal  will  enable  steam-power  to  be  appUed,  and  here  again  the  oppo^ 
tunity  is  afforded  for  new  branches  of  manufacture  to  be  establiahed 

The  agricultural  interests  have  benefitedgreatly  from  these  advantages, 
and  must  benefit  still  more  as  agricultural  science  advances.  At  present 
the  result  may  be  felt  in  cheaper  bricks,  tiles,  sawn  timber,  ironwork, 
mill-produce,  &e, ;  but  as  steam-power  is  more  extensively  applied  in 
the  south  of  England,  as  it  is  in  the  Scotch  districts,  the  steam-^igiiie 
will  become  as  necessary  an  appurtenance  of  the  com  manu&ctoTer  is 
the  barn  is  now.  In  those  districts  of  Scotland  where  fuel  is  cheap, 
the  steam-engine  is  employed  with  advantage  to  drive  the  thradiing 
machine,  to  pound  bones,  cut  chaff,  raise  water,  grind  com,  and  turn  manj 
of  the  fium  machines.  Coals  at  thirty,  five-and-thirty,  and  forty  shil- 
lings a  ton,  afford  but  poor  encouragement  to  the  miergetic  agriealturist 
to  resort  to  additional  machinery,  and  he  must  wait  the  advent  of  cheaper 
fuel  As  the  consumption  of  coal  extends,  the  agriculturist  also  profits 
by  the  supply  of  ashes  as  manure,  and  of  breeze,  or  small  coal,  at  a  cheap 
rate,  for  burning  bricks  on  the  London  plan. 

llie  coal  statistics,  like  most  portions  of  the  returns  of  the  railway 
department,  form  not  merely  a 

rudia,  indigeataque  molea, 
but  are  shamefully  defective,  as  most  of  the  great  Companies  have  not 
felt  themselves  called  upon  to  make  any  returns. 

This  list  includes  the  London  and  Birmingham,  Great  Weatenu 
Grand  Junction,  Eastem  Counties,  South  Western,  Edinburgh  and 
Glasgow,  Glasgow  and  Greenock,  Hull  and  Selby,  Manchester  and 
Leeds,  Manchester  and  Birmingham,  and  Lancaster  and  Preston. 

The  materiab  supplied  by  other  lines  can,  therefore,  only  be  cited  to 
show  a  minimum  of  acconmiodation  afforded,  and  we  must  estimate  the 
maxiraum  in  the  manner  we  best  can. 


OONTBIBUTCOKS  OK  tlAILWAT  STATISTICS.  47S 

The  feUowing  shows  the  gross  tonnage  of  the  undermentioned  lines 
in  the  jear  beginning  Ist  Jvlj,  1844,  and  ending  30th  Jnne,  1845: — 

Tons. 
Arbroath  and  For&r      .  «  -  :^'       12,000 

Aidroflsan          -            -            -            -            -  42,144 

B^ochney        .....  282,622 

Bristol  anid  Birmingham              ...  70,000 

Gauterbuiyand  W&tBtable         ...  13,000 

Clarence             -            .            -            -            .  300,000 

Dunfermline      .            -            -            .            .  28,477 

Duiham  and  Sunderiand-            ...  372,714 

Edinburgh  and  Dalkeith             -            -            -  118,340 

Glasgow  and  Ayr           ....  120,000 

Glasgow  and  Gamkirk  ....  1,76*1,000 

Great  North  of  England             ...  181,012 

Hartlepool          -            .            -            -            .  796,486 

Hajle    -             -            -            -            -            -  20,000 

Leicester  and  Swannington         -            -            -  178,566 

LiTerpool  and  Manchester           ...  133,396 

lianelly  and  Uandilo     -            .            .            .  92,381 

London  and  Croydon      ....  6,000 

London  and  South  Eastern         ...  22,519 

London  and  Brighton     ....  30,000 

London  and  South  Western        ...  4,000 

Manchester  and  Buiy     ....  49,826 

Maryport  and  Carlisle    ....  119,375 

MidLuid             .....  313,854 

Newcastle  and  Carlisle                ...  205,500 

Newcastle  and  Darlington           ...  400,000 

Newcastle  and  North  Shields     -  •          -            -  26,936 

North  Union     -            ...            -  321,923 

Pontop  and  South  Shields           ...  662,829 

Preston  and  Wyre          ....  21,588 

St.  Helens  and  Bunoom  Gap     ...  229,775 

Sheffield  and  Manchester            .            .            ^  58,668 

Sheffield  and  Rotherham             ...  16,000 

Stockton  and  Darlington              ...  900,000 

TaflFVale           .....  125,986 

Ulster   ..---.  807 

Whitby  and  Pickering   -            -            .            -  1,708 

Wishaw  and  Coltness     ....  390,240 

York  and  North  Midland            -            -            -  47,529 

These  amounts  constitute  an  aggregate  of  seven  miUons  of  tons  of 

coal  oonreyed  by  railway  in  the  year  1844-5  ;  but  the  correct  amount 
cannot  be  defined  on  account  of  the  omissions  of  so  many  returns,  and 
because  large  quantities  are  conveyed  over  several  lines. 

The  amounts  received  arenas  follows  :^ 

Arbroath  and  Forfar      -             •             -             .  £l,700 

Ardrossan         -             -             -             •             -  2,106 

Ballochney        -             -             •             -             -  3,206 

Bristol  and  Birmingham            ...  3,7^8 

II 
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Canterbury  and  Whitstable        -            -            -  1,188 

Clarence            .....  20,000 

Dunfermline  and  Charlestown    -     .       -             -  3,142 

Durham  and  Sunderland            ...  22,712 

Edinburgh  and  Dalkeith      .      -             •             •  4,800 

Glasgow  and  Ayr          ....  8,000 

Gla£^w  and  Gamkirk  ....  7,600 

Great  North  of  England              -             .            .  13,079 

Hartlepool         .....  32,627 

Hayle  -             -             -             -             -             -  2,400 

Leicester  and  Swannington         ...  15,827 

Liverpool  and  Manchester          -             -             .  9,414 

lianelly  and  Llandilo    ....  6,067 

Iiondon  and  Brighton     ....  2,406 

London  and  Croydon     ....  500 

Manchester,  Bolton,  and  Bury   ...  8,332 

Maryport  and  Carlisle    ....  7,241 

Midland             .....  42,000 

Newcastle  and  Carlisle  ....  19,476 

Newcastle  and  North  Shields     .             .            .  1,198 

Pontop  and  South  Shields           ...  49,591 

Preston  and  Wyre          ....  4,289 

St.  Helen's  Runcorn  Gap           -            .             .  9,762 

Sheffield  and  Manchester            ...  2,447 

Sheffield  and  Rotherham             ...  977 

Stockton  and  Darlington             ...  80,000 

TafF  Vale          .....  19,939 

Ulster  ......  180 

Whitby  and  Pickering   ...            -            -  241 

Widiawand  Coltness     .             .             -            *  9,969 

York  and  North  Midknd           ...  2,419 

This  constitutes  a  total  of  upwards  of  four  hundred  thousand  pounds, 
so  that  the  grossr  total  is  most  probably  near  six  hundred  thousand  pounds 
for  the  sum  received  by  railways  on  account  of  the  couTeyance  of  coal. 

The  rates  of  charge  vary  very  much  on  the  seyeral  lines,  depending  on 
many  circumstances,  so  that  it  is  impossible  to  institute  an  accurate 
comparison,  in  some  cases  the  coalowners  supplying  their  own  loco- 
motives and  waggons,  and  being  charged  toll  only;  in  others  sup- 
plyim?  their  waggons  only ;  in  others  being  charged  with  an  additional 
rent  n>r  waggons ;  and  in  many  cases  the  Company  hauling  and  supply- 
ing waggons. 

Bate  per  mile  for  toll  only,  and  for  total  charges  : — 

Toll.  Toul 


Canterbury  and  Whitstable  - 

Dunfermline  and  Charlesto^Mi 

Bodmin  and  Wadebridge 

Hayle 

Dundee  and  Newtyle 


Chan^ 


6.00 
4.29 
4.25 
4.20 
8.37 
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Toll 

Total 
Charges. 

d. 

d. 

Maryport  and  Carlisle 

1.16 

9.33 

Arbrooth  and  Forfar 

. 

3.30 

Monkland  and  Kirkintilloch 

* 

3.00 

South  Western 

• 

3.00 

Wisbaw  and  CMtness 

2.27 

2.90 

Manchester  and  Buiy 

. 

2.30 

London  and  Croydon 

2.00 

2.25 

South  Eastern 

• 

2.12 

Brighton     -             -             - 

.25 

2.10 

Newcastle  and  Carlisle 

. 

2.00 

Leicester  and  Swannington  - 

. 

1.57 

Uanelly  and  Llandilo 

1.00 

1.50 

Bristol  and  Birmingham 

. 

1.43 

Durham  and  Sunderland 

. 

1.40 

St.  Helens  and  Runcorn 

.7 

1.40 

Pontop  and  South  Shields     - 

.75 

1.30 

Ckunkirk  and  Glasgow 
Newcastle  and  DarHn^n     - 
Edinburgh  and  Dalkeith 

• 

1.27 

. 

1.25 

^ 

1.25 

Pteston  and  Wyre   - 

- 

1.25 

TaffVale    - 

.66 

1.16 

Manchester  and  Leeds 

1.00 

Clarence     -            -            - 

• 

.91 

Hartlepool  - 

.75 

York  and  North  Midland     - 

• 

.75 

Great  North  of  England      - 

- 

.50 

The  above  are  not  in  all  cases  the  average  charges,  but  the  maximum 
charges ;  as  on  some  lines,  a  highei:  rate  is  chaj^ged  for  going  up  hill 
than  for  going  down  hill. 

The  chief  coal  lines  are  the  following : — 

Stockton  and  Darli^ton  - 
Pontop  and  South  l^elds 
Midland  .  ./  . 

Hartlepool  ... 

Durham  and  Sunderknd  - 
Clarence  ... 

TaffVale  -  - 

Newcastle  and  Carlisle    - 
Leicester  and  Swannington 
Great  North  of  England  . 
St.  Helen's  and  Buncom- 
North  Union      -  -  . 

Wishaw  and  Coltness 
Liverpool  and  Manchester 
Bdlocfaney  ... 

Newcastle  and  Darlington 

ii2 


Tons. 

£ 

900,000 

80,000 

662,899 

49,591 

313,854 

42,000 

796,486 

32,627 

372,714 

22,712 

300,000 

20,000 

125,986 

19,939 

205,500 

19,476 

178,566 

15,827 

181,012 

18,079 

229,775 

9,762 

321,923 

390,240 

9,969 

133,396 

9,414 

282,632 

3,206 

400,000 
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The  ooels  conveyed  by  railway  from  the  Bereial  fields,  and  tlu 
amounts  receiyed,  are  as  follows  :- 


Tons. 

£ 

Northumberland  and  Durham      - 

3,850,000 

260,000 

Cumberland         -             -             . 

250,000 

10,000 

Leicester,  Nottingham  and  Derby 

616,000 

65,000 

Lancashire          ... 

900,000 

55,000 

Bristol    .             .            -            . 

50,000 

5,000 

South  Wales 

220,000 

26,000 

Glasgow              ... 

760.000 

35,000 

lis  traffic  is  exclusive  of  the  traffic  in 

coke. 

INVESTMENT  OP  CAPITAL^  OR,  HOW  TO  LAY  OUT 
MONEY  WITH  SAFETY  AND  PROFIT. 

Being  a  PoptUar  JSxpodtion  of  the  various  descriptions  of  Securitieiy 
with  Hints  for  the  Outdance  of  Capitalists. 

By  G.  M.  Bell,  Author  -  of   "  The  Philosopht  of  Joiht  Stock 
Baxkino/  te.  &c,  kc, 

Ikybsticents  are  so  little  understood  by  the  nvjoritj  of  the  public,  thst 
it  is  a  great  advantage,  when  a  popular  compendium  comes  before  oa^ 
drawn  up  by  an  able  hand.  Mr.  G.  M.  BeU,  is  well  known  as  one  of  the 
best  writers  on  banking,  as  the  author  of  the  Philosophy  of  Banking^ 
and  other  works,  and  as  the  editor  of  the  banking  newspaper.  As  a 
practical  joint-stock  banker,  he  has  opportunities  of  acquiring  informa- 
tion, which  give  him  a  particular  insight  into  the  operations  and 
necessities  of  capital,  and  nuike  him  a  trustworthy  adyiser. 

He  commences  by  a  definition  of  capital,  which  is  the  more  desenring 
of  perusal,  as  it  gives  the  clearest  view  of  a  difficult  subject : — 

''  Capital  is  either  fixed  or  circulating. 

''  Fixed  capital  is  that  which  is  invested  in  the  purchase  and  improve- 
ment of  land,  of  machines  and  instruments  of  trade,  of  railroada^ 
buildings,  and  public  works,  or  any  other  thing  which  yields  a  profit 
without  changing  hands  and  circulating  like  goods  or  money. 

"  Circulating  capital  is  that  which  is  employed  in  producing,  mana- 
fikcturing,  fiend  purchasing  goods,  in  order  to  sell  them  again  to  a  profit 
Thus,  in  the  case  of  a  merchant  who  bu js  and  9ells  goods,  and  of  a 
banker  who  borrows  and  lends  money,  their  capitals  are  in  a  constant 
state  of  fluctuation,  going  out. and  returning  again  in  one  foim  or 
another. 

''  The  amount  of  fixed  and  circulating  capital  differs  in  proportion  to 
the  nature  and  extent  of  the  trade  and  manu&ctares  in  which  parties 
engage.  Some  trades  and  undertakings  require  a  greater  amount  of 
fixed,  some  a  greater  amount  of  circulating,  capital  than  others.  Thtifl 
in  coal  works  and  mines  of  evei^  description,  a  large  amount  must  be 
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invefited  in  labour,  before  a  pit  or  abaft  can  be  sunk  to  tbe  coal  strata^ 
or  a  level  driven  to  the  ore,  A  laige  amount  muat  also  be  invested  in 
engines  and  macbineiy.  Tbe  same  thing  maj  be  said  with  regard  to 
great  public  underti^ings,  such  as  railways;  large  sums  must  be 
invested  in  the  labour  of  excavating,  and  in  making  embankments  on 
the  line ;  in  rails,  engines^  station-houses,  and  machinery.  The  fixed 
capital  required  in  these  and  such  like  undertakings  infinitely  exceeds 
that  required  by  manufacturers  and  artificers.  Thus  a  tailor,  a  shoe- 
maker, a  weaver,  have  very  little  capital  invested  in  the  materials  of 
their  trades  ;  nothing,  indeed,  beyond  a  few  needles,  a  small  supply  of 
leather,  benches;,  lasts,  prongs,  and  weaving  frames.  A  merchant  has  no 
machines,  nor  instruments  of  trade,  except  his  shop  or  warehouse  ;  his 
capital  is  all  circulating ;  "  his  means  are  in  supposition.**  A  farmer 
has  capital  invested  in  agricultural  implements  and  cattle.  The  wages 
of  bis  labourers,  the  produce  of  his  fium  and  stock,  are  his  circulating 
capital 

''But  capital  is  not  only  either  fixed  or  circulating.  It  may  be 
farther  distinguished  as  being  either  profitable  or  unprofitable;  pro- 
ductive or  unproductive. 

*^  Productive  capital  is  that  which  is  invested  or  employed  in  such  a 
manner  as  to  yield  an  annual  return  or  profit  to  the  owner.  Thus, 
capital  invested  in  3  per  cent,  consols,  or  in  banks  allowing  a  certain 
rate  of  interest  per  annum,  is  productive  capital.  It  returns  an  annual 
sum  to  the  owner,  by  which  his  wealth  is  so  much  increased.  In  this 
way,  parties  possessed  of  money,  which  they  do  not  themselves  employ 
in  trade,  may  lend  it  out  to  others,  or  invest  it  in  such  securities  as  shaU 
return  them  a  certain  per  centage  on  the  amount  annually.  By  this 
means,  large  numbers  of  individuab  contrive  to  increase  their  wealth 
annually,  or  to  add  to  their  own  means  of  enjoyment. 

**  Unproductive  capital  is  that  which  is  invested  in  stocks  or  specular 
tions  that  yield  no  surplus  profit  to  the  owner ;  where,  from  losses, 
over-speculation,  or  mismanagement,  the  profits  may  be  for  a  time 
suspended,  or  fiill  short  of  the  expenses ;  or  where  both  principal  and 
interest  may  be  entirely  lost.  This  has  been  exemplified  in  the  South 
Sea  scheme,  in  certain  foreign  funds,  in  American  state  stocks,  and  in  a 
few  joint^stock  speculations  in  our  0¥m  country  in  recent  years. 

''While  there  are  thousands  upon  thousands  of  persons  in  Great 
Britain  depending  entirely  upon  the  interest  realised  from  the  invest- 
ment of  their  capital  in  lands,  houses,  and  the  various  stocks  and  public 
undertakings  now  so  numerous,  there  are  thousands  upon  thousands 
wholly  ignorant  of  the  nature  of  the  securities  they  possess,  and  of  th^ 
various  sources  and  modes  of  investment  within  their  reach.  For  the 
information  of  that  numerous  class,  we  shall  notice  in  a  simple  and 
perspicuous  manner  the  various  descriptions  of  security  upon  whie]b 
money  may  be  invested ;  the  degrees  of  security  presented  b^  e<heh 
class ;  and  the  method  to  be  adopted  by  the  capitalist  iQ  m9iking  hit 
investment" 

In  the  course  of  the  work  Mr.  Bell  treats  succinctly  of  each  class 
of  investment,  whether  land,  stock,  or  th^  numerous  yan^tjiea  of  joi^t- 
stock  B^nd  commercial  securities :— > 
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*'  Joint-stock  banks  were  first  permitted  to  be  established  in  England  ia 
1826 ;  and  although  there  hare  been  several  instances  of  mismanagemea^ 
and  of  heayy  failures,  among  them,  attributable  partly  to  the  rapiditj 
with  which  thej  were  formed,  and  partly  to  the  almost  unaroidaUe 
introduction  of  manj  improper  parties  into  their  direction,  thej  sre 
entitled  to  be  considered  as  presenting  a  fair  field  for  the  adyantageoiu 
inyestment  of  capital. 

"  A  person  demrous  of  becoming  a  shareholder  in  a  joint-stock  bank, 
will,  of  course,  make  it  his  business  to  know  something  of  the  caieer 
and  position  of  the  establishment  he  is  invited  or  inclined  to  join.  The 
annual  publication  of  accounts  and  reports  to  their  shareholders  bj  the 
English  joint-stock  banks  affords  the  means  of  forming  some  jud^neni 
of  their  condition  and  success ;  but  as  cases  have  occurred  which  letd 
to  the  conclusion  that  such  periodical  statements  ought  not  to  be 
implicitly  depended  upon,  other  means  of  forming  an  opinion  maj  also 
be  had  recourse  to — such  as  the  character  of  the  men  who  form  the 
Board  of  Directors ;  the  nature  of  the  business  in  the  locality  where  the 
bank  is  situated ;  the  knowledge  of  its  past  Idstoiy  ;  whether  its  meus 
are  adequate  to  the  amount  and  description  of  business  it  is  known  to 
transact ;  the  estimation  in  which  it  is  held  in  its  own  locality ;  and  the 
condition  of  its  shares  in  the  market.  A  bank  that  is  doing  a  sale 
business  with  an  adequate  capital,  and  paying  a  reasonable  dividend, 
will  have  its  shares  at  a  steady  premium,  and  may  be  looked  upon  as  a 
safe  investment ;  but  where  a  bank  ib  found  to  be  paying  a  laiige 
dividend,  or  even  a  dividend  of  5  per  cent,  and  upwards^  while  its 
shares  are  at  a  heavy  discount,  it  may  safely  be  infeired  that  there  is 
something  radically  wrong  in  its  condition,  that  it  has  either  made 
heavy  losses,  or  is  doing  a  bad  and  unsafe  business  or  is  under  bad 
government.  Caution  should  even  be  exercised  in  respect  to  a  bank 
paying  a  very  high  dividend,  especially  where  the  shares  bear  no  cat' 
responding  premium  in  the  market ;  for  although  this  may  be  the  case 
with  several  banks  of  great  respectability  and  of  large  businea*,  jet 
banking  is  a  description  of  business  which  does  not  seem  to  justify  the 
principle  of  a  division  of  annual  profits  to  the  amount  of  twelve  per 
cent,  and  upwards.  The  highest  rate  of  interest  paid  by  any  bank  in 
Scotland  is  eight  per  cent. ;  and  this  is  the  case  only  with  one  bank, 
whose  shares  are  at  a  premium  of  one  hundred  and  .twenty-five  percent; 
while  most  of  the  shares  of  the  other  Scotch  banks  bear  a  high  premium 
in  the  market. 

"  The  formation  of  new  Joint  Stock  Banks,  where  there  is  a  fair  fi^ 
for  the  extension  of  the  system,  is  a  very  legitimate,  and  may  prove  a 
very  profitable,  source  for  the  investment  of  capital ;  but  care  should  be 
taken  that  the  parties  who  are  to  be  entrusted  with  the  administration 
of  the  affairs  are  men  of  wealth  and  respectability. 

"  It  IS  the  practice  of  the  Joint  Stock  Banks  to  allow  interest  upon 
money  lodged  in  their  hands,  either  in  deposit  for  a  period  of  time,  or 
on  the  daily  balance  of  current  accounts.  It  is  the  interest  of  eTerr 
tradesman,  as  well  as  of  every  man  of  property,  to  keep  an  account  vith 
a  banker.     By  so  doing  his  money  is  lodged  in  a  place  of  security,  and 
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he  18  allowed  a  certam  rate  of  interedt  for  it,  according  to  the  ralue  of 
monej  at  the  time.  The  banker  wMl,  indeed,  not  only  take  care  of  the 
money,  but  also  of  any  deeds  or  other  documentfii  that  may  be  com- 
mitted to  his  charge  by  his  customers. 

**  In  lodging  money  with  a  bank,  it  is  desirable  to  choose  one  that 
has  acquired  some  character  and  standing,  and  not  to  prefer  one  bank 
to  another  simply  because  it  allows  a  higher  rate  of  interest.  The  bank 
that  allows  the  highest  rate  of  interest  is  not  always  the  most  successAil, 
or  the  best  managed.  Bankers  in  general  do  not  wish  to  be  troubled 
with  transactions  under  £10,  which  is  the  lowest  sum  they  are  usually 
inclined  to  receiye,  or  pay  on  an  accotmt,  or  deposit.  The  deposits  of 
sums  of  large  amount,  say  from  £2,000  and  upwards,  is  usually  matter 
of  arrangement,  the  banker  agreeing  to  allow  a  specified  rate  of 
interest,  and  the  depositor  not  to  withdraw  the  money  without  a 
certain  number  of  days'  notice.  The  highest  rate  of  interest  usually 
allowed  by  banks  in  the  provinces  is  three  per  cent. 

**  For  persons  whose  transactions  are  under  £10,  such  junior  clerks, 
labourers,  domestic  servants,  and  others,  the  savings'  banks,  of  which 
there  is  generally  one  or  more  in  every  town,  present  a  perfectly  safe 
and  convenient  place  of  investment.  The  government  allows  interest 
on  the  deposits  of  the  savings'  banks  at  the  rate  of  £3  5s.  per  cent, 
per  annum.  The  interest  paid  to  the  depositors  by  the  savings* 
banks  varies  from  £2  15s.  to  £3  Oa  lOd.  It  is  to  be  observed,  how- 
ever, that  a  person  cannot  deposit  more  than  ;£30  in  any  one  year,  nor 
more  than  £150  altogether ;  that  no  interest  is  paid  for  the  fractional 
part  of  a  month,  nor  can  any  money  be  drawn  out  without  giving 
notice  beforehand. 

**  The  Bank  of  England  allows  no  interest  upon  deposits,  or  on  the 
daily  balance  of  accounts,  either  in  London  or  at  its  branches  in  the 
countiy  ;  neither  do  the  private  bankers  in  London  allow  any  interest. 

''  B^des  the  Joint  Stock  Banks  in  Engknd,  Scotland,  and  Ireland, 
which  all,  more  or  less,  present  a  &ir  field  &r  the  investment  of  capital, 
there  are  banks  in  London  for  the  purpose  of  transacting  business  in 
the  colonies  of  Great  Britain — such  as  the  Bank  of  Australasia,  the 
Bank  of  Ceylon,  the  Bank  of  British  North  America,  and  numerous 
others,  some  of  which  have  been  eminently  successful,  and  seem  highly 
deserving  of  public  confidence." 

INSURANCE  COMPANIES. 

"  Insurance  and  assurance  are  terms  of  the  same  import ;  but  it  has 
now  become  customary  to  apply  the  latter  term  to  insurance  of  life 
— as  life-assurance ;  and  the  former  to  insurance  against  fire  and  other 
losses,  as  fire-insurance,  marine-insurance. 

"  Insurance  companies  are  of  three  distinct  classes, — life-assurance, 
fire-insurance,  and  marine-insurance.  The  most  profitable  of  these  have 
been  the  companies  for  life-assurance.  They  may  be  considered  to  have 
more  certain  data  to  proceed  upon  than  either  of  the  other  two. 
The  probability  of  the  duration  of  human  life  in  this  country  at  any 
given  period  can  be  calculated  with  more  certainty  than  the  probability 
of  the  security  of  a  house  from  fire,  or  of  a  ship  from  injury  or 
destruction. 
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'  ^  The  principle  of  life^aaBOnifioe  prooeeda  upon  a  calcoktioD  of  whti 
gum  of  money  annually  paid  by  a  person  of  a  giren  age  dniiag  lib 
lifetime  will  be  equivalent  to  a  certain  sum  aaBored  to  be  paid  by  the 
assurance  company  at  bis  deatb.  Wbere  ordinary  judgment  is  exercised 
in  tbe  selection  of  liyes,  and  tbe  scale  of  rates  is  adjusted  witb  a 
proper  regard  to  tbe  class  of  liyes  to  be  assured,  Joint  Stock  Gompaniei 
for  life-assurance  cannot  fisdl,  under  proper  management^  to  be  safe 
and  profitable  undertakings.  Tbis  is  sufficiently  proved  by  tbe  n^idity 
witb  wbicb  these  institutions  bare  increased  during  the  last  twenty 
years,  and  tbe  large  amount  of  money  wbicb  many  of  them  have 
realised.  Their  rapid  increase  and  active  competition  have,  however, 
led  in  recent  years  to  great  variations  in  tbe  rates  of  assurance  as  well 
as  in  the  class  of  lives  selected.  Many  of  tbe  new  companies  aarare 
lives  which  older  and  more  prudent  establishments  would  reject 
There  are,  in  fact,  companies  who  expressly  undertake  to  aasiue 
diseased  livea  There  are  about  ninety  societies  in  the  United  King- 
dom for  assurance  of  lives.  They  are  distinguished  into  three  daasee— 
mutual,  proprietary,  and  mixed.  In  tbe  first  tbe  members  are  mutual 
assurers,  and  the  whole  of  the  profits  realised  are  divided  among  tbe 
holders  of  tbe  original  stock ;  in  tbe  second  tbe  assured  do  not  par- 
ticipate in  the  profits,  but  tbe  whole  of  tbe  profits  are  divided  among 
all  the  members ;  in  the  third  the  principles  of  tbe  two  first  aie  com- 
bined. A  subscribed  capital  and  body  of  proprietors  being  inteipoeed 
between  the  assured  and  loss,  tbe  pvoprietors  appropriate  a  portion  d 
the  profits  to  themselves,  and  divide  tiie  rest  among  tbe  assured.  In 
the  mixed  companies  a  larger  sum  may  generally  be  calculated  upon 
as  payable  at  the  deatb  of  tbe  assured  than  in  the  proprietaiy  com- 
panies. Each  of  them,  however,  offer  peculiar  advantages,  wbidi  may 
suit  different  parties  in  particular  circumstances.  In  malcing  a  com- 
parison of  tbe  condition  of  different  companies,  it  is  neoessaiy  to 
keep  these  distinctions  in  view.  Those  who  become  partnexs  or 
shareholders  in  new  companies  have  tbe  best  chance  of  reaJising  profit 
from  investing  in  these  undertcJdngs ;  but  tbe  field  for  enterprises  of 
this  nature  is  now  considerably  narrowed,  and  therefore  tbe  next  bert 
step  is  to  select  such  old  companies  as  are  known  to  be  well  con- 
ducted, to  possess  an  improving  business,  and  the  value  of  whose 
stock  is  rising  in  the  market. 

"  Companies  for  the  insurance  of  bouses  and  other  buildings  from 
fire  are  considered  less  profitable  than  those  for  life-assurance.  Some 
of  the  latter  companies  also  insure  against  fire,  and  they  are  nsoaily 
believed  to  be  more  successful  than  those  wbicb  insure  against  fin 
alone.  Tbe  reason  probably  is,  that  tbe  lai^ge  profits  realised  frwn  the 
life  department  of  their  business,  enables  them  to  bear  up  mora 
strongly  against  the  losses  sustained  in  the  fire  department.  The  heavy 
losses  which  many  offices  have  met  witb  in  the  fire  department  have 
bad  the  effect  of  depreciating  the  value  of  their  stock  to  a  serioos 
extent,  and  some  of  them  have  found  it  prudent  to  abandon  the  fire 
department  altogether.  The  very  low  rates  at  which  insurances  against 
fire  may  be  effected,  tbe  small  premiums  to  wbicb  competition  has 
reduced  the  charges  of  Fire  Insurance  Companies,  make  it  necessaiy 
that  a  company  should  have  a  widely  extended  business,  and  a  large 
amount  of  insurance^  in  order  to  realise  an  annual  income  adequate  to 
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the  rink  thej  undertake.  A  Fire  Insunaoe  Company  may  have  a 
▼ery  extensiye  husinefls,  and  may  he  singularly  fortunate  in  escaping  for 
a  long  series  of  years  any  call  upon  its  funds,  yet  it  may  lose  hy  one 
fire  in  a  single  night  the  whole  profits  realised  during  a  long  course  of 
years.  A  succession  of  fires  may  within  a  short  period  prove  entirely 
ruinous  to  the  concern.  But,  notvrithstanding  the  tremendous  losses  to 
which  they  are  exposed.  Fire  Insurance  Companies,  hy  obtaining  a  large 
bnsinesB,  and  spreading  their  risks  over  a  great  extent  of  property,  are 
believed  to  be  upon  the  whole  profitable  undertakings.  It  is  only  large 
companies,  however,  with  ample  resources,  that  can  reasonably  be 
ex{>ected  to  prove  succeasful.  They  are  not  an  investment  that  can  be 
oonsadered  desirable  for  a  small  capitalist. 

''Marine  insurance  is  a  description  of  risk,  perhaps  even  greater  than 
that  of  fire  insurance.  In  the  latter  case  the  element  of  destruction 
gives  always  some  notice  of  its  approach,  and  is  more  or  less  under 
oar  control,  but  no  human  arm  nor  sagacity  can  prevent  or  arrest,  or 
control  a  storm  at  sea.  Winds  and  waves  and  tides,  leaving  other 
casualties  out  of  view,  are  entirely  beyond  human  influence. 

**  The  general  principle  upon  which  Marine  Insiu'anoe  Companies  are 
<M>nducted  is  to  distribute  their  risks  over  as  great  a  number  of  vessels 
as  possible  so  as  to  increase  the  chances  of  escape  from  loss ;  that  is,  not 
to  insure  a  brge  sum  upon  any  one  vessel  Thus  it  wUl  usually  be 
found  that  if  a  vessel  be  insured  at  all,  she  is  in  two  or  three  different 
clubs  or  insurance  companies,  whpse  aggregate  subscriptions  of  risk 
make  up  the  value  of  vessel  and  cargo,  or  such  proportion  as  the  owner 
or  merdiant  deems  it  necessary  to  insure.  Marine  Insurance  Companies 
|tfe  found  principally  in  large  cities  and  seaport  towns.  The  principal 
establishment  for  this  purpose  in  London  is  Lloyd's,  which  has  agents 
in  almost  every  seaport  in  tixe  world,  and  is  constantly  supplied  through 
them  with  the  most  accurate  information  as  to  the  character  and 
condition  of  almost  every  vessel  in  our  merchant  service.  Persons  in 
the  practice  of  insuring  vessels  will  seldom  hazard  any  large  sum  upon 
one  ship  or  cargo ;  few  will  risk  as  much  as  £500  upon  a  single  policy. 
The  usual  average  risk  of  each  underwriter  is  about  £200  on  one  vessel 
cargo.  In  this  way  a  shipment  supposed  to  be  worth  ;£2,000  will 
probably  be  secured  by  a  policy  hairing  the  names  of  ten  difierent 
underwriters,  each  responsible  in  case  of  loss  for  the  amount  he  has 
under-written,  say  £200.  Any  person  may  become  an  underwriter  or 
i^p-insurer.  The  risk  is  of  course  very  great,  but  where  proper 
judgment  is  exercised  as  to  the  description  of  the  vessel,  the  skill  and 
chaneter  of  the  master,  the  voyage  to  be  undertaken,  and  the  season  of 
the  year,  money  may  be  staked  to  some  profit.  The  rates  of  premium 
chai^^  by  underwriters,  vary  according  to  these  circumstances.  Such 
risks,  however,  ought  not  to  be  undertaken,  except  by  persons  possessing 
considerable  knowledge  of  nautical  affairs." 

In  the  following  recapitulation,  Mr.  Bell  sums  up  his  views  with 
regard  to  the  various  claases  of  securities  : — 

OBinSRAL  SUXMABT. 

''After   carefully  considering    the    various   modes  of  investment 
described  in  the  preceding  pages,  it  will  be  for  the  capitalist  to 
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determine  what  is  most  likely  to  Buit  bis  owa  ]Murticiilar  views,  sod 
upon  what  descriptions  of  security  he  would  prefer  to  Tontm^  the 
money  at  his  disposal.  He  will  perceiTo  that  there  are  a  great 
variety  of  ways  in  which  money  may  he  lost  and  won,  and  it  ib 
possihle  that  he  may  even  be  aware  of  some  which  have  not  been 
enumerated  in  this  work,  or  upon  which  its  limits  hare  rendered  it 
impossible  to  dwell.  It  is  believed,  however,  that  whether  his  incli- 
nation be  to  speculate,  to  play  at  haaard  with  the  money  whioh  his  own 
industry  has  realised,  or  which  has  been  bequeathed  to  him  by  the 
affection  of  relations  or  the  bounty  of  friends,  or  to  j^ace  it  in  security, 
so  that  he  may  derive  a  certain  and  fixed  income  from  its  emf^oyment, 
he  will  find  in  the  preceding  pages  some  useful  and  p^^ps  valoaUe 
information. 

<<  To  assist  him  still  further,  we  shall  add  a  few  hints,  which  wili 
probably  be  considered  an  appropriate  conclusion  to  this  work: — 

"  1.  Those  who  desire  to  obtain  the  highest  rate  of  interest  witboat 
much  risk  ought  to  select  the  best  of  the  public  oompaniee — such  as 
banks,  insurance  companies,  old  railway  companies,  and  other  estabMed 
undertakings  of  high  character. 

"  2.  Those  who  would  prefer  a  high  rate  of  interest^  and  are  willing  io 
run  the  risk  that  securities  yielding  high  rates  genendly  inTolve>  ougbt 
to  invest  in  mines,  in  ships,  and  in  new  railway  companies ;  they  msj 
stake  their  money  upon  scrip,  and  upon  new  shares,  where  there  is  & 
prospect  of  their  being  run  up  to  a  l^h  premium. 

"  3.  Those  who  are  not  in  a  position  to  invest  their  money  for  any 
lengthened  period,  but  may  require  to  call  it  up  suddenly,  or  witbin 
a  short  time,  should  invest  in  the  funds,  or  deposit  it  with  a  bank  that 
allows  interest. 

"  4.  Those  who  desire  to  obtain  a  steady  and  uniform  rate  of  interest^ 
and  io  be  secure  of  their  capital  in  a  few  years,  may  inrest  in  railway 
bonds.  In  doing  this  they  will  consult  their  own  advantage  in  selecting 
the  bonds  of  such  lines  of  railway  as  are  well  managed,  and  poases  a 
good  and  improving  traffic. 

'^  5.  Those  who  are  willing  to  be  content  with  a  low  rate  of  interest,  and 
to  be  entirely  secure  from  nsk,  ought  to  invest  in  exchequer  bills,  Indit 
bonds,  or  landed  property. 

"  6.  It  can  scarcely  be  deemed  advisable  to  make  permanent  invest- 
ments to  a  large  amount,  at  periods  when  there  is  any  commercial  or 
political  excitement  in  the  coimtry.  When  the  position  of  com- 
mercial and  political  affairs  is  unsettled,  when  the  public  mind  is 
agitated  with  regard  to  passing  events,  the  value  of  securities  of  eveiy 
description  is  liable  to  be  more  or  less  affeded.  The  anticipation,  is 
well  as  the  realization  of  change,  will  often  produce  great  variations  in 
the  prices  of  the  funds,  and  other  public  securities.  The  late  railwaj 
excitement  had  the  effect  of  running  up  prices  to  a  most  unreasoasbte 
extent.  The  depression  that  followed,  while  it  was  in  some  measure 
only  the  natural  result  of  an  inflated  and  unsound  system,  strongljr 
exhibited  the  danger  of  embarking  in  new  enterprises,  involring 
responsibilities  comparatively  unknown.  Nor  has  the  injurious  effect 
of  that  excitement  been  yet  experienced  in  all  its  deformity.  Msdj 
persons  are  under  the  impression  that  the  prices  of  railway  shares  must 
rally ;  and  a  strong  feeling  that  this  will  soon  be  witnessed  isextensiTelT 
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preTaleni.  There  is  ev^iy  probn^Uity^  However  that  such  parties  will 
find  they  have  been  under  'a  strong  delusion.'  The  value  of  the 
shares  in  good  lines  already  in  operation,  or  in  course  of  construction^ 
may  improve,  and  perhaps  in  some  cases  considerably ;  but  it  will  only  be 
alter  the  rubbish  lines  have  been  swept  out,  and  after  *  speculations  for 
a  wind  up'  have  begun  to  cease. 

^  Persons  who  have  money  in  hand  ought  not  at  such  periods  to 
invest  it  hastily  in  doubtful  securities,  or  in  such  as  are  likely  to  be 
afC^cted  by  the  circumstances  to  which  we  have  alluded.  They  ought 
to  keep  it  at  command  so  as  be  able  to  take  advantage  of  a  fall  in  those 
securities  which  present  a  favourable  opportunity  of  investing  to  some 
profit.  It  will  be  found  to  be  the  general  practice  of  experienced  capi- 
talists to  lend  their  money  only  upon  the  best  securities,  and  for  the 
shortest  possible  periods,  when  there  is  any  cause  of  disquietude  in  com- 
mercial or  political  aifiedrs,  or  in  the  circumstances  of  the  country. 

''  7.  Persons  engaged  in  trade  who  have  not  more  capital  than  is 
necessary  to  conduct  their  trade,  who  have,  in  fact,  no  surplus  money  at 
their  disposal,  ought  to  be  cautious  of  entering  into  money  speculations 
of  any  kind,  of  making  investments  in  railways,  or  any  other  schemes 
or  securities  of  a  doubtful  and  hazardous  description.  The  Gaaette  has 
recently  been  filled  with  the  names  of  tradesmen  who  were  doing  well, 
and  might  have  continued  to  do  well,  by  attending  to  their  own  proper 
business ;  but  who  from  a  mistaken  sense  of  their  position,  by  em- 
barking in  thoughtless  speculation,  have  involved  their  families  and 
themselves  in  misery  and  ruin.  Tradesmen  without  spare  capital 
ought  never  to  embark  in  such  schemes.  Those  parties  only  can  be 
justified  in  doing  so  who  can  afford  to  lose  money,  and  are  prepared  to 
meet  the  engagements  for  which  they  become  liable." 


RAILWAYS  IN  INDIA. 

Ths  DiBBcrr  Bombat  and  Madras  Railway  Allotmbnts. 

It  is  well  known  we  are  favourers  of  Railways  in  India,  having 
been  the  first  among  the  railway  press  to  take  up  the  subject,  when 
Mr.  Macdonald  Stephenson  and  Mr.  Chapman  were  advocating  their 
great  undertakings.  We  have  taken  our  ground  with  a  full  know- 
ledge of  all  the  objections  which  stand  in  the  way,  and  with  no  views 
but  that  of  acting  as  true  counsellers  of  the  public.  We  may  have 
appeared  sanguine  sometimes,  even  to  our  Indo-English  friends ;  but 
we  are  prepared  to  stand  by  our  opinions.  These  were  not  taken  up 
lightly,  they  were  not  adopted  on  the  spur  of  the  moment,  or  founded 
on  narrow  views.  It  is  quite  true  we  have  no  Indian  experience  to 
guide  us,  but  we  have  that  which  is  much  better,  a  knowledge  of  the 
working  of  the  railway  system  in  countries  possessing  even  less 
advantages  than  India.  We  do  not  undervalue  that  experience 
in  its  just  application,  and  we  would  not  trench  upon  its  province. 
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We  do  not  pretend  to  set  ounelTes  up  as  arbiten  on  local  poiate, 
but  we  pretend  to  be  wM  able  to  appreciate  tbe  applicability  of 
the  railway  system  to  India. 

We  are  not  about  to  talk  of  the  great  resourees  of  India.  We  have 
done  that  before ;  but  we  shall  take  the  opportunity  in  relevanee 
to  the  special  task  we  have  before  ua»  of  considering  some  genenl 
points  relating  to  railways  in  India.  The  chief  <^  these  is--wiU 
railways  pay?  We  say  they  will,  and  we  trust  we  do  not  say  so 
presumptuously.  We  are  perfectly  well  aware  of  what  is  said  of 
scantiness  of  population,  of  poyerty  of  popuUition,  of  listlessaess  of 
population,  but  still  we  are  prepared  to  press  the  nghtness  <^  oar 
own  opinion.  It  is  perhaps  not  unnatural  that  critics  should  take 
English  railway  measure  of  Indian  enterprise,  but  assuredly  it  is 
quite  wrong.  In  England  we  haye  double  rails,  everlasting  workM, 
expensive  station  accommodation,  luxurious  carriages,  a  vast  pkot^ 
and  a  high  rate  of  speed.  All  these  things  hinge  one  upon  another, 
and  the  cost  of  railway  construction  and  railway  maintenance  is  in  the 
most  prominent  instances,  carried  to  an  enormous  extent ;  though  there 
are  not  wanting  examples  in  this  country  of  veiy  cheap  lines  with  a 
single  set  of  rails,  steep  gradients,  timber  bridges,  no  police,  no  stataom^ 
and  a  low  speed.  Everything,  indeed,  must  be  adapted  to  the  drcanh 
stances  of  the  district  or  country  for  which  conveyance  is  to  be  pro- 
vided. It  is  no  proof  that  because  we  have  people  who  can  affi>id  to 
pay  for  express  trains  and  five-and-thirty  miles  an  hour,  that  we  an 
forced  to  provide  similar  accommodation  everywhere  for  those  who  can 
not  pay  for  it.  Nothing,  indeed,  varies  so  much  as  the  cost  of  raOwaj 
construction,  from  the  tramway  vrith  horse  traction,  made  at  a  tbonsand 
pounds  a  mile,  to  the  brick  viaduct  worked  with  locomotives  or  the 
rope,  and  costing  two  hundred  thousand  pounds  a  mile. 

A  railway  may  be  made  very  cheap  or  very  dear,  but  the  scale 
depends  on  the  extent  of  accommodation.  Where  a  railway,  as  in  the 
south  of  England,  not  merely  stands  in  the  place  of  the  turnpike  road,  but 
provides  carrying  plant,  tractive  power,  booking  clerks,  carriers,  ware- 
houses, police,  and  what  elsewhere  constitute  separate  establishments,  it 
is  not  at  all  wonderful  if  the  scale  of  expenditure  extends  accordinglj ; 
and  these  facts  should  be  borne  in  mind  in  instituting  any  oomparisoii. 
English  expenditure  is  not  required  everywhere,  beciMise  KnglifA  traffic 
is  not  to  be  found  everywhere — where  it  is,  it  must  be  similarij 
acconunodated. 

In  Belgium,  it  is  well  known,  a  lower  scale  of  railway  acoommodatioD 
is  afforded,  and  the  cost  of  construction  is  therefore  reduced  accordingly ; 
though  the  evident  tendency  is,  with  the  development  of  traffic  conse- 
quent on  the  working  of  railways,  to  provide  a  much  greater  degree  of 
accommodation,  and  to  extend  the  system. 

In  the  United  States,  however,  we  find  the  most  practical  example 
in  our  present  pursuit,  and  it  certainly  confirms,  in  every  respect,  the 
propriety  of  railway  enterprise  in  India.  In  the  United  States,  the 
population  is  very  much  more  scanty  than  in  the  districts  of  India 
proposed  to  be  traversed  by  the  railway,  while  the  materials  for  goods 
traffic  are  less  abundant  and  less  capable  of  paying  the  expense  of 
railway  transit.  The  railway  system  in  America  is  cheap,  because  it  is 
simple.     Land  costs  little ;  and  although  labour  is  dear,  and  rails  haie 
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to  be  brought  from  England,  the  works  are  light  Ghradients  are  little 
reganled,  so  that  a  line  can  be  made.  The  bridges  and  works  of  art 
lie  not  merelj  of  the  cheapest,  bat  it  may  be  added,  of  the  slightest 
description.  Lines  are  left  open,  unfenced,  and  without  police;  the 
station  accommodation  is  simple,  the  trains  few,  often  only  once  or 
twice  a  daj,  locomotiyes  fed  with  wood,  and  the  iqpeed  low.  Under 
all  these  drcnmstances,  railways  in  Uie  United  States  are  found 
not  only  advantageous,  but  productive;  and  they  are  being  daily  carried 
fiirther,  to  an  extent  scarcely  conceiTed  in  this  countiy,  and  far  beyond 
oar  own  system.  We  hare,  it  is  true,  a  weightier  traffic,  but  for  length 
of  line,  the  United  States  beat  us. 

Railways  in  India  will  not  be  subjected  to  many  idle  and  costly  items 
of  expense  which  here  yery  much  aggravate  the  outlay.  There  will 
not  be  in  India  the  vast  charges  of  severe  parliamentary  contests,  and 
futile  standing  orders;  there  will  not  be  oppressive  law  costs,  and  the 
land  will  be  obtained  for  roads  and  stations  at  veiy  low  rates  ;  and,  in- 
deed, the  cost  will  only  be  considerable  where  the  traffic  is  the  greater. 
We  know  that  attempts  have  been  made  in  some  quarters  to  deter  the 
public  by  representations  that  most  costly  works  will  be  necessary  to 
meet  the  vicissitudes  of  the  seasons  and  the  sudden  and  extensive 
floods  o<msequent  thereon.  That  there  will  be  expensive  works  at 
some  points  is  certain,  but  that  the  works  generally  will  be  so  is  an 
assumption  entirely  unsupported  by  facts. 

In  India  labour  is  cheap  and  abundant,  and  materials  will,  in  most 
cases^  be  readily  obtained.  As  to  rails,  there  will  be  no  greater 
difficulty  in  sending  them  hence  to  India  than  to  the  United  States ; 
annd  with  regard  to  fuel  for  locomotives,  India  is  not  worse  oif  than 
the  United  States,  for  it  possesses  bituminous  coal  and  wood;  and  as  the 
railway  Efystem  extends  in  India,  so  will  there  be  greater  ^cilities  for 
the  conveyance  of  coke  and  other  fuel  from  the  sen^board  to  the  inland 
provinces.  Station  accommodation  will,  in  the  first  instance,  be  on  a 
restricted  scale,  neither  will  those  great  establishments  of  police  and 
porters  be  required  which  are  maintained  in  this  country,  more  from 
deference  to  public  opinion  than  from  real  want  of  them.  The  trains 
would,  no  doubt,  be  very  few  in  number,  and  the  locomotive  plant  on  a 
small  scale ;  while  the  speed  would,  most  probably,  not  exceed  fifteen 
miles  an  hour  on  the  ordinary  trains.  As  lighter  locomotives  would  be 
used  and  a  lower  speed,  so  lighter  rails  would  be  required ;  and,  indeed, 
in  every  respect  the  establishment  of  railways  in  India  would  be  so 
much  Educed,  that  the  cost  need  not  exceed  j£3,000  or  ^04,000  per 
mile,  while  every  item  of  working  expenses  except  fuel  would  be  low. 
Maintenance  of  way  would  be  less  burdensome  on  such  lines  than  on 
our  own  highly-worked  lines ;  there  would  be  no  poor  rates,  police  would 
be  few,  repairs  of  engines  less  in  extent,  and  the  general  scale  of 
wages  low. 

Having  provided  for  the  working  expenses,  it  only  remains  to  find  a 
traffic,  and  where  the  prime  cost  and  working  expenses  are  low  the 
traffic  need  not  be  large.  Indeed,  to  get  5  per  cent,  upon  the  Direct 
Bombay  and  Madras  Railway,  which  is  of  the  enormous  length  of  716 
miles,  and  which  would  appear  to  be  almost  hopeless  upon  Ei^lish  ideas, 
a  gross  traffic  of  less  than  £500  per  mile  is  enough,  wlule  the  gross  traffic 
on  the  London  and  Birmingham  is  ;£7000  per  mile.    So  &r  from  there 
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being  any  niioiial  groimd  of  doubt  whether  niilwBjs  m  Indk  wiH  ptj, 
the  difficult  J  would  be  00  to  manage  aa  to  prevent  them  from  pajii^. 
To  realise  a  groea  traffic  of  £SdO,0(K)  a  year  fix«n  a  population  of  Uiirtj 
millions,  and  from  fertile  districts,  is  a  problem  at  which  no  Tsilmj 
statist  would  hesitate,  uid  which  certainly  would  not  require  the  h^ 
pud  services  of  a  Pare  or  a  Humphrey  Brown.  Indeed,  in  their  Ymods, 
and  witii  their  skill  in  ascertaining  the  available  traffic^  a  h^h  rai^  of 
profit  would  be  shown  as  ike  result,  and  certainly  a  10  p^  cent 
dividend,  which  £700,000  a  year  would  pay,  is  not  beyond  the  baimds 
of  reasonable  expectation. 

If  we  have  anywhere  found  a  bafven  field  for  <mr  exertioiis  it 
assuredly  has  not  been  in  India^  for  erery  enterprise  in  which  we  hare 
engaged  there  has  succeeded,  and  has  produced  great  results  for  the 
home  country  and  for  that.  Whenever  we  have  undertaken  to  develop 
the  resources  of  India  we  have  been  sucoeasfiil ;  whether  the  object  has 
been  indigo,  opium,  sugar,  or  cotton,  great  braiioheB  of  trade  have  been 
created,  and  the  strongest  encouragement  has  been  afforded  to  the 
extension  of  legitimate  enterprise^  This,  however,  is  no  experience  of 
to-day  merely ;  it  is  a  foct  which  the  Imigannab  of  India  attest  Under 
whatever  government,  when  the  resources  and  the  conmranicatioiis  of 
the  country  have  been  attended  to,  it  has  prospered ;  it  is  no  husgiy 
thankless  field,  which  exhausts  the  pUTM  and  spirits  of  the  cnltivaior, 
and  makes  no  return,  but  it  always  encourages  and  rewards  perseverance. 
Let  those  who  would  insimiate  that  the  oharacter  of  India  and  of  the 
Hindoos  is  unchangeable  and  untraetable  meditate  on  a  foot,  which  the 
hourly  records  of  our  custom-houses  confirm.  India  is  at  the  present 
moment  under  the  infiuenoe  of  improvement  like  En^and ;  the  mass  is 
great,  the  leaven  is  small,  but  the  leaven  is  working. 

The  introduction  of  railways  will  do  more  for  India  than  anything 
else,  because  they  will  constitute  an  engine  of  amaaing  social  influence, 
which  we  have  no  other  means  of  producing.  Human  life  and  hmmn 
energy  are  cut  short  by  the  climate  of  India,  but  machinery  will  act 
independently  of  climate,  and  the  machinery  of  railways  will  give  thai 
impulse  to  India  which  we  should  in  vain  expect  from  European 
exertion.  Those  who  have  witnessed  the  moral  influence  of  nilmiTs 
among  ourselves  know  that  it  is  great ;  but  in  Belgium  it  Bab  been 
found  still  greater,  and  in  India  it  will  be  felt  most  of  all,  becaxaie  tiiere, 
from  the  low  point  at  which  it  ijriU  begin  to  act,  it  will  have  the  greater 
scope.  Not  only  will  railways  produce  their  immediate  effect  upon  the 
population  of  India,  but  they  wUl  act  still  more  powerfully  indxreethr^  hv 
opening  up  markets  of  consumption  which  will  give  a  stimulus  to  those 
who  not  merely  may  never  travel  on  a  r^way,  but  may  never 
eee  one. 

The  economy  of  production  will  be  greatly,  materially,  and  benefi- 
cially  affected  in  India.  If  in  England,  as  we  have  shown  elsewhere  ia 
our  present  number,  the  effect  of  railway  consumption  is  to  produce  % 
great  economy,  how  sensibly  wiU  it  be  felt  in  India!  At  the  preeeiit 
time,  abundant  resources  are  to  be  found  in  one  district  of  India  and 
fiunine  in  another,  while  no  interchange  of  productions  can  take  phM» ; 
while,  from  the  defective  modes  of  transit,  great  waste  ensues  whea 
goods  are  put  in  motion.  We  have  shown  ^bmij  <m  the  cattie  tffie 
wf  England^  the  saving  of  animal  food  effected  is  eqidvileni  tfi 
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%  quarter  of  a  millioii  of  sheep  in  a  year,  while  the  conmimptioa 
of  coals  has  been  vastly  extended.  We,  however,  live  in  a  country 
having  the  sea  always  near,  with  good  natunl  water-channels, 
snd  with  highly  improved  roads^  in  which  we  have  greatly  the 
advantage  of  India.  A  country  so  vast,  almost  a  continent,  has  the 
greatest  varieties  of  soils  and  productions — sugar  flourishes  in  one  dis- 
trict, cotton  in  another ;  rice  abounds  in  its  congenial  soil ;  but  the  &oility 
of  interchange  is  so  much  checked,  that  the  total  of  production  is 
limited  by  the  local  limitation.  Sugar  may  be  grown  to  rot,  cotton 
till  there  are  no  hands  to  gather  it,  and  grain  may  be  thrown  to  the 
beasta  for  want  of  men  to  consume  it ;  and  yet  while  each  of  these 
&cta  18  repeated  individually,  there  is  no  remedy.  Sugar  and  cotton 
cannot  be  exchanged  with  the  grower  of  rice  ;  the  abundant  harvest 
of  one  land  cannot  be  carried  to  stay  the  famine  of  another.  Many 
articles  of  food  are  rendered  comparatively  worthless;  lean  cattle 
cannot  be  driven  many  hundreds  of  miles,  perhaps  through 
deserts,  to  be  fattened  in  the  low  lands ;  the  ht  cattle  cannot  in 
such  a  climate  be  conveyed  to  a  distant  market  Fish  perishes  be&re 
it  can  be  taken  out  of  sight  of  the  coast,  and  hundreds  of  miles  in 
the  interior  it  is  known  only  by  name. 

The  absolute  necessity  which  exists  of  obtaining  particular  articles 
from  individual  localities  aggravates  this  state  of  afiaurs.  Salt  must  be 
brought  from  the  seaooast ;  coal  and  minerals  from  a  distance ;  large 
timber  from  the  site  suitable  for  its  growth.  Under  the  climate  of 
India  the  means  of  ammal  transit  are  so  much  limited,  as  still  further 
to  aggravate  the  difficulty  and  cost  oi  conveyance.  Thus,  the  intro- 
duction of  machine  power  is  a  positive  addition  to  the  resources  of  th$ 
country. 

Whatever  doubts  sage  Indo-Englishmen  may  start,  as  to  whether 
Brahmins  and  Pariahs  will  travel  together,  or  whether  natives  will  travel 
at  ally  sugar  and  cotton  wiU  certainly  travel,  if  they  can  do  so  cheaply. 
For  our  own  parts,  we  have  little  faith  in  moral  obstacles  where  steam 
is  in  the  case ;  for  steam  is  the  best  means  of  removing  them.  Take 
a  recent  example  in  Turkey — Turks  are  certainly  as  d^cult  to  deal 
with  as  Hindoos,  but  even  Turks  may  be  overcome.  When  steam- 
boats first  ran  on  the  Black  Sea>  no  Turks  would  venture  in  the  smoke 
ships,  but  they  preferred  the  craraest  and  most  untrustworthy  craft  in 
the  world.  The  Armenians  showed  the  way — ^in  time  the  Turks  saw 
and  felt  the  advantage,  cheapness,  and  safety  of  steamboat  travelling ; 
and  now  there  are,  instead  of  one  company,  three  steamboat  com- 
panies on  the  Black  Sea :  one  owned  by  English,  one  by  Armenians, 
and  one  by  Turks.  So  will  i$  be  in  India.  Show  the  way,  and  in  the 
end  the  resources  of  India  will  themselves  find  the  means  of  carrying 
out  to  completion  the  railway  system. 

This,  it  may  be  observed  iacidentally,  is  a  point  which  should  not  be 
forgotten  in  looking  forward  to  the  progress  of  railways  in  India. 
In^  will  not  solely  depend  on  this  country ;  but  the  treasures  of 
India  will  be  applied  in  a  beneficial  way,  instead  of  being  hoarded 
np  by  the  native  courts^  or  applied  in  disadvantageous  and  unprofitable 
branches  of  commerce. 

GkMKlfli,  we  have  observed,  will  certainly  travel  by  railway  in  India, 
and  this  is  the  chief  point  in  considering  Indian  n^lway  ipkffie.   >We 
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do  not  care  about  bein^  told,  that  we  shall  haTO  only  a  fefw  Inaidred 
Europeans  and  a  restricted  number  of  natires;  for  we  have  the  beat 
asBurance,  that  there  is  such  an  extent  of  goods  traffic  as  will  pay.  Tlie 
present  limit  to  the  European  market  for  Indian  sugar  is  the  limit  of 
supply.  The  supply  is  increasing ;  but  it  is  capable  ci  being  increaied 
indefinitely,  and  it  will  be  increased  largely  when  railways  open  up  the 
interior  districts.  So  with  cotton,  and  so  with  many  artidea  of  pro- 
duction to  which  which  we  shall  subsequently  refer. 

The  IMrect  Bombay  and  Madras  Railway  now  claims  our  attention, 
for  we  hare  only  given  a  cursory  allusion  to  it  in  a  preceding 
number.  It  is,  as  its  name  expresses,  a  direct  railway  between  Bombay 
and  Madras,  having  a  length  of  716  miles.  The  diief  country  traversed 
is  the  fertile  one  of  Mysore,  a  dependency  of  the  English  empire,  but 
many  minor  kingdoms  are  passed  through.  As  we  have  mentioned 
before,  the  population  on  the  route  is  aWut  thirty  millions,  while  tbe 
number  of  pbices  accommodated  is  thirty  firat-rate  cities,  and  between 
four  hundred  and  five  hundred  towns. 

Many  of  these  places  are  of  considerable  importance,  and  are  dis- 
tinguished either  for  their  trade,  or  as  military  stations.  We  ahonld 
observe,  that,  at  the  Madras  end,  a  junction  is  made  with  the  Madns 
Railway,  which  forms  the  continuation  to  Madras.  There  are  also  junc- 
tions with  the  proposed  Madras,  Nellore,  and  Arcot  Railway,  and  with 
the  Madras,  Sadras,  and  Pondicherry  Railway.  The  towns  accommodated 
include  Poonah,  Sattans  Kolapoor,  Meen^,  Taloor,  Darwar,  Bangalore, 
and  Arcot ;  besides  the  terminal  cities  of  Bombay  and  Madras.  In 
the  vicinity  of  the  route  are  Goa,  Cuddapah,  Pondicherry,  Smoga- 
patam,  and  Mysore ;  some  of  which  mU  be  brought  into  connection  hj 
railway. 

The  produce  of  the  country  is  cotton,  coffee,  opium,  sugar,  tobaeo^ 
silk,  senna,  gum,  dyewoods,  cassia,  hides,  Airs,  lace,  saltpetoe,  b^efanit, 
spices,  firewood,  charcoal,  coal,  com,  rice,  indigo,  Ac  The  imports 
include  English  cotton  and  other  manufactures,  sait,  ice,  fish,  minerala, 
&c.  Many  of  the  exports  are  now  conveyed  five  hundred  miles  lor 
shipment  at  Bombay ;  and  cotton  is  conveyed  this  distance  at  the  rate 
of  ten  miles  a  day  on  the  backs  of  oxen.  The  cost  of  conveyance  is 
thus  run  up  to  from  £l4t  to  ^£20  per  ton  ;  whereas^  by  railway  at  2d. 
per  ton  per  mile,  the  cost  would  be  only  j£4  3s.  4d. 

The  result  necessarily  is,  that  the  grower  looses  a  oonsidenble  part 
of  the  sale  price,  and  that  he  has  less  inducement  to  produce.  Cotton, 
augar,  cofl^,  and  silk  are  articles  in  particular,  which  it  is  most 
desirable  should  be  brought  into  the  European  market,  and  great 
efforts  have  accordingly  been  made  by  the  Indian  government  with  a 
view  to  the  improvement  of  the  cultivation.  A  main  thing;  however, 
certunly  is  to  reduce  the  expense  of  transit,  and  it  is  dear  that  artides 
auch  as  those  we  have  enumerated,  can  afford  a  considerable  revenue  lor 
transit 

The  distance  by  sea  between  Bombay  and  Madras  is  so  great,  and 
particularly  during  the  south  western  monsoon,  that  the  superioritj  of 
a  direct  land  conveyance  cannot  be  denied,  and  this  alone  wHH  afford  a 
great  source  of  revenue  to  a  railway  company. 

We  say  nothing  now  about  the  military  and  government  traffic,  for 
thai  is  a  point  pretty  well  understood.     The  long  marches  are  paxit- 
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CQlftrly  destractiTe  to  European  troops  in  India;  while  the  want  of 
fiMnlitiefl  of  communication  requires  a  larger  local  military  force,  and 
prevents  the  government  from  economising  its  reserves.  No  one  has  a 
greater  interest  in  railways  than  the  government  of  India ;  but  that 
thej  will  go  the  right  way  to  work,  we  have  not  much  faith,  and 
therefore  we  the  more  strongly  support  private  companies. 

In  its  present  state,  the  Direct  Bombay  and  Madras  Railway  is  not  a 
great  afl^ir,  for  the  deposit  is  limited  to  5s.  per  share,  until  a  more 
advanced  stage ;  while  the  total  number  of  shares  for  disposal  in  this 
country,  out  of  a  total  of  90,000,  is  not  relatively  large.  The  whole 
capital  proposed  is  four  millions  and  a  half;  and  that  seems  to  us 
sufficient 

With  regard  to  the  engineering  character  of  the  line,  it  would  be 
madneas  to  offer  an  opinion  with  a  line  of  such  a  length.  Indeed, 
we  are  not  called  upon  to  give  any  opinion,  for  the  venture  is  so  small 
on  the  express  ground  that  the  surveys  have  to  be  made.  It  is  stated, 
that,  from  local  information,  no  difficulties  are  apprehended ;  and,  as  to 
the  general  propriety  of  the  undertaking,  that,  we  think^  may  be  safely 
left  to  the  guarantee  of  the  great  names  which  give  their  countenance 
and  support  to  it. 

One  striking  point  in  the  prospectus  is  a  guarantee,  that  allottees 
will  not  be  considered  responsible,  should  they  hereafter  decline  to  pay 
the  depoeits  required  at  the  time  specified  in  the  letters  of  allotment. 
We  have  so  recently^  expressed  our  objection  to  the  dishonest  attempts 
to  make  allottees  liable,  that  it  is  needless  to  say,  the  conduct  of  the 
managers  of  the  Direct  Bombay  and  Madras  Railway  meets  with  our 
approbation*  Parties  in  other  cases  become  provisional  committeemen 
with  the  very  justifiable  motive  of  taking  as  many  shares  as  possible 
if  the  undertaking  turns  out  a  good  one,  and  as  few  as  possible  if  it 
turns  out  badly,  and  for  this  advantage  they  run  the  chance,  in  case  of 
absolute  fiiilure,  of  having  to  pay  the  preliminary  expenses.  If  the 
shares  go  to  a  premium,  the  provisional  committeeman  takes  his  allot- 
ment of  two  or  three  hundred  shares,  pockets  his  money,  forfeits  the 
shares  of  those  who  do  not  pay  up,  and  never  thinks  of  forcing  default- 
ing allottees  to  take  their  shares.  The  public,  however,  vnU.  never 
submit  where  a  party  has  all  the  chances  in  his  favour,  that  he  should, 
in  cases  of  ill  success,  turn  round  upon  the  allottees,  and  force  them 
to  meet  his  responsibUities. 

With  regard  to  the  plea  which  has  been  raised  by  provisional  com- 
mitteemen that  they  incurred  expenses  upon  the  faith  of  the  appli- 
cants  for  shares,  it  is  quite  untenable,  for  if  we  could  excuse  the 
ignorance  shown  in  such  a  plea,  we  cannot  excuse  its  dishonesty.  A 
considerable  part  of  the  expenses  are  always  incurred  before  any  appli- 
cations for  shares  are  received  at  all,  certainly  before  the  applications 
can  be  investigated ;  and  how  committeemen  can  have  the  audacity  to 
put  forward  such  a  plea  we  can  scarcely  conceive. 

We  have  always  deprecated  these  invasions  of  established  practice 
and  principle,  because  we  have  foreseen  their  evil-working.  If  appli- 
cants for  shares  are  to  be  at  the  mercy  of  projectors,  assuredly  respec- 
table parties  would  never  app\y  for  shares,  while  a  new  line  of  swindling 

♦  No.  xvm.  ^ 
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would  be  opened  by  parties  B^mximg  bubbles  wilk  the  mifit  viewof 
getting  the  expenses  from  applicants  for  sbares.  It  becsme  wctsetrj 
to  establish  a  new  test  of  the  good  £uth  and  respectability  of  projected 
companies,  and  the  Direct  Bombay  and  Madivs  Railway  have  shown  tbe 
way.  By  giring  a  distinct  pledge  that  they  do  not  oonsider  allottees 
liabie,  they  haye  giren  a  guarantee  for  their  own  economy  and  thdr 
own  means,  and  hare  thus,  no  doubt,  established  the  groundwork  of 
their  undertaking.  H.  C. 


ON  PREVENTING  ACCIDENTS  IN  MINEa 
By  R.  Reitib,  CE. 

{XYBNTOB  OP  XHS  NBW   "  SlONALS  OF  DISTRESS  "   AT  NlGHT,     PrETIKIDIO 

«  Collision  at  6ba,"  and  new  ''  TmAL  Habbouk  Liqht/'  bio. 

{ContiniLed  from  page  368.) 

SiNOB  my  Isst  oommunicatioi!,  it  is  with  extreme  pleasure  I  have  noticed 
the  introduction  of  a  bill  by  Lord  CampbeU,  asdsted  by  Lord  finrngbaa 
imd  others,  by  which  we  may  anticipate  the  greatest  blessinga  to  tiie 
poor  miner  and  his  family,  and  to  the  labouring  classes  generally.  A 
measure  which  will  soon  bring  about  a  new  era  of  reform,  as  propcie- 
tors  will  now  run  the  risk,  if  by  carelessness  others  should  oauae  ihe 
death  or  ii^ury  of  those  under  their  care.  Let  the  lordly  propiieUr 
of  the  mines,  or  the  selfish  commoner  beware  !  There  is  now  a  penai^ 
for  neglecting  t^ose  measures  necessary  for  the  safe  oondueting  of  their 
mining  operations ;  and  let  them  remember  that  the  anomalies  d  oar 
English  laws  are  at  last  repealed — ^laws  which  haye  too  often  ^odced 
our  feelings  at  their  absurdity — and  the  indifference  of  thoae  who  hai 
the  power,  but  would  not  exert  themselves  as  they  ought  in  abro^ 
ting  them  many  years  sgo — *'  That  you  might  punish  with  sovezitj 
the  breaking  of  a  man's  leg,  but  you  might  kBi  him  outright,  and  you 
would  escape  scot  free  T  This  humane  measure  onoe  psosed,  tad  til 
will  rejoice,  and  heartily  do  we  wish  it  every  success;  and  iheei 
noblemen  have  left  a  monument  which  will  be  remembered  even  afisr 
they  have  passed  away  from  this  present  active  life,  and  the  fruits  of 
which  will  be  found  to  render  hi4[>py  the  home  of  the  widow  and&tber- 
less.  Nor  is  it  to  mining  alone  that  this  noble  and  philaathropie  kill 
applies.  As  it  will  o(»ne  home  to  the  rsilways  in  sJl  their  multifimu 
departments,  and  to  a  numerous  class  of  labourers,  where  no  aitifl- 
factory  redress  in  case  of  accidents  eoidd  ever  bo  obtained  befoi^ 
which  too  often  has  been  experienced  to  their  loss,  and  by  raideriBig 
them  useless  to  themselves  and  &milie& 

Many  of  the  accidents  of  the  mines,  as  has  been  pointed 
out  ahWy,  Mrise  solely  from  gross  carelewiess;.  and  I  am  happj 
to  see  that  in  aetting  an  example,  Scotland  has  been  the  fint 
who,  by  a  jury,  has  awarded  damages  to  the  extsnt  <^  £400; 
for  using  improper  machinery  at  the  pit,  whereby  a  husband  ms 
killed.     Much  was  done  to  invalidate  ike  evidence  brought  for  the 
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widow;  but  tbe  jurj  bkw  that  the  oase  was  simple  and  phuiiy  and 
awarded  justly^  for  the  evidence  was  too  true  to  be  doubted,  and 
this  shows  what  good  will  be  derived  from  the  passing  of  this  Talu* 
able  enactment. 

That  miners  are  liable  to  manj,  yarious,  and  complicated  accidents 
whereby  life  may  be  shortened  and,  at  all  events,  rendered  useless 
as  regvods  maniud  labour  under  ground;  still  many  of  them  may  be 
entirely  saved — ^yet  we  see  the  miner  heedlessly  using  a  common 
candle,  without  any  shield  or  safeguard,  and  we  hear  that  some 
eight  or  ten  miners  are  blown  to  atoms  by  such  reckless  folly.  Yet 
how  comes  it  that  the  proprietors'  oversman  does  not  see  Uiat  all 
those  things  are  essential  to  their  safety,  and  that  candles  ought 
not  on  any  pretence  to  be  allowed  or  any  lights  uncovered,  on  any 
pretence  1  Indeed  lights  in  mines  ought  always  to  be  locked  up  by 
the  oversman.  There  is  no  excuse — ^it  can  be  done — ^it  must  be 
done,  else  look  at  the  penalty  proprietors  will  now  run.  That  a 
new  system  will  be  required,  as  regards  lights  and  lighting,  is  self- 
evident  ;  or  else  those  accidents,  which  of  late  have  been  so  numerous^ 
will  assuredly  fall  upon  the  mine-owner.  That  the  present  system 
of  lighting  and  ventilating  of  mines  has  been  found  hitherto  grossly 
deficient,  in  every  respect,  no  one  can  deny. 

That  there  has  not  been  the  least  attention  piud  to  this  by  pro- 
prietorsy  or  their  servants,  is  also  too  true;  and  that,  as  long  as 
this  is  allowed  to  go  on,  sending  out  ores,  coals,  drc,  at  the  risk 
and  cost  of  many  valuable  lives  annually,  nay,  weekly.  Still,  have 
they  ever  asked  how  this  can  be  prevented?  Do  they  call  in  the 
aid  of  those  who  have  the  ability  to  assist  or  recommend?  They 
neither  care  nor  wish.  They  get  the  gold,  but  forget  the  sacrifice 
of  human  life,  which  by  indifference  they  continue  to  perpetrate. 

Mines  must  be  lighted  up,  to  be  perfectly  safe,  in  a  very  different 
way  from  the  present,  giving  safety,  speed,  and  even  rendering 
ventilation  more  complete;  also,  enabling  the  miner  to  perform  his 
work  in  an  uninterrupted  manner,  and,  at  the  same  time,  giving 
him  more  confidence  during  the  operations  of  his  labour.  The  plan 
proposed  is,  by  altering  the  form  and  situation  of  the  lamps,  and 
giving  a  greater  brilliancy  of  light,  by  keeping  it  also  free  from 
running  into  contact  from  the  strata  of  carbonic  gas,  which  generally 
prove  so  fatal  to  human  life.  Also,  by  reflecting  that  light  in  such  a 
manner,  so  that  there  is  a  greater  body  of  light  thrown  upon  the 
work,  without  the  least  trouble  or  annoyance  to  the  miner.  In  fact,^ 
a  aeries  of  permanent  lights  ought  to  be  fixed  at  various  points  of  the 
workings;  and,  I  assure  you,  that  it  is  of  the  greatest  importance^ 
that  th^  should  be  done,  for  many  reasons.  The  following  will  show 
the  way  in  which  I  suggest : — 

The  lamp  being  fixed  upon  the  ground  or  floor  of  the  pit,  supported 
on  three  iron  legs,  under  which  there  is  a  grating  or  gauze,  by  which 
the  air  is  allow^  to  enter  at  all  times.  But  the  gauze  prevents  any 
thing  further  than  the  vital  atmosphere  to  enter,  and  that  by  the 
control  of  the  mechanical  arrangement.  The  burners  are  so  arranged 
before  the  reflectors,  that  the  greatest  quantity  of  light  is  thrown  far- 
ward  and  upon  the  roof  of  the  mine,  while  the  gas,  which  from  the 
lightness  of  it  generally,  is  suspended  near  the  roof ,  can  never  enter 
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the  lamp  or  cause  the  risk  of  explosion.  I  cannot  for  a  moment  doabl 
hut  this  arrangement  will  be  found  to  give  general  Bati8{action,  and  alio 
'  ensure  the  greatest  safety  to  the  mine,  as  weU  as  secure  the  safety  of  the 
miners.  There  are  many  plans  may  be  adopted,  to  abate,  if  not  to  aitirdy 
do  away  with  many  of  those  accidents  of  which  the  carelessness  of  the 
present  system  of  working  is  alone  the  cause  ;  using  candles  and  unpro- 
tected lights,  such  as  at  Bilston,  how  can  it  be  otherwise  when  parties 
will  be  so  fool-hardy  ?  Can  it  be  expected  that  he  who  would  put  into 
a  cask  of  gunpowder  a  red-hot  poker,  should  escape  destruction? 
How  does  it  differ  when  they  rush  with  a  light  into  the  midst 
of  an  atmosphere  so  full  of  an  explosive  mixture  that  it  is  impossible 
to  escape  ?  Are  they  not  to  blame  ?  The  miner  thinks  not,  cares 
not !  But  it  is  far  different  with  the  owner ;  he  ousht  to  be  better 
informed.  He  ought  to  say, — '*  I  must  preyent  this.  1  will  have  lights 
which  are  so  constructed  that  they  cannot  open  or  take  it  into  the 
danner,  and  which  will  give  safety  in  place  of  destruction."  And  diere- 
fore,  as  they  are  reaping  the  profit,  let  them  provide  ample  and  suffi- 
cient means  of  preventing  these  direful  accidents,  which  daily  shock  the 
feelings  of  the  public,  and  make  one  shudder  at  the  consequences. 


RAILWAY  REFORM  AND  RAILWAY  RELIEF. 

After  all  the  clamour  of  the  last  few  months,  the  leading  artLdes,  the 
pamphlets,  the  debates,  the  alarm,  the  hopes  and  fears-— after  Pariift- 
ment  has  stept  out  of  its  course,  and  the  government  concocted  s 
panacea — ^the  whole  has  come  to  nothing ;  and  now  the  complaint  is, 
that  the  companies  are  not  broken  up  fast  enough,  or  (as  some  say)  at 
all.  The  most  striking  inference  which  forces  itaelf  upon  as,  in 
reference  to  this  matter,  is,  that  the  breaking  up  or  panic  partj, 
however  noisy,  was  never  strong,  and  that  consequently  the  legislature 
has  been  entrapped  into  lending  itself  to  the  promotion  of  jobbery, 
and  with  the  additional  disgrace  of  its  measures  being  inefficado&s. 
Notwithstanding  the  loud  outcry  which  was  raised,  we  always  contended 
that  neither  sound  principle  nor  public  justice  countenanced  the  pro* 
posed  legislation,  and  .that  it  was  opposed  to  the  interests  and  wishes 
of  the  mass.  The  result  has  proved  it  There  was  a  powerful 
agitation,  the  Times  promoted  it,  fools  countenanced  it»  and  knafes 
stepped  forward  to  reap  the  harvest ;  but  the  nuyority  of  shareholders, 
80  &r  from  sympathising  with  the  agitation,  have  felt  its  influence 
too  severely,  and  deprecated  it  and  its  promoters  in  no  mediate 
terms. 

Nothing  was  more  plausible  than  the  cry  of  relief  for  parties  who 
wished  to  withdraw,  nothing  was  more  unjust  than  the  claim ;  but 
the  benevolent  public  took  it  up,  and  the  press,  as  exponents  of  public 
feeling,  came  forward  as  champions.  Parties,  it  was  said,  found  them- 
selves involved  in  engagements  which  were  ruinous  to  them;  thej 
wished  to  retire  from  the  companies,  to  have  their  money  back  5  and 
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it  was  asserted  to  be  for  the  national  interest^  and  their  own  interest^ 
that  they  should  be  allowed  and  assisted  so  to  do.  The  first  question 
which  always  occurred  to  us  was,  **  What  right  have  these  parties  to 
the  relief  they  seekl"  and  we  could  not  find  they  had  any.  They 
had  made  engagements  with  their  eyes  open,  and  they  could  have  no 
right  to  be  released  from  those  engagements  to  the  detriment  and  at 
the  cost  of  others.  As  to  the  plea  of  favour  or  mercy,  we  could  see 
no  ground  for  that ;  people  engage  in  what  they  consider  gambling 
speculations,  with  the  view  to  be  gamblers ;  and  because  they  are  losers 
instead  of  gainers,  they  apply  for  legislative  relief  against  the  presumed 
effects  of  their  vicious  propensitiea  We  hold  that  it  was  contrary  to 
public  morals  to  release  such  parties,  for  that,  on  the  other  hand,  so  far 
from  being  released  from  their  engagements,  they  should  have  been 
held  to  them,  that  they  might  undergo  the  punishment  of  their  vices. 
Bailway  investments  do  not  necessarily  involve  gambling,  but  if  parties 
choose  to  treat  them  as  vehicles  for  gambling,  nothing  can  be  more 
just  than  that  such  parties  should  be  punished  j  and  justice  would  be 
best  met  by  Acts  of  Parliaments  for  promoting  their  punishment, 
rather  than  by  Acts  of  Parliament  for  its  mitigation. 

When  the  matter  comes  to  be  thought  of  coolly,  nothing  will  be 
found  more  shameful  than  the  conduct  of  the  breaking-up  party  and 
their  organs,  who,  without  any  justice,  or  shadow  of  justice  on  their 
aide,  and  with  only  the  plausibility  consequent  upon  gross  misrepresen- 
tation, made  a  most  serious  attack  upon  the  property  of  others.  A 
lot  of  gamblers  get  into  the  railway  market,  carry  on  their  gambling 
pursuits,  are  ill-favoured  by  fortune,  and  then  they  style  themselves 
martyrs,  and  seek  to  be  relieved  and  compensated  at  the  expense  of 
the  honest  men.  The  claimants  for  relief  may  be  justly  stigmatised 
as  gamblers,  and  may  be  cbissed  in  two  divisions :  those  who  went 
into  what  they  considered  the  railway  lottery,  and  drew  blanks ;  and 
those  who,  finding  the  market  was  unduly  depressed,  bought  in  at  a 
discount,  with  a  view  of  breaking  up  the  companies  and  reaJising  at  the 
expense  of  the  steady  investors. 

It  is  one  of  the  worst  features  in  the  late  crusade  that  the  victims 
marked  out  were  those  very  parties  whom  the  legislature  professes  so 
much  to  encourage,  the  class  of  steady  investors.  The  claim  for 
breaking  up  companies  was  not  that  a  line  was  less  necessary  from 
Manchester  to  Southampton,  from  Salisbury  to  Yeovil,  or  from  Reading 
to  Reigate,  but  that  the  market  had  changed,  and  so  there  might  be 
greater  difficulties  in  raising  capital.  The  fisiir  way  to  meet  this  was 
not  by  breaking  up  the  companies,  but  by  waiting  and  seeing  when  the 
additional  capital  came  to  be  raised — and  not  before — whether  the 
market  would  really  be  in  a  state  of  distress,  or  whether  it  would  be 
relieved.  Even  in  the  interval  of  the  panic  agitation  a  most  material 
rise  has  occurred  in  the  market,  and  the  difficulties  have  been  alleviated, 
while  we  have  no  proof  that  at  the  end  of  the  year  the  market  will  be 
in  a  bad  state.  When  parties  had  entered  upon  an  undertaking,  having 
a  regard  to  its  intrinsic  merits,  and  with  a  view  to  permanent 
investment,  nothing  could  be  worse  conceived  than  the  interposition 
of  contrivances  by  which  the  undertaking  could  be  aborted,  and  the 
whole  expenditure  frustrated. 

In  a  great  many  cases^  as  it  is,  from  the  evil  constitution  of  the 
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Bianding  orders^  tod.  of  parliAmentaTy  committees,  many  nixMe 
undertf^cings  are  thrown  over  till  next  session,  and  many  wiQ  jei 
succumb,  and  this  constitutes  an  objection  to  prevent  steadj  inToten 
from  engaging  in  new  undertakings.  Now,  however,  the  difficulties 
are  still  more  aggravated.  An  invester  might  be  contented  to  take 
his  chance  whether  a  line  would  be  likely  to  get  through  PiftrliaiBeiit, 
but  he  is  indisposed  to  be  mulcted'of  a  portion  of  his  deports,  bj  his 
fellow-subscribers  refusing  to  go  on,  or  by  new  parties  buying  in  at  a 
discount  with  a  view  to  realise.  Whenerer  really  useful  companies 
for  lines  which  must  be  made  are  broken  up,  the  whole  expenses 
already  incurred  are  wasted,  and  whenerer  the  undertaking  is  again 
brought  forward,  the  whole  expense  must  be  begun  anew.  Newspaper 
proprietors  reap  their  harvest,  advertisement  agents  flouriflh,  solicitors, 
engineers,  statists,  and  their  swarm  of  subordinates,  run  up  their 
charges,  standing  orders  have  to  be  met,  and  parliamentuy  contests 
carried  out.  This  may  be  done  once,  twice,  or  thrice,  and  even  then 
a  great  panic  may  come,  and  the  whole  proceedings  be  delayed  fbr 
years. 

It  is  scarcely  likely  that  persons  who  wish  an  early  and  regular  retonx 
on  their  money  will  expose  themselves  to  such  risks,  for  in  such  expenses 
much  of  their  capital  may  be  fruitlessly  vrasted.  The  resuH  is,  ^ere- 
fore,  to  deter  the  steady  invester,  and  to  reward  the  middleman  snd 
speouhitor,  whom  legislators  hold  in  such  abhorrence.  It  is  alwBjs 
better  worth  the  while  of  an  invester  to  pay  a  premium  after  an  Act 
of  Pk^rliament  has  been  obtained,  than  to  be  mulcted  of  his  money  in  a 
series  of  fhiitless  subscriptions,  thrown  back  year  after  year  by  standing 
orders  committees  and  organised  breakers  up. 

A  cUim  to  relief^  which  has  no  justice  in  itself,  has  only  resulted  in 
placmg  difRculties  in  the  way  of  legitimate  enterprise  ;  while  at  the  same 
time  the  proposed  measure  has  proved  inefficient  to  produce  the  expected 
slaughter  of  railway  companies,  the  resistance  having  been  ibund  in  a 
quarter  where  it  was  little  expected.  It  seems  to  have  been  assamed 
that  so  general  was  the  alarm  among  shareholders  that  they  would  have 
hastened  to  have  availed  themselves  of  Lord  Dalhousie's  resolutions 
and  thrown  out  the  bills  as  soon  as  offered  to  them.  It  never  seems  to 
have  been  surmised  that  the  majority  of  shareholders,  instead  of  having 
an  interest  in  breaking  up  their  companies,  have  an  intei^st  in  keeping 
them  together ;  but  such  is  the  fact.  The  greater  part  of  the  expense 
has  been  already  incurred,  while  no  reward  has  been  reaped ;  and  if  a 
company  is  to  be  broken  up,  it  is  better  to  do  so  after  the  act  has  been 
obtained  and  the  bill  thrown  out,  rather  than  to  frustrate  absolutelj 
the  objects  of  the  expenditure.  When  a  line  has  been  got  thrc»ngli 
standing  orders,  and  brought  into  committee,  when  the  race  is  half  ran, 
it  is  madness  to  retire  firom  the  contest.  The  breakershup  have  turned 
out  numerically  small,  and  the  vigour  of  the  shareholders  in  defending 
their  property  has  proved  greater  than  was  anticipated,  so  that  it  is 
evident  the  legislative  measures  were  taken  on  a  false  assumption  of 
the  facts. 

Now  that  this  attempt  at  railway  relief  or  rather  railvray  destrnction 
has  been  foiled,  a  new  endeavour  is  being  made  to  get  the  legislature 
to  interfere ;  but  we  are  happy  to  see  that  Sir  Robert  Feel  has  expressed 
hia  decided  detennination  not  to  give  his  eountenance  to  any  plan  for 
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restricting  the  linioimt  of  capital  Sir  Robert  baa  already  felt  the  iar 
eoaTenienoe  and  discredit  of  departing  from  the  sound  principles  of 
political  administration,  and  he  is  not  to  be  tempted  at  the  heels  of  one 
fiulure  to  be  led  into  another.  He  succumbed  to  public  outcry  against 
his  own  conyictions,  and  he  would  be  imprudent  as  well  as  unjust  i^ 
with  the  adverse  working  of  the  present  plan,  he  were  to  rise  for  the 
porpeae  of  proposing  other  reetrictire  measures. 

Throughout  the  campaign  against  railwaySy  there  has  been  a  reck-* 
lesanesB  of  assertion  and  assumption  scarcely  paralleled.  This  is  in* 
deed,  to  be  accounted  for  from  the  circumstance  of  the  Times  having 
staked  its  reputation  in  the  cause ;  but  it  is  still  discreditable  to 
conunon  sense  that  the  mass  of  the  public  should  hare  so  far  given 
way.  Beaides  the  pregnant  proof  we  have  already  given  of  the  false 
bans  of  action,  we  confidently  point  to  a  ground  on  which  the  pani&- 
mongers  have  strongly  intrenched  themselves — the  diversion  of  capital 
to  FEulwajB  to  the  injury  of  other  pursuits.  We  point  to  this»  and 
we  say  that  there  is  no  proof  that  ci^ital  or  labour  has  been  di« 
verted.  We  are  perfectly  well  aware  that  the  wages  of  mason% 
bricklayers^  and  others  have  advanced — that  wages  generally  have 
advanced ;  but  we  are  not  prepared  to  admit  that  such  rise  has  any- 
thing to  do  with  railways^  but  with  the  better  harvests,  the  conse^ 
quence  of  which  has  been,  as  it  always  has,  to  produce  a  rise  in  wages 
throughout  the  country.  Any  one  who  can  r^td  a  chapter  in  Adam 
Smith,  can  give  his  testimony  to  this  point,  even  if  he  has  not  his  own 
experience  to  refer  to. 

If  an  undue  pressure  had  taken  place  on  the  labour  market,  and  an  inju- 
rious diversion  been  effected,  surely  our  manufiicturing  and  agricidtural 
industry  would  have  felt  it ;  our  power  of  production  would  have  been 
reduced;  our  exports^  and  consequently  our  imports,  would  have  seri- 
ously dimimshed.  But  none  of  these  results  have  been  produced  by 
raOway  action.  If  the  labour  market  had  been  so  affected' by  the 
railways  as  has  been  assumed,  how  is  it  that  the  remuneration  of  agricul- 
tani  labour  is  so  miserably  low,  that  there  is  even  a  dispute  whether 
seven  shillings  or  eight  shillings  a  week  is  in  some  districts  a  liberal 
rate  1  Agricultural  labour  is  the  school,  as  it  were,  of  railway  labour ; 
and  we  have  yet  to  learn  that  agricultural  labour,  so  miserably  remur 
Derated,  and  hitherto  so  much  in  surplus  has  now  been  found  insufficient 
for  the  demands  of  cultivation. 

With  regard  to  the  statement  that  the  financial  situation  of  the 
oonntry  is  embarrassed  by  the  railways,  it  is  another  of  those  fabri- 
cations, to  which  only  the  impudence  of  the  ooncoctors  can  give  cur- 
rency. The  impediments  to  business  have  no  relation  at  all  to  rail- 
ways^ but  to  the  uncertain  situation  of  every  branch  of  trad^  conse- 
quent upon  the  present  state  of  the  com  Inll  and  the  tariff  bill.  It 
mi^  answer  the  purposes  of  political  partisans  to  represent  that  rail- 
waya  are  the  active  caose,  and  while  the  public  have  been  labouring 
under  the  railway  phobia^  it  has  kept  them  from  adverting  to  the 
true  cause ;  but  the  calm  reflection  of  every  manu&cturer  and  every 
tradesman  teaches  him  that  political  affaira  cause  the  stagnation,  and 
not  iaiI?rayB.  Closely  connected  with  these  circumstances  is  the  de- 
lusion that  tb^re  is  a  great  deal  of  money  locked  up  in  railway 
deposits,   and  that  a  great   deal  will  be  let  loose  and.  give  relief; 
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though  eyen  the  Times  daro  not  hold  oat  this  hope,  which  theretonu 
of  the  Bank  of  England  would  serre  to  disprove,  if  anything  were 
wanting.  The  money  said  to  be  locked  up  is  now  in  circolation,  and 
the  supposed  measure  would  only  effect  a  redistribution  without  giiing 
any  sul^tantial  relief. 

While  Lord  Dalhousie's  and  Mr.  Duncombe's  resolutions  served  to 
amuse  the  public  until  their  emptiness  had  been  found  out,  the  real 
remedy  for  undue  pressure  on  the  money  market  or  the  resouroeB  of 
individuals  has-been  neglected.  This  remedy  is,  as  remarked  bj  the 
writer  of  the*  letters  to  Mr.  Hudson  in  the  Railway  HeraM,  the 
abrogation  of  the  power  of  suing  for  calls — an  innovation  scarcely 
of  ten  years'  standing,  and  by  means  of  which  alone  can  a  man  to 
meet  calls  be  deprived  of  his  property.  Under  the  old  practice  and 
the  rightful  practice,  when  a  holder  was  no  longer  able  or  no  longer 
willing  to  pay  on  his  shares  he  forfeited  them,  and  that  was  quite 
sufficient  penalty  to  induce  any  man  to  hold  to  his  property  as  long 
as  he  coidd.  By  the  practice  of  suing  for  calU  in  depressed  times, 
not  only  is  a  weak  holder  liable  to  be  stripped  of  his  separate  property 
to  the  last  farthing,  but  he  is  prevented  from  selling  by  the  liabilities 
attaching  to  the  shares,  and  in  the  end,  when  nothing  more  can  be 
wrung  from  him,  his  property  is  forfeited.  To  alter  this  state  of 
affikirs  would  be  be  to  give  the  real  railway  relief. 


AMERICAN  RAILWAYS. 


April  28. — ^The  bill  granting  the  right  of  way  for  the  extension  of 
the  Baltimore  and  Ohio  railway  from  its  present  terminus  at  Ounber« 
land,  in  Maryland,  to  Pittsburgh,  has  passed  the  legislature  of  Pennsyl- 
yanilEij  and  only  awaits  the  signature  of  the  governor  to  become  a  law. 
Also  a  bill  to  charter  a  turnpike  road  to  connect  the  WiUiamsport  and 
Elmira  railroad  with  the  Blossberg  and  Painted  Post  railroad. 

Books  have  at  length  been  opened  to  receive  subscriptions  to  form 
the  Skuylkill  railroad  (enacted  in  1845)  from  or  near  Fairmount  water- 
works  along  the  bank  of  the  river  southward,  so  as  to  give  termini  to 
the  Reading  railroad,  and  the  Columbia  railroad,  at  every  wharf  on  the 
western  side  of  Philadelphia.  It  had  been  resolved  by  the  city  autho- 
rities  as  early  as  1829,  and  will  give  outlets  to  the  Great  western 
railroad  lately  enacted,  and  for  which  latter  subscriptions  for  three 
millions  of  dollars  are  to  be  opened  shortly. 

One  thousand  shares  of  a  new  stock  of  the  Boston  and  Providence 
Railway  were  sold  on  22d  April,  at  Boston  Stock  Markety  at  8  to  8^ 
premium.     It  takes  the  July  dividend. 

The  Hudson  River  Railroad  Bill  has  passed  the  legislature  of  New 
York. 

In  New  York  legislature,  the  New  York  and  Erie  Railroad  Bill  has 
been  defeated  on  final  reading  by  a  majority  of  one  vote  ;  aome  say  it 
will  be  reconsidered.        . . 
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THE 


GROSS  RECEIPTS  OF   RAILWAY  TRAFFIC, 


WAPE   TIP   FROM  THE 


Week  ending  April  I8th,  to  the  week  ending  May  \6th,  showing  likewise 
the  Traffic  of  the  corresponding  weeks  of  1846. 


Total 
AmottQt 
Mithor- 
isedtobe 
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already 

expended. 


I      100,000 
I  U441.163 

I        ■" 
I     800.000 


£ 

140,203 

1,527.367 

067.653 

589,362 


Last  dividend. 


Per 

■hare. 
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cent. 
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annum, 
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£  «.  d. 


d.\ 


£ 


£ 

10   OjArbroath  and  Forfar  783 

0   0   0  Birmingham  and  Gloucester..  Returns  imperfect. 

4    0   0  Bristol  and  Gloucester Returns  imperfect 

2  12   ojchester and  Birkenhead I    0.001  |    4.368 


\—zr 

I  270,000 
>  SIIO.OOO 
i     362.000 

'  4,644,«1 

;]»d00,000 


-I- 


631.258 

349.736 

i      153.3W 

I     303.118 

;  4,000,326 

i  1,686,226 


i; 


3    0    0 

0  10    0 

22i*) 

1  10    0 


14  0  Dublin  and  Drogbeda j  3.817  I  4,248 

0  0, Dublin  and  Kingstown  I  ....     !  .... 

0  0  Dundee  and  Arbroath I  1,443  1,438 

0  0|  Durham  and  Sunderland 2,867  2.928 


C.  67.  \  I  Eastern  Counties  and  Northern  I 
N.fl/./l    andEastern    '  41,835 

6   0   0  Edinburgh  and  Glasgow I  16.429 


24.939 
13.709 


1.4534m) ,  1,104,773 

I  866.666   806,134 

2,364,333  |  2,597,317 

1.730.000  I  1,206',  196 
8*100.000  I  8,1794»0 


I  10 
0  5 
5    0 


5  10 
3    4 


6    0 
2    0 

10    0 


0  Glasgow.  Paisley,  and  Ayr 9,550 

0 1  Glasgow.  Paisley,  and  Greenock'    4.437 
0  Grand  Junction,  amalg.  with  Birmingh. 

Graveaend  and  Rochester  . . 
0  Great  North  of  England. . . . 
OGreat Western  


4.496 


97,064  I  87.176 


9«037,375 
6.419,000 
1.006,000 
9,990,000 


701.740;  1  10 
1,974.331  5  0 
7.417,217 ,  «  0 
1.078,761  !  0  2 
2,653.073     1  15 


6  0  0 
10  0  0 
10    0  0 

1  10  0 

7  0  0 


Hartlepool 5.233!    ... 

HuU  and  Selby,  amalg.  with  York  dc  N.  Midland 
Liverpool  Sc  Man.,  amal.  with  Bir.  . .  Rets.  Imper. 

Lond.  and  Binn.  5e  Grand  June  187,155 

London  and  Blackwall   ,    5.064       

London  and  Brighton 29.906  I  21,609 


842.502    0   7    0    3  10    0  London  and  Croydon 

2,620.794  •  2    2    6   10    4  10  London  and  South  Western. . . . 
2393,000    2.197,585;  1    3  10^   6   9    4 1  Manchester  and  Birmingham  .. 

4,743,333    3.372,240  !  2  18    0     8    0    O.Manchester  and  Leeds 

842,796,2  14    0    5  16    O'Manchcster  and  Bolton,  5e  Bury 


921,333 
4,212. 


650.000 


7.48U       6,797 

36,612  I    3,;»7 

22,773  I    ... 

29,689  ,  31,213 

5,498       5,278 


.  6,310,800    6,096,105    3  13    9 

1.950,000    1.137,385 

—        '  1.272,031 

910.000  <     316,889 

^        •     573,818 
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1  5 
0  10 
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7  7 
5  0 
9  0 
5    0 

5  0 

6  15 


6'MidlaBd    

0!  Newcastle  and  Carlisle 

0  Newcastle  and  Darlington 

0|  Newcastle  and  NofthShields  . 


Norfolk 

N.  Union  &  Bolton  5e  Preston* 


79,421  i  62/Ml 
9.273  I  7.706 
13,527  I  7.403 
9,306  I  1,930 
6.099  I  1.407 
amalg.  with  Man. 


450,000 

1,533,000 

8.817.277 

040,000 

983.035 


432,014 
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4,984.924 


0  16    0 
3    3    0 


I  5    0 

I  3 


0  12    6  '  2  10   0  Preston  and  Wyn   

0  Sheffield  and  Manchester  . 


4  0  South-Eastern  and  Dover 

5    0  OTaffVaie 

5  10  0  Ulster Returns  imperfect. 

10   0  0;York  and  North  Midland 25,216 


3,023 

8,553 

36,856 

5,968 


9,944 
4,350 
27.813 
4,979 

13,006 


1,600.000 


9,009,910 


0  18  9 
0  18  0 


FoRxiew  Railways. 

8  0   O;  Parte  and  Orleans 

8   0   0  Psris  sad  Rouen 


93i484 


9l,383 
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Clo8(no  Pricks. 


Shares. 


£ 
50 

1(M) 
95 
80 

33k 
50 
80 
50 
85 
85 

50 
80 
85 
50 
85 
60 


Railways. 


Aberdeen 

Amber,  Nott.,Boaton,&E.Jun. 
Birmingham  and  Gloucester. . 

Do.  New  (usued  at74tii».)-- 
Birmingham  and  Oxford  June. 

Bristol  and  Exeter j  75 

Do.  New  5 

Brisitol  and  Gloucester 30 

Buckinfthamshire 42#. 

Caledonian '  i5 

Do.  i  Shares    «4 

Do.  ExteiKsion    ^i 

Cambridge  and  Oxford !§ 

Chester  and  Holyhead 8^i 

Chumetand  Blyihe 8 

Cork  and  W'aierford I  U 


1 4. 1 6.0   24i  — 
8.J(i.0      8    — 
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1! 
2i 
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20 

]<K) 

5 
10 
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a-i 

.'»0 
5 


Cornwall 

Derby  and  Crewe 

Direct  Manchesi.i  R«min/?^/on**] 
Do.       do.         {Riutrick'*) . . 

85      \ Direct  Northern    

60       DubMn  and  Uclfiist  Junction  . 
40       Dublin  and  Galway 
ATeM{;e  Eastern  Counties  . . 

14.16         Do.  New 

fi.13.4        Do.  Pcrpet  5  percent.  No.  I.  6.1.'J.4 

e.l.T4   I     Do.     do No.  8.  6.13.4 

lO      I     Do.  York  Kxtension   l'^.  ( 

East  Lincoln ^h ire U  i 

50       Edinburgh  and  Glasgow 50     I  75 

85  :     Do.  i  Shares   '     10 

}8i    I     Do.  i  Shares   I2i 

184    I     Do.  New  :f  Shires 12i 

Edinburgh  ami  Perth 3 

18      I Elv  and  Huntingdon    7i 

'Gloucester.  Aberystwith,  and 
Centr  «1  of  Wales 
20       Goole,  Ooncaster.  Ac  Sheffield 

86  Grand  Union*  Nott i ng.*V  I .y nu) 
Great  Ensfern  and  NVrstern  .. 

80       Great  Grimsby,  Louth.  H  iru- 

!     castl'^,  Liniv.aml  Mid.  .Innc. 

50       Gr  '..  3(Mith.&  Wist.  (Ireland) 

100       (neat  North  of  Ku^laiid 

40  Do.  New  

ji»  Do.  New  

)5  Do.  New  

100       Great  Western    

50  Do.  i  Sh.ire*   

85  Do.  i  Shares   

80  Do.  Fifths    |    20 

50       Guildford.  Fareham.&PorU'*.'      5 

50       HullandSelby ;    50 

184         Do.  i  Shares   12i 

85  Do.  i  Shares    I    15 

50       Lancaster  and  Carlisle '    40 

Do.  New •      5 

BO       Leeds  and  Bradford 26 

80       Leicester  and  Birmingham ,    22*. 

80       Leicester  and  Bedford 22*. 

80       Leicester,  Tarn  w.,Cov.,Birra.,     42*. 

and  Trent  Valley  Junction 
85       Liverpool  and  Leeds  Direct.. 
85       Liverpool.    Manchester,    and 
Newcastle  J  unction 

Stock     London  and  Dirmingliam 

82  Do.  Thirds ^ 

85  Do.  Quarters 

80  Do.Fifths   

85       London  and  Birm.  Extension . . 

Averaffe  London  and  Black  wall   

Do.  New 

Do.  Extension    

50       London  and  Brighton 

Do.  Consolidated  Eiijhihs  . . 
50  Do.         do.  Fifths.... 

Average  London  and  Croydon 

9  Do.  Guaranteed  5  per  Cent . 

Average  l^ndon  and  Greenwich 1 12. 15.4 1 

Average      Do.  Preference  or  Privilege  18.17.2'  22 
Average  London  and  South  Western.  .'41.6.10|  80 
40  Do.  New  Consol.  Eighths  . . 

50  Do.  New  

40  Do.  New 

50       London  and  York 

85  Do.  i  Shares   
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50       London,  Salisbury, and  Yeovil 
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Shtiet., 


KaUways. 


'Londooden7  and  Coleraine . 
Londnoderry  and  Enniskillen 
Id  Eh 


:  Lynn  and  Ely . 

j  Lynn  and  Dereham  . 

'Man 


anchestrr  and  Leeds 

Do.  i  Shares   

Do.  \  Shares   

Do.  Fifths    

^    j    Do.  Sixteenths 

20  Do.  Extension    

40     ;Manchester  and  Birmingham 

10         Do.  k  Shares,  A 

10  Do.       do.       B 

Do.       do.      C 

,  Do.  Contin.  and  Welsh  June 
Manch.,  Buxton. and  Matlock 
I  Manchester  and  Southampton 
Midland... 
Do.  New 
'  Do.  Birmingham  and  Derby 
Newcastle  dr  Darlington  June. 

:    Do.  New  

!    Do.  New,  BrandHnf( 

,  Newcastle  and  Berwick 

Newark,  Sheffield,  and  Boston 

Norfolk    

Do.  i  Shares  . 
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SO 
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Railway  Shaus  List — continued. 

KOREIGN  RAILWAYS. 
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SOUTH-EASTERN  RAILWAY  COMPANY. 


AUDI  ALTEBAK  PARTEM. 


LONDON: 
PUBLISHED  BY  EFFINGHAM  WILSON, 

BOYAL  EZCHAN08. 
1846. 


A    REPLY, 


In  the  anticipation  of  the  approaching  parliamentary 
contest  for  the  service  of  the  Northern  District  of  the 
County  of  Kent  with  Railway  accommodation,  the  Direc- 
tors of  the  South-Eastem  Company  have  deemed  it 
expedient  to  enter  into  an  elaborate  defence  of  their  multi- 
farious schemes  for  the  present  session ;  a  task  which  they 
have  accomplished  in  the  form  of  a  "  General  Statement  of 
"  the  Position  and  Projects  of  the  Company ,""  whose  inte- 
rests they  represent. 

Considering  the  grave  amount  of  responsibility  that 
attaches  to  the  management  of  so  large  a  capital  as 
that  which  has  already  been  confessedly  sunk  in  the  execu- 
tion of  the  works  intrusted  to  their  control,  it  is  not  sur- 
prising that  the  Directors  of  the  South-Eastern  Company, 
having  in  view  further  and  still  more  extensive  under- 
takings, should  have  felt  it  incumbent  upon  them  to  enter 
into  an  explanation  of  somewhat  more  than  ordinary 
detail;  an  explanation  comprising,  in  fact,  nothing  less 
than  a  history  of  the  Company  from  the  period  of  its  first 
establishment  to  the  present  date. 

Notwithstanding  the  avowedly  general  character  of  this 
^*  Statement,^  it  is  impossible  not  to  perceive  that  the 
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whole  has  been  really  drawn  up  with  an  exclusive  reference 
to  the  claims  and  intentions  of  that  particular  Company 
with  which  they  were  directly  brought  into  collision  in 
the  last  parliamentary  session,  and  which  they  are  now 
shortly  about  to  meet  upon  similar  grounds  before  the  same 
tribunal. 

Sensible  of  the  consequences  of  the  establishment  of  an 
independent  line,  devoted  expressly  to  the  service  of  a 
valuable  portion  of  the  county,  a  remoter  district  of 
which  they  had  distinctively  appropriated  to  themselves, 
the  project  of  a  North  Kent  and  direct  Dover  Railvay 
has,  as  indeed  might  naturally  be  expected,  been  met  by  the 
Directors  of  the  South-Eastem  Company  with  a  marked  and 
vigorous  opposition.  In  furtherance  of  this  opposition,  par- 
liamentary opinion  has  to  be  influenced  and  public  support 
obtained  ;  and  this,  the  *'  Statement  ^  in  question  is  mani- 
festly intended  to  accomplish. 

That  the  sole  object  of  this  publication,  whatever  its 
nominal  design,  has  been  to  pave  the  way  for  the  advance- 
ment of  the  claims  of  the  South-Eastem  Company  to  the 
annexation  of  the  northern  district  of  the  great  county  of 
Kent  to  their  existing  Railway  system,  there  can  in  fact  be 
no  doubt  As  a  detail  of  the  existing  state  and  condition 
of  the  Company,  it  affords  no  available  information  what- 
ever. Dealing  almost  exclusively  in  general  observations, 
and  limited,  where  it  does  enter  into  details,  principally  to 
that  portion  of  its  subject  which  concerns  their  newly-pro- 
jected North  Kent  scheme,  it  can  be  only  reasonably  regarded 
as  a  vindication  of  the  right  to  the  supply  of  that  important 
portion  of  the  country  with  Railway  accommodation,  which 
they  have  so  confidently  asserted  as  exclusively  belonging  to 
themselves.  Accordingly,  it  is  upon  these  grounds  merely 
that  it  is  our  intention  to  deal  with  it.  As  to  the  condition 
or  prospects  of  the  South- Eastern  Company  abstractedly 


ooDBidered,  it  is  a  matter  with  which  we  have  no  concern, 
and  therefore  do  not  design  to  meddle.  But  the  unreason- 
able pretensions  which  it  has  undertaken  to  advocate,  to  the 
prejudice  of  other  schemes  which  have,  to  say  the  least,  an 
equal  daim  to  public  favour,  demand  refutation ;  and  to 
them  shall  our  observations  in  the  following  pages  be 
entirely  confined. 

The  book,  or  ^*  Statement,^  to  which  these  remarks  have 
reference,  has  been  circulated  with  no  little  industry,  and 
with  a  considerable  degree  of  confidence.  Whatever  may 
be  its  merit  as  a  prospectus  for  the  various  new  schemes  so 
ostentatiously  brought  forward,  it  certainly  contains  but 
little  to  induce  the  inhabitants  of  North  Kent  to  acquiesce 
in  so  extraordinary  a  monopoly.  The  people  of  North 
Kent  can  hardly,  we  think,  be  beguiled  by  any  force  of 
reasoning,  however  subtle  or  refined,  into  the  belief,  that  a 
Company  who  have  mismanaged  their  affairs,  even  to  the 
extent  apparent  upon  their  own  shewing,  and  with  above 
180  miles  of  Railway  already  upon  their  hands,  could 
execute  the  line  and  afford  the  accommodation  of  which 
that  portion  of  the  county  stands  so  much  in  need,  with 
the  same  efficiency  as  a  Company  having  no  conflicting 
interests  to  serve,  no  parallel  line  of  Railway  to  foster,  no 
existing  liabilities  to  relieve ;  nothing,  in  short,  to  interfere 
with  their  giving  the  greatest  possible  amount  of  accom- 
modation in  exchange  for  a  moderate  return  upon  the  mere 
capital  to  be  expended  in  the  execution  of  the  undertaking 
itself. 

The  grounds  upon  which  the  Directors  of  the  South- 
Eastem  Company  found  their  claims  to  preference  in  the 
construction  of  a  North  Kent  line,  so  far  as  they  can  be 
collected  from  the  "  Statement "  before  us,  appear  to  resolve 
themselves  into  four  distinct  heads,  under  which  they  may 
be  more  conveniently  considered. 


1.  The  first  of  these,  and  that  upon  which  the  greatest 
stress  appears  to  be  laid,  is  priority  of  design  in  respect  of 
the  scheme  in  question,  and  the  frustration  of  that  design, 
originally,  by  obstacles  which  were  then  beyond  their  con- 
trol. They  aUege  that  the  landowners  of  North  Kent,  in 
the  early  days  of  Railway  operations,  were  averse  to  a  line 
passing  through  that  part  of  the  county ;  and  (though  the 
paragraphs  with  which  the  case  is  introduced  are  singulaily 
ambiguous  in  all  that  relates  to  this  part  of  their  history) 
the  inference  is  unavoidably  suggested,  that  the  promoters 
of  the  South-Eastem  Company  were  the  parties  offering 
that  accommodation — that  by  the  opposition  of  the  land- 
owners, and  the  parliamentary  policy  of  the  day,  they  were 
driven  to  the  adoption  of  the  line  they  eventually  con- 
structed by  Reigate  and  through  the  Weald  of  Kent— and 
that  having  thus  been  confined  in  their  freedom  of  action 
to  the  South-Eastem  district,  and  having  there  expended  a 
large  capital  in  a  not-over-productive  undertaking,  they  9xe 
entitled  to  compensate  themselves  by  another  line  through 
the  more  populous  district  of  North  Kent,  to  the  exclusion 
of  a  new  and  independent  Company,  who  might  otherwise 
become  their  competitors. 

Admitting  for  a  moment  the  correctness  of  this  repre- 
sentation (which,  however,  we  shall  presently  shew  to  be 
entirely  erroneous),  we  beg  to  be  permitted  to  state,  that 
we  consider  it  to  be  a  principle  utterly  void  of  foundation, 
that  mere  priority  of  intention  can  give  to  one  party  any 
title  to  preference  over  another  in  respect  of  the  execution 
of  any  work  they  may  severally  have  projected.  Could  it 
for  a  moment  be  supposed  that,  because  certain  individuak 
once  contemplated  the  establishment  of  a  RaQway  in  Hamp- 
shire, but  which  they  found  themselves  unat>le  to  accomplish, 
and  consequently  turtied  their  attention  to  one  in  Wilt- 
shire, in  the  execution  of  which  they  were  more  successful, 


this  would  give  them  a  right  to  except  against  or  ride  over 
any  other  parties  who  might  afterwards  come  forward  to 
accommodate  the  county  from  which  they  had  previously 
thought  proper  to  withdraw  ?  Were  such  a  plea  to  be  held 
admissible,  it  would  be  in  the  power  of  any  influential 
Company  to  embarrass,  or  put  a  stop  to  all  improvement  in 
the  country,  by  merely  extending  an  intention  to  any  or 
every  possible  number  of  lines  which  they  might  conceive 
likely  to  be  required ;  and  then,  upon  the  basis  of  the  prin- 
ciple involved  in  the  position  of  the  South-Eastern  Directors, 
step  forward  and  stifle  the  endeavours  of  any  who^  with 
more  efficient  means  or  more  disinterested  views,  might 
seek  to  realize  the  projects  which  they  had  only  assumed  to 
have  devised. 

Passing  over,  however,  the  insufficiency  of  the  plea, 
we  have  no  hesitation  in  saying  that,  as  an  argument  in 
favour  of  the  position  assumed  by  the  Directors  of  the 
South-Eastern  Company^  it  will  be  found  to  be  no  less 
incorrect  than  it  is  weak.  In  the  first  place,  we  contend 
that  it  is  altogether  irrelevant  to  the  question,  to  attempt 
to  identify  as  the  proceedings  or  intentions  of  a  Company  the 
proceedings  or  intentions  of  distinct  individuals  antecedent 
to  its  own  constitution ;  and  for  this  simple  reason,  that 
until  such  constitution  it  can  never  be  eflectually  ascer- 
tained whether  those  individuals  really  form  any  part  of 
the  Company  by  whom  the  benefit  of  them  is  subsequently 
claimed.  If,  therefore,  any  importance  could  be  attached 
to  the  plea  of  priority  of  intention  in  respect  of  a  project 
said  to  have  been  concocted  in  183^  we  deny  that  the 
Directors  of  the  South-Eastern  Company,  established  in 
1836,  can  shew  a  particle  more  right  to  the  benefit  of  it 
than  the  Directors  of  the  independent  North  Kent,  vir- 
tuaUy  established  in  1845. 
But,  in  the  second  place,  let  us  proceed  to  look  a  little 
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more  closely  into  this  assumption  of  a  priority  of  design  in 
respect  of  a  North  Kent  Railway,  and  its  frustration  by  the 
opposition  of  the  landowners  and  the  parliamentary  pdicy 
of  the  day.  In  the  mode  in  which  we  have  been  hitherto 
dealing  with  the  claims  of  the  South-Eastern  Directors,  as 
set  forth  in  their  "  Statement,^  we  have  been  adopting,  as 
of  necessity,  the  inference  that  such  a  priority  of  design  had 
been  expressly  asserted  in  connection  with  the  Company  in 
whose  behalf  it  has  been  advanced.  But,  such  is  really 
not  the  case.  With  all  the  minute  detail  of  projects  enter- 
tained and  abandoned,  with  all  the  display  of  argument 
about  priority  of  design  and  the  hardship  of  uncalled-for 
competition,  no  attempt  is  expressly  made  to  establish 
any  definite  connection  between  the  promoters  or  Directon 
of  the  South-Eastem  Compuiy,  and  any  of  these  projects 
so  carefully  enumerated  and  described.  There  is  not,  in 
fact,  throughout  the  whole  **  Statement,^  a  single  distinct 
specification  of  any  parties  related  to  or  representing  that 
Company  having  ever  proposed  or  contemplated  a  Horih 
Kent  scheme,  before  the  project  had  been  taken  up  by 
the  parties  against  whose  interference  they  are  at  present 
so  loudly  exclaiming. 

Without  for  a  moment  intending  to  insinuate  that  the 
Directors  of  the  South-Eastem  Company  could  have  been 
conscious  of  such  a  purpose,  we  cannot  help  feeling  that 
the  manner  in  which  this  part  of  their  argument  is  con- 
ducted is  very  unjustly  calculated  to  lead  the  public  mind 
to  a  conclusion  totally  difierent  from  what  the  premises 
would  suggest,  if  they  had  been  fairly  and  distinctly  re- 
presented. 

And  now  let  us  see  how  the  real  facts  of  the  case  bear 
out  the  presumption  that  a  North  Kent  scheme,  for  which 
they  are  now  so  stoutly  contending,  ever  formed  part  of 
the  design  with  a  view  to  which  the  South-Eastem  Com* 


pany  was  originally  constituted.  Certain  it  is,  that  when 
they  first  brought  out  their  scheme  for  the  South-Eastern 
Railway,  other  parties  were  in  possession  of  the  North 
Kent  district,  and  even  a  third  company  had  projected 
and  surveyed  a  Mid-Kent  line ;  all  three  parties  being  in  Par- 
liament for  bills  in  1886.  Now,  it  is  rather  an  important 
circumstance,  as  bearing  upon  the  present  question,  that  it 
does  not  appear  that  the  original  promoters  of  the  South- 
Eastem  line  at  the  time  entertained  any  very  serious  appre- 
hensions from  the  North  Kent  project,  or  offered  it  any 
vigorous  opposition,  except  in  respect  of  its  extension  to 
Dover;  nor  did  any  thing  transpire  to  warrant  a  suspicion 
that  they  laid  any  claim  to  the  Thames  valley  as  part  of 
their  system,  or  entertained  any  views  with  respect  to  it 
in  connection  with  their  Railway  speculations. 

With  regard  to  the  views  of  Parliament  as  having  in- 
fluenced the  promoters  of  the  South-Eastem  Railway  to 
the  adoption  of  the  line  which  they  then  pursued,  if  we  may 
judge  of  those  views  by  the  extracts  quoted  in  the  ^*  State- 
ment^ before  us,  so  far  from  regarding  with  disfavour  the 
project  of  a  North  Kent  line,  the  committee  sitting  on  the 
schemes  in  question,  and  at  the  time  of  passing  the  South- 
Eastem  Bill,  expressly  distinguished  the  North  Kent 
District  as  one  entitled  to  consideration,  *^  provided  it 
««  could  be  shewn  that  such  a  line  might  be  accomplished 
**  without  insuperable  engineering  difficulty.^ 

To  what  extent  the  promoters  of  the  South-Eastem  Com^ 
pany  may  have  been  determined  in  their  choice  of  a  line  by 
the  opposition  of  the  inhabitants  of  Kent,  if  indeed  their 
choice  had  been  affected  by  such  considerations,  we  do  not 
take  upon  ourselves  to  pronounce.  But  this  much  is  clear 
beyond  all  question,  that  no  such  opposing  principle  pre- 
vailed to  any  very  great  degree  in  the  districts  through 
which  chiefly  the  North  Kent  line  would  then  have  had,  as 


10 

it  has  now,  to  be  conducted ;  for,  even  in  1836,  we  find 
the  inhabitants  of  important  towns  along  the  line,  Chat- 
ham, Rochester,  and  Strood,  holding  public  meetings, 
and  actually  petitioning  Parliament  that  no  line  of  Rail- 
way should  be  sanctioned  through  Kent  which  did  not 
include  those  towns  and  their  yicinities. 

Whatever,  therefore,  may  have  been  the  general  policy 
of  Parliament  at  the  period  in  question,  or  whatever  the 
sentiments  of  the  inhabitants  of  Kent  in  other  districts,  it 
is  not  probable  that  either  the  one  or  the  other  could  have 
had  any  share  in  preventing  the  original  promoters  of  the 
South-Eastern  Railway  from  including  the  North  Kent 
District  within  the  sphere  of  their  speculations,  if  ever 
they  had  seriously  entertained  any  intention  upon  the  sub- 
ject. And  it  does  seem  not  a  little  unjust  towards  North 
Kent  and  those  who  have  now  come  forward  to  supply  its 
wants,  that  the  Company,  who  pressed  their  original  Bill  in 
opposition  to  the  wishes  of  the  districts  so  clearly  evinced,  as 
we  have  just  shewn,  and  who  executed  their  line  with  a  fuU 
knowledge  that  the  very  committee  which  had  reported  in 
their  favour,  had  declared  that  a  North  Kent  line  would 
deserve  consideration  if  its  engineering  difficulties  could  be 
overcome,  should  now  endeavour  to  wrest  from  the  hands  of 
others  a  project  which  they  were  the  first  to  bring  forward 
in  a  practicable  shape,  and  which,  but  for  their  int^erenoe, 
as  we  shall  presently  shew,  there  is  every  reason  to  believe 
would  never  have  been  attempted  by  those  who  are  now  so 
clamorous  in  its  behalf. 

The  truth  is,  the  South-Eastern  Company  was  originally 
formed  for  other  objects  than  the  accommodation  of  North 
Kent,  and  more  consistent  with  the  name  by  which  they 
had  elected  to  be  distinguished;  namely,  the  carrying 
out  of  a  Railway  from  London  to  Brighton  and  Dover  by 
one  common  outlet  from  the  metropolis.     The  oppesitioo 


11 

of  other  Companies  indeed  subsequently  oompeUed  them 
to  abandon  the  Brighton  portion  of  their  scheme.  But 
even  then,  when  one  might  suppose  they  would,  if  ever 
they  had  such  intentions,  have  proceeded  to  the  ocwiple^ 
tion  of  what  they  please  to  call  their  original  designs,  they 
made  no  attempt  to  extend  their  works  to  North  Kent ; 
but  instead  of  doing  so,  reduced  their  capital  from 
J&2,100,000  to  <&1,400,000,  confining  their  views  to  the 
execution  of  their  original  plan  and  mode  of  carrying  their 
line  to  Dover  by  the  Croydon  Railway,  and  through  the 
Weald  of  Kent. 

Their  first  prospectus,  dated  the  80th  October,  188S,  is 
entitled  ^*  South-Eastern  Railway. — London  to  Brighton 
"  and  London  to  Dover.'*  "  To  Brighton  by  Croydon, 
««  Oxted,  North  Lindfidd,  and  Clayton."  *<  To  Dover, 
**  by  Croydon,  Oxted,  Tunbridge,  and  Ashford.'' 

The  foUowing  paragraphs  in  the  body  of  this  prospectus 
clearly  define  the  object  and  scheme  of  the  Company. 

^<  The  great  importance  attached  by  subscribers  to  the 
'^  immediate  opening  of  a  communication  by  Dover  with 
"  the  continent  has  determined  the  promoters  of  this 
^*  undertaking  on  proceeding  in  the  next  Session  of  Par- 
<<  liament  to  complete  their  whole  design  to  Brighton  and 
*^  to  Dover,  adopting  the  Greenwich  and  Croydon  Railway 
^*  for  passengers  to  and  from  the  dty,  and  the  Southamp- 
<<  ton  Railway  for. the  west  end  traffic  to  one  common  point 
"  at  Croydon." 

**  The  plan,  therefore,  not  only  offers  the  shortest  and 
<<  most  direct  line  to  Brighton,  but  for  the  first  twenty 
<<  miles  out  of  London  it  answers  the  purpose  of  a  joint 
<'  communication  with  Brighton,  Tunbridge,  the  Weald  of 
<<  Kent,  and  Dover. 

<<  The  advantages  of  effecting  these  very  important 
*^  objects  at  one  common  expense  for  a  considerable  part  of 
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**  the  distance  and  by  the  adoption  of  existing  outlets  from 
**  London  are  obvious. 

*^  From  the  junction  at  Croydon  the  line  proceeds  to  a 
*^  point  between  Oxted  and  Godstone. 

**  From  Oxted  the  Brighton  line  is  carried  almost  direct 
'^  by  Worth,  Lindfield,  Wivelsfield,  and  Clayton,  and 
**  terminates  at  the  great  northern  entrance.  This  ter- 
**  minus  is  central  to  all  parts  of  Brighton,  and  from  it  a 
*<  branch  may  be  carried  to  Shoreham,  6ve  miles,  by  whidi 
**  the  commercial  advantages  of  that  port  will  be  secured 
*^  without  increasing  the  distance  of  Brighton  fitom  the 
**  metropolis  and  subjecting  passengers  to  the  inconvenience 
*^  of  travelling  round  by  Shoreham.  From  Wivelsfield  a 
**  favourable  line  is  formed  to  Lewes  and  to  Newhaven,  to 
*^  which,  as  the  only  good  natural  harbour  for  large 
*^  vessels  between  the  Downs  and  Portsmouth,  the  atten- 
^*  tion  of  government  and  the  public  has  long  been  directed. 
*<  From  Oxted  the  Kentish  line  proceeds  direct  to  Tun- 
^  bridge,  from  whence  a  short  branch  leads  to  Tunbridge 
"  WeUs.""  **  From  Tunbridge  the  line  is  direct  through 
^  the  Weald  to  Ashford,  and  thence  to  Doven^ 

Can  any  one  say,  after  reading  these  paragraphs,  that  the 
South-Eastem  Railway  was  really  formed  to  serve  as  a 
grand  trunk  line  for  the  north  or  north-eastern  part  of 
Kent  ?  Is  it  not,  on  the  other  hand,  obvious  that  it  was 
constituted  with  an  exclusive  view  to  the  districts  between 
Dover  and  Brighton,  the  true  south-eastern  direction  of 
the  line  ? 

And  this  conclusion  is  only  consistent  with  the  testimony 
aJBbrded  in  the  express  declarations  of  the  engineers  to 
whom  the  selection  of  their  line  was  originally  referred. 
In  the  printed  evidence  offered  by  the  South-Eastern 
Company  themselves  before  the  Conunittee  of  Parliament 
in  18S6,  we  find  Mr.  H.  R.  Palmer,  then  their  engineer  in 
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chief,  and  whose  attention,  he  says  himself,  had  been 
directed  to  the  subject  of  Railways  in  Kent  ever  since  the 
year  18S5,  making  the  following  very  remarkable  state- 
ments with  reference  to  the  views  which  the  promoters  of 
that  Company  originally  entertained.  ^<  I  was  instructed,** 
he  says,  ^^  to  ascertain  such  a  line  between  London  and 
<<  Dover  as  wotUd  also  form  part  of  a  communtcation 
**  between  London  and  Brighton.^''  And,  subsequently, 
as  if  it  had  been  so  ordered,  that  no  doubt  whatever  might 
be  left  as  to  the  original  views  of  the  South-Eastern  Com- 
pany, the  question  is  distinctly  repeated  to  him,  ^*  Were 
**  not  your  instructions  to  see  t/ a  Railroad  could  be  made 
^*  to  Dover  communicating  with  Brighton  also  f^  To 
which  he  replies,  in  terms  equally  comprehensive  and  clear, 
"  Undoubtedly,  I  had  such  instructions ;  and  I  attempted 
*^  to  form  a  line  to  Dover  and  another  to  Brighton,  having 
"one  common  course  to  a  certain  distance,  and  I  was  very 
**  much  astonished  when  I  found  (having  made  that  attempt, 
*^  in  which  I  was  very  ready  to  make  something  like  a 
"  sacrifice  on  the  part  of  Dover  to  Brighton)^ — I  was 
"  surprised  to  find  I  had  made  no  sacrifice,  but  that  I  had 
"  still  got  the  best  possible  line  to  Dover.*" 

And  these  admissions  on  the  part  of  Mr.  Palmer,  the 
engineer  by  whom  the  line  was  first  laid  down,  are  fully 
corroborated  by  the  testimony  of  Captain  Pringle,  of  the 
Engineers,  another  witness  produced  by  the  promoters  of 

*  the  South-Eastern  Company  before  the  same  committee  in 
1836,  Captain  Pringle  distinctly  asserts,  on  the  part  of 
the  promoters,  of  whom  he  was  himself  one,  that  they  did 

'  not  either  design  or  desire  to  establish  any  communication 

•  with  North  Kent,  of  the  kind  which  they  would  now  fain 
persuade  the  world  was  a  part  of  their  original  scheme. 
"  We  don't  pretend,""  he  observes,  "  to  make  a  branch  to 
"  Rochester.     We  should  be  glad  if  Rochester   made  a 
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<<  branch  to  us.^'  Is  it  not,  therefore,  evidebt  irom  these 
declarations  that  whatever  might  have  been  the  cause  of 
their  adopting  their  present  line,  whethar  the  desire  to 
include  Brighton  within  their  scheme  or  (as  it  will  more 
probably  be  inferred  fW>m  the  rest  of  the  evidence  given 
upon  the  occasion  in  question)  the  formidable  engineering 
difficulties  of  the  country,  the  views  of  the  promoters 
of  the  South-Eastern  Railway,  in  1886,  were  in  strict 
aoooidance  with  what  tliey  themselves  represented  them  to 
be  in  the  prospectus  to  which  we  have  above  refored  ?^ 

In  conformity  to  this  prospectus,  so  far  as  the  Kentish 
portion  of  their  project  was  concerned,  a  Bill  for  the  iDcar- 
poration  of  the  Company  was  brought  into  Parliament  in 
1836,  and  was  passed  on  the  Slst  June  in  that  year.  Bat 
do  they  then  proceed  to  the  accomplishment  of  their 
scheme?  So  far  from  it,  we  find  them  in  Parliament 
again  the  following  year,  having  suspended  the  executioD 
of  their  already  sanctioned  line,  renewing  their  efforts  for 
the  Brighton  line ;  and  it  is  to  arrangements  entered  into 
between  them  and  the  Brighton  Company  for  their  mutual 
advantage,  that  the  diversion  of  thehr  trunk  line  from 
Oxted  to  Reigate,  three  miles  and  a  half  further  to  the 
south-eastward,  is  really  to  be  ascribed,  and  not  to  any 
principle  of  opposition  on  the  part  of  the  landowners,  or  the 
parliamentary  policy  of  the  day.  This  agreement  the 
Directors  set  out  in  their  Report  to  their  shardiolders 
in  1888;  taking  credit  to  themselves  for  the  airange- 
ment  as  securing  a  beneficial  interest  in  the  Brighton 
traffic. 

In  the  year  1888  they  turned  their  attention  to  the  for- 
mation of  the  residue  of  their  line  from  Reigate  to  Dow, 
which  appears  to  have  occupied  six  more  years  in  the  con- 

*  Additional  extracts  from  the  evidence  produced  upon  the  occaaioo  in 
question,  bearing  upon  this  point,  is  given  in  the  Appendix  subjoined. 
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struction — the  line  to  Dover  not  being  opened  till  the  year 
1844 ;  and  so  little  was  the  district  of  country  north  of 
their  operations  then  regarded,  that  they  raised  a  large 
additional  capital  for  the  purpose  of  making  a  harbour  at 
Folkestone,  constituting  Folkestone  their  limit  terminus, 
and  placing  Dover  on  a  mere  extension. 

But  this  era  of  restriction  is  at  length  destined  to 
have  an  end.  A  period  has  now  arrived,  when  the 
hitherto  neglected  interests  of  North  Kent  seem  to  have 
excited  the  dormant  sympathies  of  the  South-Eastem 
Directors,  and  the  whole  aspect  of  their  affairs  begins  to 
exhibit  a  characteristic  change.  Suddenly  emancipating 
themselves  from  the  trammels  under  which  they  appear  to 
have  been  previously  acting,  they  all  at  once  begin  to  feel 
that  their  sphere  of  operation  has  been  too  confined — that 
other  districts  equally  merit  their  consideration,  and  that 
new  and  enlarged  works  must  be  executed  to  subserve  the 
fulfilment  of  their  new  and  enlarged  designs.  After  an 
intimation  to  the  effect  that  **  they  might  perhaps  have  suc- 
^^  cessfully  advanced  a  claim  to  be  protected  from  injurious 
*^  competition,  until  a  longer  time  had  been  afforded  for 
^^  the  development  of  their  system,^  they  go  on  to  observe 
in  their  present  Statement,  that  *^  the  Directors  have  taken 
**  a  wider  and  a  more  liberal,  and,  as  they  believe,  a  more 
"  politic  view  of  the  subject.'"  **  They  are  not  disposed,^ 
they  say,  "  to  raise  the  plea  of  vested  interest,^ — they  pro- 
fess that  *^  they  have  felt  from  the  first  that  it  would  be 
**  unsound  and  impolitic  for  them  to  attempt  to  bring  for- 
^*  ward  any  imperfect  scheme  composed  of  branches  from 
*^  their  existing  lines,  or  other  secondary  expedients,  which, 
*^  although  incomplete  in  themselves,  might  yet  be  sufficient 
^*  to  prevent  the  execution  by  other  parties  of  further  or 
*'  improved  projects ;  and  that  their  only  true  security  con-  • 
"  sisted  in  identifying  their  interests  thoroughly  with  those 
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"  of  the  public,  by  providing  the  best  possible  communica- 
"  tions,  and  the  best  possible  accommodation,  at  the  lowest 
^^  possible  fares.  Acting  on  these  views,"  the  pamphlet 
proceeds,  *^  the  Directors  instructed  Mr.  Robert  Stephenson 
<*  to  prepare  for  Parliament  the  most  perfect  scheme  he 
**  could  devise  for  completing  an  entire  system  of  Railway 
**  communication  for,***  what  they  are  pleased  to  call  "the 
"  South-Eastem  district ;''  being  <*  convinced  that  the  time 
<^  had  arrived  for  the  completion  of  that  comprehendve 
^*  system  of  which  the  Company,  nine  years  ago,  had  laid 
"  down  the  great  backbone,  and  the  full  development  of  whidi 
**  had  only  bided  its  time.**'  And  bow  is  this  now  proposed 
to  be  accomplished  ?  By  making  this  ^<  backbone ''^  available? 
On  the  contrary,  they  appear  to  have  broken  the  back  of 
their  original  scheme  by  the  weight  of  capital  already  laid 
upon  it ;  and,  instead  of  using  it  as  the  main  trunk  or  con- 
duit for  their  new  schemes,  they  cast  it  off  altogether  from 
its  very  commencement,  and  lay  down  an  entire  new  line 
from  the  metropolis,  as  distinct  from  it  as  the  line  that  has 
been  proposed  by  the  North  Kent  Company  ! 

And  now  we  would  fain  ask,  when  this  change  in  their 
plans  presented  itself  to  their  minds  ?  We  have  already 
demonstrated  that  a  North  Kent  line  formed  no  part  of  their 
scheme  originally ;  did  it,  then,  enter  into  their  contempla- 
tion in  1843,  when  they  obtained  their  Act  for  making  a 
branch  line  from  Paddock  Wood  to  Maidstone  ?  Or  in  1844, 
when  they  obtained  another  Act  for  making  a  line  from  one 
of  the  joints  of  their  "backbone"  at  Ashford,  to  Canter- 
bury ?  Obviously  neither ;  for  their  projected  line  from 
Hungerford  Bridge  to  Maidstone  and  Ashford,  and  their 
new  North  Kent  line  from  the  Greenwich  Railway  to 
Chilham  and  Canterbury,  will  render  those  two  lines,  for 
which  some  hundreds  of  thousands  of  pounds  have  been 
raised  and  already  expended,  utterly  useless,  so  far  at  least 
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as  their  original  purpose  is  concerned.  To  some  more  recent 
period,  therefore,  this  remarkable  change  in  their  views 
must  evidently  be  referred.  Let  us  then  see  if  we  cannot 
solve  this  intricate  question.  Let  us  endeavour  to  trace 
these  pcooeedingB  to  their  proper  source ;  and  we  are  much 
mistaken  if  we  do  not  succeed  in  referring  them  to  a  much 
more  definite  period,  and  to  motives  very  different  from 
those  to  which  the  South-Eastem  Directors  so  adroitly  lay 
dainu 

In  the  early  part  of  the  year  1844^  it  became  known  to 
some  of  the  parties  connected  with  the  South-Eastem  Com- 
pany that  the  present  promoters  of  the  independent  North 
Kent  Railway  were  contemplating  the  revival  of  a  scheme, 
which  they  had  projected  in  1841,  for  making  a  line  fmm  the 
Greenwich  Railway  to  Gravesend,  Strood,  and  Rochester. 
In  consequence,  as  it  may  be  inferred,  of  this  discovery, 
a  correspondence  ensued  between  the  South-Eastem  and 
Croydon  Companies,  and  measures  were  resolved  upon  with 
a  view  to  anticipate  such  an  attempt.  It  was  proposed, 
in  the  first  instance,  to  make  between  them  a  Railway  to 
Gravesend  and  Chatham ;  the  avowed  object  being  to  pre- 
vent other  parties  from  carrying  a  Railway  into  North  Kent. 
In  a  pamphlet  subsequently  published  by  the  Croydon  Com- 
pany, in  explanation  of  some  differences  that  had  arisen 
with  the  South-Eastem  Company  on  this  subject,  it  is 
stated:  *<It  became  manifest  that  some  line  of  Railway 
^'  communication  would  be  required  between  London  and 
'*  Chatham ;  and  as  it  was  equally  manifest  that  the  pro- 
*^  moters  of  any  such  line  being  other  than  the  Croydon  or 
^^  Dover  C<Hnpanies,  would  have  an  irresistible  temptation 
**  to  prolong  it  in  the  direction  of  the  coast,  it  could  not 
"  fail  thus  to  become,  to  a  great  extent,  a  competitor  with 
^^  the  Croydon  and  South-Eastem  Railways  for  the  Kentish 
'*  and  continental  traffic.^   This  was  of  so  much  importance 
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to  die  South-Eastern  and  Croydon  Companies,  that  **ia 
<<  the  beginning  of  the  present  year  (1844)  the  Diiecton  of 
<<  the  latter  sought  and  obtained  an  interview  with  the 
**  Directors  of  the  formeri^  and  after  some  deliberation, 
the  two  Companies  united  in  the  object  of  projecting  the 
line  to  Gravesend  and  Chatham. 

It  appears  that  this  scheme  was  not  proceeded  with ;  but 
in  the  month  of  June,  1844,  the  South-Eastern  Company 
intimated  to  the  Croydon  Company  that  they  were  about 
to  extend  the  Bricklayers^  Arms  branch  to  Gravesend,  and 
from  Gravesend  to  Maidstone,  at  the  same  time  invidng 
the  co>operation  of  the  Croydon  Company  in  their  projected 
undertaking.  On  the  85th  of  June,  1844,  the  secretary  of 
the  South-Eastem  Company  wrote  to  the  secretary  of  the 
Croydon  Company,  inclosing  a  copy  of  the  advertisement 
about  to  be  inserted  in  the  Times  newspaper,  in  which 
letter  is  the  following  paragraph:  ^<In  reference  thereto 
**  (namely  the  advertisement),  I  am  instructed  to  inform 
**  you  that  the  notice  embodied  therein  has  not  been  deter> 
*^  mined  on  from  any  hostile  view  towards  your  Company, 
*<  but  solely  in  protection  of  the  interests  of  this  Company, 
*^  and  also  in  conformity  with  an  intimation  communicated 
**  to  some  one  or  more  members  of  the  Croydon  Board,  at 
**  some  interview  which  has  recently  taken  place  between 
"  them  and  a  section  of  this  Board  on  questions  of  mutual 
**  interest.*^    The  advertisement  was  as  follows : — 

*^  London  to  Gravesend  and  Maidstone^  East  and 
<'  West  End  lines. 

<<  The  Dover  Company  have  directed  Mr.  R.  Stepheoson 
^  to  survey  the  country  between  their  Bricklayers^  Ami 
<<  branch  and  Gravesend,  and  between  Gravesend  and 
*^  Maidstone,  and  will  apply  to  Parliament  in  the  ensuing 
^^  Sessions  for  powers  to  make  a  line  in  pursuance  theieof. 
<<  The  .Hue  will  traverse  the  most  favourable  country,  and 
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"  will  command  both  the  London-bridge  and  West  End 
**  Termku  of  the  DoTer  Company. 

<<  By  order  of  the  Board, 

**  John  Whitehead,  Secretary. 
''SSth  June,  1844.'' 

Here,  then,  we  have  incontrovertible  evidence  that  even  in 
the  month  of  June,  1844,  the  South-Eastem  Directors  had 
iiot  yet  attained  the  true  climax  of  their  views ;  <^  that  they 
<*  had  not  then  felt  that  it  would  be  unsound  and  impolitic 
**  to  attempt  to  bring  forward  any  imperfect  scheme  com- 
**  poaed  of  branches  from  their  ewiatmg  lines  ^  that  they 
had  not  yet  discovered  that  the  time  had  arrived  for  the 
completion  of  that  *< comprehensive  system^  so  ostenta- 
tiously held  up  as  the  eventual  development  of  their 
original  designs. 

On  the  18th  of  July  following,  the  prospectus  for  the 
Independent  North  Kent  scheme,  then  called  the  <'  London, 
**  Chatham,  and  North  Kent  Bailway,^  was  published,  pro- 
posing the  formation  of  a  Company  for  the  construction  of 
a  Railway  to  Gravesend,  Rochester,  Chatham,  Ramsgate, 
and  Margate.  This  announcement  immediately  led  to  a 
change  of  views  on  the  part  of  the  South-Eastem  and 
Croydon  Companies ;  the  abandonment  of  the  Gravesend 
and  Maidstone  scheme  was  at  once  determined  upon,  and,  in 
pursuance  of  a  more  extended  plan,  the  necessity  for  which 
was  now  becoming  apparent,  the  South-Eastem  Company, 
in  the  month  of  August,  announced  their  intention  to  make 
a  North  Kent  line  through  Gravesend,  Sittingboume, 
Faversbam,  and  Chilham,  to  a  point  near  Canterbury. 
This  announcement  appears  to  have  occasioned  the  dissatis- 
faction of  the  Croydon  Directors,  and  finally  led  to  the 
publication  of  the  correspondence  between  the  two  com- 
panies. 
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The  Independent  North  Kent  line  of  last  Se8sbn(tbe 
Ramsgate  and  Margate  Junction  having  been  abandoned) 
ended  at  Canterbury,  at  a  point  whence  it  might  be  easily 
extended  to  Dover — the  South-Eastem  North  Kent  line  of 
the  same  Session  terminated  at  Chilham,  near  Canterbury, 
by  a  junction  with  their  Ashford,  Canterbury,  and  Rams- 
gate line.  The  North  Kent  line  of  the  present  Session  is 
carried  on  to  Dover  and  to  Deal;  and  lo!  the  South- 
Eastem  North  Kent  line  is  also  carried  on  from  Canterbuiy 
to  Dover ;  thus  completing  an  entirely  new  line  paraDel, 
and  competing  with  their  already  established  South-Eastem 
speculation  from  end  to  end. 

And  now,  we  ask,  will  any  one  believe  that  all  these 
movements  have  resulted  from  any  general  design  ocmnected 
with  the  original  formation  of  their  plan  for  a  Soutb- 
Eastem  Railway?  Is  it  not  perfectly  clear  that  their 
ruling  principle  throughout  has  been,  as  avowed  by  theoh 
selves  in  their  communications  with  the  Croydon  Board, 
purely  that  of  protection  and  defence;  and  that  their 
recently  projected  operations  in  North  Kent,  so  fiir  from 
having  constituted  a  part  of  their  primitive  and  prc^ 
speculation,  never  entered  into  their  intentions  till  they 
were  forced  upon  them  by  the  unexpected  scheme  ol  their 
opponmts  ? 

II.  Having  thus,  we  trust,  satisfactorily  dieposed  of  the 
main  grounds  upon  which  the  Directors  of  the  South- 
Eastero  Company,  in  their  *^  Statement,"^  appear  to  rest  their 
claims  for  the  construction  of  the  North  Kent  line,  we  go  on 
to  examine  the  second  of  the  pleas,  by  reference  to  which 
they  endeavour  to  sustain  their  pretensions — namdy,  the 
saving  of  expense  by  the  adoption  of  their  plans ;  upon 
which,  however,  as  little  is  said  by  them,  but  little  remains 
to  be  said  in  reply. 

The  whole  of  this  plea  is,  in  fact,  confined  to  the  ground 
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of  the  actual  possession  of  certain  portions  of  line — that  is 
to  say,  the  Bricklayers^  Arms  branch,  the  Greenwich  Rail- 
way, and  their  recently  acquired  interest  in  the  Thames 
and  Medway  Canal  Railway,  together  with  their  terminus 
at  London  Bridge — all  of  which  would  be  available  for  the 
new  North  Kent  Railway,  supposing  the  construction  of  it 
was  confided  to  themselves. 

This  important  plea  is  set  out  in  an  appeal  to  Parlia- 
ment for  protection,  upon  the  ground  that  the  outlay  by 
which  they  acquired  their  present  position  in  respect  of 
these  presumed  advantages  was  incurred  under  its  sanction, 
and  in  full  confidence  that  such  a  competition  as  they  now 
deprecate  would  not  be  allowed.  ^*I(  competition,^  say 
they,  *^  had  been  the  object  of  Parliament,  it  never  would 
**  have  sanctioned  measures  which  have  a  manifest  tendency 
**  to  defeat  competition,  and  which  in  point  of  fact  go  far 
'*  towards  rendering  its  existence  impossible  C*  an  important 
admission,  and  calculated  to  throw  no  small  degree  of  light 
upon  the  proceedings  of  the  Soutb-Eastern  Company  in 
respect  of  these  new  acquisitions,  since  the  apprehensions  of 
an  independent  North  Kent  line  had  been  awakened.  And 
then  they  go  on  to  specify  in  what  this  portentous  saving  con- 
sists, which  is  to  render  their  new  line  to  Dover  so  much  more 
preferable  a  speculation  than  that  proposed  by  their  com- 
petitors. **  It  cannot  be  conceived,^'  they  continue,  ^*  that 
^*  Parliament  would  sanction  the  waste  of  capital  and  wanton 
^^  interference  with  private  property  that  would  be  now  re- 
**  quired  to  construct  a  nominally  independent  North  Kent 
^*  line  from  London  to  Canterbury,  when  it  can  be  shewn 
*^  that  17  ( f )  miles  of  such  a  line,  including  a  Metropolitan 
**  terminus,  would  be  saved  by  the  adoption  of  lines  already 
**  constructed,  or  whose  construction  is  necessary  for  other 
*^  objects  under  the  arrangements  of  the  South-Eastem 
"Company.'' 


22 

It  is  disagreeable  to  have  occasion  to  recur  again  to  the 
charge  of  mystification  against  the  Directors  of  the  South* 
Eastern  Company,  or  the  author  of  the  **  Statement^  put 
forth  under  their  sanction ;  but  really  there  is  in  the  state* 
ment  of  this,  their  other  ground  of  argument,  something 
so  exceedingly  like  it,  that  it  is  only  the  consideration  of 
the  high  respectability  of  the  parties  that  makes  it  possible 
to  avoid  the  inference.  Would  not  any  one,  upon  reading 
this  statement,  believe  that  the  'Directors  of  the  Soutb- 
Eastem  Railway  intended  to  represent,  that  by  the  adoption 
of  their  line  in  preference  to  that  of  their  competitors,  there 
would  be  a  saving  of  17  miles  of  Railway  in  respect  of  the 
portions  which  they  have  already  or  shall  otherwise  have  oc- 
casion to  lay  down  P  And  yet  they  really  say  no  such  thing ; 
nor  do  they  mean  to  aay  it,  because  in  fact  it  would  not  be  true. 
What  the  Directors  assert  is  indeed  true — ^namely,  that  by 
the  adoption  of  their  proposals,  17  miles  of  their  line  would 
be  saved;  and  they  might  with  equal  correctness,  and 
upon  the  same  grounds,  have  added,  that  by  the  adoption 
of  their  old  line  as  it  now  stands  there  would  be  a  saving 
of  no  less  than  the  whole  distance  from  London  to  Dover. 
But  the  question  is  not,  how  much  of  their  line  would  be 
saved,  but  how  much  of  the  newly  projected  line  of  thrir 
competUora^  compared  with  that  which  they  propose  to  con- 
struct in  its  stead  ?  In  other  words^  what  is  the  diflerenoe 
between  the  two  lines  which  would  be  saved  by  the  adop- 
tion of  the  one  for  which  they  are  contending,  in  the 
portions  that  would  be  common  to  it  and  the  lines  thej 
already  possess?  And  this  is  not  17  miles,  but  only  a 
fraction  more  than  half,  as  a  slight  examination  will  suffice 
to  shew. 

The  entire  length  of  the  independent  North  Kent  line 
from  Southwark  Bridge  to  Dover  is  73  miles.  The  South- 
Eastern  North  Kent  line,  according  to  the  details  given  in 
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the  <*  Statement"^  of  the  Directors,  is  79  miles  and  three 
furlongs  (nearly  79^  miles)  from  Waterloo  Bridge.  Here 
then  is  at  once  a  'deduction  of  six  miles  and  a  half,  by 
which  the  question  of  saving  becomes  reduced  to  a  matter 
of  10^  miles  at  the  very  outset.  Then  it  is  to  be  observed 
that  whatever  may  have  been  the  intentions  of  the  Directors 
at  the  time  of  publishing  their  **  Statement,*'  according  to 
the  plana  lodged  for  Parliament^  not  a  yard  of  the  Brick- 
layers* Arms  branch,  which  is  included  in  the  calculation 
of  this  important  saving,  is  to  be  appropriated  to  the  new 
North  Kent  line.  And  this  brings  the  difference  to  a 
question  of  nine  miles. 

But,  before  we  conclude  upon  this  head,  it  is  necessary 
that  we  should  first  ascertain  what  these  nine  miles  are 
really  worth  in  the  argument  with  reference  to  whidi  they 
are  adduced. 

So  far  as  the  interests  of  the  public  are  concerned,  it  cer- 
tainly is  a  question  deserving  of  consideration,  whether,  by 
the  employment  of  lines  already  constructed,  an  equal 
amount  of  accommodation  can  be  made  to  accrue,  as  would 
result  from  the  adoption  of  new  and  independent  lines  to 
be  executed  at  an  additional  cost ;  since  the  expense  of  any 
work  of  this  nature  must  exercise  a  material  influence  upon 
the  price  at  which  that  accommodation  can  be  obtained. 
If,  however,  a  Company,  for  the  purpose  of  attaining  the 
advantage  which  the  possession  of  any  quantity  of  com- 
pleted works  may  be  thought  to  confer  upon  them  in  com- 
petition with  others,  shall  be  found  to  have  involved 
themselves  in  an  outlay  that  more  than  covers  the  legiti- 
mate cost  of  construction,  the  reasoning  fails,  and  the 
instrument  of  their  advantage  becomes  a  weapon  in  the 
hands  of  their  opponents. 

At  what    cost,   then,  we   have  yet   to  inquire,  have 
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these  nine  miles  of  Railway  been  procured?  In  the 
first  place,  the  Greenwich  Railway,  which  constitutes 
three  miles  out  of  the  nine,  is  obtained  at  the  chaige 
of  ^85,000  per  annum,  in  the  form  of  rent,  increaasg 
yearly  at  the  rate  of  JP1,000,  until  it  reaches  the  sran  d 
£4£fiOO  per  annum ;  which  sum,  at  twenty-five  years'  pur- 
diase,  or  four  per  cent,  is  equivalent  to  a  principal  sum 
of  <£^1,185,000;  nearly  one-third  of  the  enHre  eapiial 
required  for  the  constructicm  of  the  whole  independaU 
North  Kent  line  from  South wark  Bridge  to  Dover ! 

For  the  Thames  and  Medway  Canal  and  Railway,  it 
is  stated  they  are  to  pay  the  sum  of  jP8S0,000j  and 
another  sum  of  J&100,000  will,  it  is  understood,  be  re- 
quired to  fill  up  the  canal  and  adapt  the  whole  so  as  to 
admit  of  its  being  a  portion  of  their  North  Kent  schema 
These  five  and  a  half  miles  will,  therefore,  have  been  ob- 
tained at  a  cost  of  nearly  J&80,000  per  mile ;  bemg  jutt 
three  timee  the  cost  at  which  the  same  amount  of  new 
line  would  have  been  constructed ! 

Nqr  have ,  the  SouthrEastem  Company  the  plea  that 
they  have  been  allowed  to  involve  themselves  in  these  pre- 
posterous  liabilities  involuntarily,  and  in  no  expectation  of 
competing  projects;  for  the  purchase  of  the  Greaiwidi 
Railway  was  made  after  the  North  Kent  Company  bad 
actually  opened  a  negotiation  for  the  use  of  it  as  an  adjunct 
to  their  own  line  (and  in  fact  it  may  be  concluded,  with 
the  sole  view  of  shutting  them  out  from  a  London  ter- 
minus) ;  and  the  arrangements  with  the  Thames,  and  Med^ 
way  Canal  Company  have  been  entirely  effected  since  tk 
last  Session  of  Parliament,  and  in  all  probability  during 
the  very  period  when  the  **  Statement^  now  before  us  was 
under  consideration.  Upon  the  whole,  therefore,  neither 
as  an  argument  of  economy  nor  of  justice^  can  the  Direc- 
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tons  of  the  Soutb-Eastern  Company  derive  any  advantage 
from  the  poasession  of  those  works  in  competition  with  the 
promiJCers  of  the  North  Kent  line. 

III.  The  third  ground  upon  which  the  Directors  of 
the  South-Eastern  Railway  found  their  claim  to  the  con- 
struction of  the  new  North  Kent  line,  is  a  superior  capa- 
bility of  working  it,  by  reason  of  their  possession  of  the 
other  portions  of  the  *< great  South-Eastem  system;*'  a 
maxim,  fiom  the  truth  ef  which  we  beg,  in  the  present 
instance,  entirely  to  dissent. 

The  Directors  of  the  South-Eastem  Company  would, 
indeed,  doubtless  manage  the  matter  so  as  to  conduce  to 
their  own  advantage  much  more  efficaciously  if  they  had 
the  conduct  of  both  Railways,  than  they  could  if  they  had 
the  conduct  of  one ;  but  only  in  the  proportion  in  which 
they  made  the  interests  of  the  one  Railway  subservient  to 
the  interests  of  the  other.  But  it  is  in  this  very  subser- 
viency that  the  interest  of  the  Company  would  be  really 
opposed  to  that  of  the  puUic.  The  circumstances  of  the 
two  lines— the  South-Eastem  and  the  North  Kent— 4uie, 
in  fact,  essentially  incompatible  with  such  a  manage- 
moit.  The  country  through  which  the  latter  is  pro- 
posed to  pass  is  populous  and  productive  all  throughout. 
The  district  especially  affected  by  the  former  is  in  a  great 
degree  the  reverse.  The  business  of  the  South-Eastern 
Railway  is  principally  what  is  called  in  parliamentary  lan- 
guage ^*  a  through  traffic.^  An  independent  Company,  in 
the  management  of  a  North  Kent  line,  would  have  ample 
scope,  and  would,  moreover,  find  it  their  particular  interest 
to  combine  cheapness  with  celerity ;  whereas  the  South- 
Eastem  Company,  by  pursuing  such  a  course,  would  be 
withdrawing  altogether  the  traffic  from  their  original  line. 
What  course  the  Directors  of  the  South-Eastem  Company 
would  really  pursue  in  the  event  of  their  obtaining  the  con- 
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strucdon  of  the  new  North  Kent  line,  we  are  not  indeed  left 
to  conjecture.  In  the  representation  of  their  views  before 
the  parliamentary  committee  last  Session,  they  distinctly 
avowed  that  it  was  their  intention  to  use  the  South-Eastern 
Railway  for  the  purpose  of  quick  travelling  and  express 
trains;  involving  the  necessary  inference  that  the  North 
Kent  line  was  to  be  worked  by  slow  trains  and  frequent 
stoppages. 

Again,  what  is  to  be  the  effect  of  this  combination  as 
between  the  respective  shareholders  ?  Let  us  suppose  that  a 
capital  of  £8,000,000  shall  be  laid  out  in  the  execution  of 
the  North  Kent  Railway ;  and  it  may  be  assumed  that  a 
fair  return  will  be  obtained  under  any  management  from  the 
traiSc  incidental  to  such  a  line.  Will  the  parties  who  shall 
hold  shares  in  this  capital  admit  the  shareholders  represent- 
ing the  £6,800,000,  which  constitutes  the  virtual  ci^tal  d 
the  South-Eastem,  to  a  participation  in  those  returns? 
Certainly  not  of  their  own.  free  will ;  and  it  is  hardly  to  be 
supposed  that  Parliament  will  interfere  to  enforce  such  an 
amalgamation. 

In  every  point  of  view,  therefore,  considered,  the  combi- 
nation of  the  two  Railways  under  one  management  cannot 
fail  to  be  prejudicial  in  the  highest  degree  to  the  interests 
—of  the  public  in  general,  with  respect  to  both  lines,  and 
of  the  more  immediately  interested  parties,  with  respect  to 
that  line  from  which  the  greatest  amount  of  profits  miglit 
be  expected  to  accrua  Now,  as  there  can  be  little  doubt 
that,  of  the  two  competing  lines,  the  North  Kent  and  the 
South-Eastem,  the  former  is  that  to  which  the  superiini^ 
in  a  commercial  point  of  view  is  certain  to  be  ascribed,  it  it 
upon  this  line  and  its  connections  that  the  evil  consequences 
of  the  threatened  union  would  eventually  descend.  The 
South-Eastem  Ck>mpany  might  indeed  benefit,  or  rather 
avoid  damage^    by  the    conjunction,      fiut  assuredly  no 
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greater  detriment  could  befal  the  interests  of  Nortli 
Kent,  as  well  as  of  the  North  Kent  Railway,  than  to  hand 
them  over  to  the  control  of  a  less  prosperous  competitor, 
whose  advantage  from  the  alliance  would  only  be  the  mea- 
sure of  their  loss. 

IV.  We  have  now  come  to  the  last  of  the  particular 
advantages  to  which  the  Directors  of  the  South-Eastern 
Company  lay  claim  in  their  competition  with  the  promoters 
of  the  North  Kent  line.  Already  established  as  a  Com- 
pany, with  a  large  ^*  paid-up  capital,^  and  a  ^*  gross  in- 
"  come  of  £9l6Oy0O0  per  annum,^  arising  from  their  exe- 
cuted lines,  they  contend  that  they  are  in  a  situation  to 
offer  a  better  security  and  guarantee  for  the  due  completion 
and  management  of  the  contemplated  undertaking  than  a 
new  Company,  whose  only  tangible  security  consists  of  a 
parliamentary  deposit,  can  possibly  afford. 

This  is,  indeed,  a  very  specious  argument ;  but,  like  the 
rest,  which  we  have  already  discussed,  its  main  force 
depends  upon  its  not  being  thoroughly  investigated.  It 
is,  in  fact,  but  another  specimen  of  the  same  myatificoHon 
upon  which  we  have  already  had  occasion  to  comment. 
The  Directors  do  not,  indeed,  state  any  thing  but  what  is 
perfectly  true;  but  they  certainly  omit  to  state  that,  by 
reference  to  which  the  insuiSciency  of  the  whole  argument 
would  be  at  once  exposed. 

The  Directors  state  that  they  have  a  *<  paid-up  capital  ^  of 
^5,000,000,  and  a  gross  income  accruing  from  their  works 
of  about  JPS60,000  per  annum.  But  they  do  not  state 
that  this  capital,  having  been  raised  at  different  rates  of 
discount,  represents  an  actual  charge  of  about  <f  6,800,000, 
the  whole  of  which  has  been  apenij  and  that  of  the  gross 
amount  of  this  accruing  income,  there  is  not  available  so 
much  as  the  sum  of  £87,000  to  answer  the  claims  of 
those  by  whom  this  capital  has  been  subscribed. 
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To  verify  this,  we  need  not  travel  b^ond  their  own 
<^  Statement  ;^  although,  firom  the  obscurity  in  which  the 
principal  details  have  been  so  dexterously  shrouded,  it 
requires  some  little  investigation  to  arrive  at  the  true 
results.  They  admit  that  the  paid-up  shares,  instead  of 
realizing  their  nominal  value  of  £50  each,  only  produced 
upon  an  average  £9Stj  or  somewhat  less  than  two-thirds  of 
the  amount ;  indicating,  therefore,  a  discount  of  about  £96 
per  cent,  upon  their  whole  capital.  So  that  the  actual  sum 
paid  up  represents  an  effective  claim  upon  the  concern  to 
the  extent  of  about  ^6,800,000. 

They  admit,  moreover,  that  of  their  ^^  paid-up^  capital, 
as  they  reckon  it^  the  sum  of  ^1,600,000  has  been  raised 
upon  mortgage  of  their  works ;  and  we  have  already  seen 
that  their  contract  with  the  Greenwich  Railway  Company 
subjects  them  to  a  fixed  charge,  in  the  way  of  rent,  incressp 
ing  gradually  from  £9rtJ0OO  to  jP45,000  per  annum.  To 
these  items  have  yet  to  be  added  the  amount  of  the  tolls 
paid  to  the  Croydon  Railway  Company,  which  for  the  half* 
year  ending  81st  January,  1845  (as  it  appears  from  their 
printed  account),  was  £8J91Z.  Is.  4d. ;  and  the  rent  to  the 
Whitstable  Company  for  the  use  of  their  line,  fiir  which, 
as  we  have  not  the  particulars,  we  are  unable  to  assign 
a  specific  amount. 

Let  us,  then,  see  in  what  positicm  these  several  chaiges 
place  them  in  respect  of  their  ^' gross  income^  of  JPS60,000 
per  annum,  which  is  to  represent  the  value  of  the  security 
which  they  have  to  offer  for  the  due  performance  of  tbdr 
undertakings,  in  case  they  should  have  the  preference  over 
their  opponents.  The  following  calculation  will  shew  at 
once  how  this  stands: — 
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Gross  revenue  as  stated  by  the  Directors ...  ^260,000 
Ist  Deduct  for  working  expenses  £4fy  per 
cent.        •..        •••        •*•        *••         •••     iU4)UUil 

^166,000 
Snd.  Deduct  mean  of  the  rent  to  the  Green- 
wich Railway  Company  40,000 

J^116,000 
3rd.  Deduct  toll  to  Croydon  Company  for 

the  year,  say       16,000 

jeioi,ooo 

4tb.  Deduct  interest  upon  mortgage  debt, 

say  at  £4^  per  cent.        64,000 

Balance  remaining        ^£37,000 

So  that,  after  deducting  the  necessary  expenses  and 
chaiges  already  secured,  there  remains  only  ^37,000, 
subject  to  the  further  charge  of  the  rent  to  the  Whitstable 
Company,  to  satisfy  all  contingencies  and  pay  the  divi- 
dends upon  the  capital  paid  up.  And  when,  finally,  we 
have  laid  upon  it  the  further  incumbrance  of  £620,000, 
which  they  have  yet  to  raise  to  enable  them  to  complete  the 
works,  for  which  they  have  already  obtained  parliamentary 
powers,  what,  we  may  foirly  ask,  is  the  value  of  the 
guarantee  or  security  they  have  to  offer  for  the  construction 
of  the  new  works  they  have  it  in  view  to  undertake,  over 
ttid  above  that  which  any  new  and  independent  Company 
could  equally  afford  ? 

If,  indeed,  this  <<  paid-up''  capital  of  £5,000,000  had 
been  remaining  in  the  hands  of  the  Directors,  and  applica^ 
ble  to  the  execution  of  theur  newly-projected  lines,  it  would 
be  intelligible  in  what  manner  they  might  be  regarded  as 
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having  a  superior  security  to  offer  compared  with  what 
a  new  Company  might  be  able  to  command.  But,  when 
it  is  considered  that  all  this  capital  has  been  spent  in  the 
execution  of  works  which  can  scarcely  pay  (upon  the 
highest  calcuhition)  a  dividend  of  one  per  cent.,  it  is  im- 
possible even  to  conjecture  wherein  consists  any  amount  of 
security  beyond  what  any  Company  might  be  supposed  to 
possess.  They,  like  any  new  Company,  must  raise  the  capital 
required  for  their  new  works  by  the  creation  of  new  shares; 
and  it  is  only  in  so  far  as  their  existing  works  would  be 
available  or  sufficient  security  for  this  new  capital,  that 
they  could  be  considered  to  draw  any  advantage  from  the 
possession  of  them,  in  competiticm  with  other  parties.  But 
their  existing  works,  so  far  from  being  sufficient  security 
for  new  sums,  do  not  even  pay  the  claims  upon  them  in 
respect  of  the  old* 

The  truth  is,  that  their  existing  works,  so  far  from  in- 
creasing their  security  in  competition  with  others  for  the 
construction  of  the  new  lines,  act  the  other  way.  The 
immense  amount  of  capital  already  laid  upon  them  is 
an  actual  clog  upon  the  Company,  which  must  operate 
at  every  step  to  impede  their  progress  in  any  attempt 
to  contend  with  new,  and,  consequently,  unencumbered 
competitors.  If,  for  example,  to  pay  off  their  mortgages 
and  complete  their  existing  line  of  180  miles,  they  have 
been  obliged  to  raise  their  money  by  issuing  ^50  shares 
at  <£80,  ^S8,  and  £8S.  6s.  8d.  (as  they  themselves  acknow- 
ledge they  have  in  their  own  "  Statement'*),  at  what  rate 
must  they  pay  to  obtain  the  Jimr  or  Jive  millions  required 
for  their  900  miles  of  new  schemes  P 

Upon  the  review  of  the  whole  case,  is  it  not,  then,  ap- 
parent that  a  new  Company,  coming  in  without  any  of  this 
incumbrance,  and  having  only  their  intended  works  to  pro- 
vide for,  and  a  free  and  populous  district,  such  as  North 
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Eent^  to  which  to  look  for  their  returns,  will  have  a  much 
better  claim  to  the  confidence  of  the  country,  and  a  better 
guarantee  to  offer  in  their  subscribed  capital,  than  an 
established  Company  with  such  a  dead-weight  about  their 
necks,  having  other  speculations  to  support,  and  in  addi- 
tion, a  comparatively  poor  district  to  supply,  and  who, 
after  all,  have  only,  like  their  competitors,  new  subscribers 
to  look  to  for  the  new  capital  required  ? 

And  now  we  trust  we  have  satisfactorily  shewn,  that, 
upon  each  of  the  grounds  upon  which  the  Directors  of  the 
South-Eaatem  assume  to  found  their  title  to  preference 
over  their  opponents,  they  have  not  only  entirely  failed  to 
substantiate  their  position,  but  to  a  very  considerable 
extent  make  out  a  most  favourable  case  for  those  against 
whom  their  arguments  are  directed. 

Having  satisfied  these  points,  which  we  have  selected  as 
the  most  important  in  the  case,  there  are  only  one  or  two 
observations  more  which  we  deem  necessary  to  advance  for 
the  purpose  of  obviating  the  effect  of  the  unjust  insinua- 
tions which  the  Directors  of  the  South-Eastern  Company 
have  thought  proper  to  throw  out  in  their  <*  Statement^ 
against  the  promoters  of  the  new  line,  and  of  placing  the 
advantages  of  that  scheme  in  their  true  and  proper  light. 

The  Directors  of  the  South-Eastem  Company  allege 
that  ^^  there  is  nothing  in  the  position  of  the  North  Kent 
^  line  to  exempt  it  from  the  general  law  (of  amalgamation), 
*^  which,*^  they  observe,  *^  has  prevailed  in  other  instances ; 
^*  but,  on  the  contrary,  many  peculiar  dtcumstances  which 
**  must  inevitably  make  it  for  the  interest  of  the  Company, 
*'  sanctioned  as  independent,  to  sell  itself  to  the  rival,  by 
<'  whom  the  greater  portion  of  the  field  was  already  pre- 
**  occupied." 

But  this  allegation  is  founded  upon  a  principle  of 
reasoning  which  has  no  bearing  upon  the  present  case.     In 
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most  of  the  instances  in  which  an  amalgamation  has  taken 
place,  the  lines  have  been  specially  circumstanced  to  con- 
duce to  such  a  result ;  either  the  one  being  a  branch  line 
fix)m  another,  as  in  the  cases  of  the  Brighton  and  Chichester, 
and  Brighton  and  Hastings,  in  connection  with  the  London 
and  'Brighton ;  or  else  both  Railways  being  in  continuation 
of  the  same  line,  as  in  the  case  of  the  London  and  Birming- 
ham with  the  Grand  Junction — ^neither  of  which  forms  any 
precedent  for  the  amalgamation  of  the  South-Eaatem  and 
North  Kent.  Entirely  distinct  from  end  to  end,  and 
completely  independent  the  one  of  the  other,  there  could 
be  no  more  reason  for  the  promoters  of  the  North  Kent  line 
to  desire  an  amalgamation  with  the  South-Eastern  Com- 
pany (even  if  its  financial  position  were  not  so  unfavourable 
as  it  is),  than  for  the  Great  Western  to  afiect  a  like  cosli. 
tion  with  the  South- Western,  or  the  South^Eastem  itself 
with  the  Brighton  Company,  linked  as  they  are  already  by 
a  common  interest  in  a  common  portion  of  their  lina  A 
desire  to  amalgamate  could  only,  in  this  itistaace,  arise 
from  the  appr^ension  of  competition.  But  what  cavse 
could  the  North  Kent  line  have  to  fear  the  Sonth-Easteni  ? 
To  Woolwich,  to  Gravesend,  to  Chadiam,  and  Rochesto*, 
the  North  Kent  alone  would  affcml  acconunodatimi.  To 
Canterbury  the  line  would  be  more  than  twenty  miles 
shorter  than  the  South-Eastem,  and  considerably  dunter  to 
Deal  and  Dover  likewise.  As  to  the  *'  competition  fitxn 
«  the  river,''  to  which  the  **  Statement  **  refers,  we  axe  redly 
unable  to  see  what  it  has  to  do  with  the  question.  Thai 
competition  would  assuredly  not  be  avoided  by  any  union 
with  the  South-Eastem  Company  ;  for,  sweeping  as  appear 
to  be  their  claims  to  a  mcmopoly  of  steam  conmiunication 
throughout  Kent,  they  have  not  yeij  so  far  as  we  have 
heard,  been  bold  enough  to  daim  from  Parliament  the 
control  of  all  the  steamers  upon  the  Thames. 
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Enough  has,  however,  we  trust,  already  appeared  to  shew 
bow  slight  the  probability  of  any  such  result*  The  pro- 
moters of  the  new  North  Kent  are  not,  as  the  Directors 
of  the  South-Eastem  Company  would  imply,  at  all  likely 
to  act  a  part  more  befitting  a  junto  of  needy  adventurers 
than  a  Company  of  gentlemen,  who  have  embarked  in  a  great, 
and,  as  they  have  every  reason  to  believe,  a  remunerative 
undertaking.  They  have  pledged  themselves  to  carry  out 
their  line,  and,  most  assuredly,  they  will  redeem  the  pledge, 
if  the  assent  of  Parliament  shall  sanction  their  proposals. 
The  Directors  of  the  South-Eastem  Company  must  not, 
therefore,  flatter  themselves  that  they  can  buy  off  their 
opponents  in  this  instance.  The  promoters  of  the  North 
Kent  line  are  not  insensible  to  the  magnitude  of  the  con* 
test  before  them ;  but  they  will  not  attempt  to  avoid  it  by 
any  dishonourable  compromise. 

The  Directors  of  the  South-Eastem  Company  in  the 
**  Statement^  before  us,  dwell  with  much  complacency 
upon  the  sincerity  of  their  present  intentions  towards  North 
Kent ;  and,  in  evidence  of  this  sincerity,  as  well  as  in  proof 
of  the  greater  security  which  the  public  would  have  that 
the  contemplated  works  would  be  more  speedily  executed 
under  thebr  management  than  that  of  their  opponents,  refer 
with  a  great  deal  of  coi^dence  to  an  offer,  which  they 
assume  to  have  made  to  the  Board  of  Trade  last  year,  to 
bind  themselves  to  the  immediate  fulfilment  of  their  under* 
takings  by  a  provision  in  their  several  Acts,  to  the  effect 
**  that  they  should  pay  no  dividend  until  such  new  works 
**  (as  they  then  had  it  in  view  to  accomplish)  were  com* 
'^  pleted.^  <*  This  provision,^  they  incontinently  add,  "  tooi 
**  inserted  in  their  Jets  of  last  Session ; ""  and  they  further 
dcdare  **  the  Company  are  willing  to  insert  it  again  in  the 
**  ensuing  Session.*" 

Had  it  been  possible  to  regard  these  allusions  as  limited 
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in  tbeir  object  and  consequences  entirely  to  the  parties  by 
whom  they  had  been  advanced,  we  should  have  been  coih 
tent  to  have  left  them  to  the  undisturbed  fulfilment  of  their 
design.  Appearing,  however,  as  they  certainly  do,  whe- 
ther in  purpose  or  efiect,  to  disparage  the  security  and 
impeach  the  sincerity  of  their  opponents,  we  are  compelled, 
with  all  due  deference,  to  observe,  that  both  the  argument 
and  the  evidence  by  which  it  is  supported  are  equally  mis- 
placed. 

Whatever  importance  the  Directors  of  the  South-Eastern 
Company  may  attach  to  this  proposal,  we  cannot  help  think- 
ing that  the  public  will  rather  incline  with  us  to  the  opinion 
that  it  savours  much  more  of  a  consciousness  of  not  hong 
entitled  to  that  confidence  in  their  sincerity  to  which  they 
desire  to  lay  claim,  than  of  any  real  wish  to  promote  the 
contemplated  undertakings.  The  best  guarantee  for  the 
due  execution  of  great  works  of  the  kind  in  question,  and 
one  which  has  hitherto  been  ever  found  sufiident  for  all 
the  purposes  required,  is  the  interest  of  the  parties  by 
whom  they  are  undertaken.  If  the  Directors  of  the  South- 
Eastem  Company  did  not  feel  that  there  was  something  in 
their  new  position  calculated  to  raise  the  impression  that 
their  contemplated  works  were  really  at  variance  with  their 
present  interests,  they  would  not,  we  conceive,  have  thought 
it  requisite  to  have  recourse  to  a  security  which  it  has  never 
yet  been  found  necessary  to  offer  or  to  exact. 

But  the  full  value  of  this  security  will  be  best  und£^ 
stood  from  the  fact  which  yet  remains  to  be  stated; 
namely,  that  notwithstanding  the  reality  of  the  proposal  so 
confidently  insisted  upon,  and,  still  more,  notwithstanding 
the  direct  and  positive  assertion  that  such  proposal  was 
carried  into  effect,  and  that  the  <*  provision  in  question 
"  was  inserted  in  their  Acts  of  last  Session,^  there  is  not  in 
any  of  the  Acts  obtained  by  the  South-Eastern  Company 
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last  year  for  the  execution  of  the  works  to  which  their  offer 
applied,  any  such  provision  or  any  thing  like  it  anywhere 
to  he  found!*  Where,  then,  is  the  "  sincerity,''  we  feel 
ourselves  fairly  entitled  to  ask,  evinced  in  these  proceedings 
to  which  the  Directors  of  the  South-Eastem  Company  so 
confidently  refer,  except  indeed  it  be  the  sincerity  of  their 
desire  to  get  rid  of  their  opponents  ?  And  which  security 
is  roost  likely  to  prove  an  acceptable  guarantee  to  the 
public  for  the  due  fulfilment  of  the  contemplated  under- 
takings, the  security  founded  upon  a  provision  reluctantly 
tendered,  tacitly  withdrawn,  and  afterwards  surreptitiously 
attributed,  or  the  security  founded  upon  the  fact  that  it 
would  be  the  interest  of  the  parties  to  execute  the  line  as 
fast  and  render  it  as  productive  as  possible,  a  security  not 
counterbalanced,  as  in  the  case  of  the  South-Eastern  Com- 
pany, by  any  conflicting  interests  ? 

With  respect  to  the  particular  merits  of  the  new  North 
Kent  Scheme,  they  will  be  more  properly  discussed  before 
the  legislative  tribunal  to  which  they  are  now  about  to  be 
submitted.  It  will  be  sufiicient  here  to  remark,  in  reply  to 
the  observations  in  the  <'  Statement  '^  of  the  South-Eastem 
Directors,  that  the  North  Kent  Company  have  an  indepen- 
dent metropolitan  Terminus,  and  in  a  position  more  central 
than,  and  far  preferable  to,  the  already  crowded  Terminus  of 

'*'  It  is  true  that  in  one  Act  of  last  Session,  which  was  obuined  not  by 
the  South-Eastem  Railway  Company,  but  by  the  Brighton,  Lewes,  and 
Hastings  Railway  Company,  for  making  a  line  from  Ashford  to  Hastings, 
and  which  enabled  the  Brighton  Company  to  make  and  accept  a  transfer  of 
the  powers  conferred  by  the  Act,  a  clause  was  inserted  prohibiting  the 
South- Eastern  Company,  if  such  a  transfer  were  made,  from  paying  any 
dividend  unless  the  Railway  from  Ashford  to  Hastings  were  completed 
within  three  years  (not  from  the  date  of  the  Act,  but  from  the  date  of  the 
'  transfer).  As»  however,  the  South-Eastem  Company  was  not  compelled 
to  accept  the  transfer,  and  as,  even  if  accepted,  it  might  be  made  at  an 
indefinite  period  after  the  passing  of  the  Act,  this  provision  may  be  said  to 
amount  to  nothing. 

c  9, 
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the  united  South-Eastern,  Croydon,  Brighton,  and  Green- 
wich Railways. 

The  North  Kent  will  have  stations  at  either  end  of 
Southwark-bridge,  which  will  afford  access  and  accommo- 
dation to  the  inhabitants  on  both  sides  of  the  rivtf,  snd 
bring  both  passengers  and  traffic  to  paints  more  nearly  in 
communication  with  the  other  Railway  Tamini  and  the 
great  public  offices  in  London,  than  any  other  project  of  the 
like  description  which  has  yet  been  proposed. 

The  Committee  of  Management  have  also  made  arrange- 
ments with  the  South- Western  Company  to  have  the  use 
of  their  station  at  Waterloo  Bridge,  by  which  the  North 
Kent  line  wiU  be  placed  in  direct  communication  with 
Southampton,  Portsmouth,  and  the  other  districts  at  pre- 
sent served  by  that  Company. 

Looking  to  its  own  particular  province,  the  North  Kent 
line,  commencing  in  London,  proceeds  by  the  most  direct 
route  to  Woolwich,  Gravesend,  Rochester,  Chatham,  Can- 
terbury, Dover,  and  Deal,  bringing  the  extreme  points  of 
the  line  within  a  distance  of  about  seventy-three  miles; 
while,  through  the  medium  of  its  branches  to  Maidstone 
and  Sheemess,  it  will  be  the  means  of  placing  all  the  prin- 
cipal towns  of  North  Kent,  including  the  great  naval  and 
military  establishments  in  the  county,  in  inunediate  commn- 
nication  with  each  other,  with  the  metropolis,  and  with 
the  coast. 

That  the  line  itself  is  a  well-selected  one  is  proved  by 
the  fact  of  the  South-Eastem  Company  having  chosen  to 
adopt  it,  though  at  the  cost  of  abandoning,  as  it  may  be 
said,  their  old  line,  rather  than  suffer  the  country  to  be 
supplied  from  an  independent  source. 

The  North  Kent  Company,  whatever  the  Directon  of 
the  South-Eastem  may  insinuate,  do  not  seek  nor  desire  to 
influence  the  public  by  **  promises'^  more  easily  made  "  on 
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« paper"  than  ^'carried  out  in  practice.^  They  do  not 
offer  to  carry  their  line  to  every  man^s  door ;  but  what  they 
do  undertake  they  will  hold  themselves  bound  to  accom* 
plish.  Their  Bill  is  drawn  with  that  regard  to  the  public 
interests  which  might  be  expected  from  parties  who  are 
sensible  that  they  have  only  the  public  favour  to  look  to 
for  success.  Two  third-class  trains  per  day  each  way  are 
provided  for;  and,  which  is  no  less  for  the  advantage  of 
the  Company  than  of  the  public,  the  electric  telegraph  is 
required  to  be  furnished  as  a  means  of  correspondence  or 
communication  throughout  their  lines. 

The  promoters  of  the  North  Kent  Company  brought  out 
their  scheme  originally  upon  the  principle  of  frequent  trains 
and  low  fares.  Their  determination  from  the  commencement 
has  ever  been,  to  give  the  utmost  possible  accommodation  at 
the  lowest  possible  charges.  By  this  determination  they 
are  ready  to  abide ;  and  as  they  come  forward  unfettered 
by  any  conflicting  obligations,  with  nothing  to  look  to  but 
the  benefit  of  the  district,  and  nothing  to  look  for  but  a 
fair  return  upon  the  capital  invested,  they  have  every 
reason  to  hope  that  they  shall  be  able  to  carry  out  these 
principles  to  an  extent  that  shall  give  the  inhabitants  of 
North  Kent  a  substantial  and  abiding  interest  in  this  great 
national  undertaking. 


APPENDIX. 


ExTBACTs  from  Minutes  of  Evidence,  taken  before  the 
Committee  on  the  London  and  Dover  (South-Eastern) 
Railway  Bill,  in  Session  of  1836. 

Mr.  Henry  Robinson  Palmer^  Engineer  of  the  Line. 

Examination  in  Chief. 

Q.  When  were  you  first  desired  by  the  South-Eastem 
Railway  to  make  a  survey  for  the  present  undertaking  ? — 
A.  I  think  it  is  upwards  of  twelve  months  since. 

Q.  Did  you  then  avail  yourself  of  your  knowledge  of 
the  country  to  investigate  the  various  lines  for  the  purpose 
of  attaining  the  object  of  getting  from  London  to  Dover  ? 
— A.  Not  on  that  particular  occasion  ;  I  was  instructed  to 
ascertain  such  a  line  between  London  and  Dover  as  would 
also  form  part  of  a  communication  between  London  and 
Brighton. 

Q.  At  that  time  was  it  the  intention  of  the  Company  to 
have  a  line  to  Brighton  also,  as  well  as  to  Dover,  branching 
off  at  some  given  point  ? — A.  Yes,  it  was. 

Q.  The  line  to  Brighton  is  not  now  intended  to  be 
adopted  ? — A,  No ;  on  account  of  the  competitions  of  the 
other  lines,  it  was  thought  advisable  to  abandon  that  por- 
tion of  the  survey. 

Q.  Without  any  reference-  whatever  to  the  line  to 
Brixton,  which  line  do  you  think  to  be  most  proper  for 
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a  Railway  from  LondoD  to  Dover,  speaking  from  your  ex- 
perience and  continued  surveys  of  the  county  of  Kent  ?*- 
A,  The  line  that  is  now  proposed  appears  to  me  to  have  the 
least  difficulties  between  the  two  extremes. 


Croas-ewafninatum. 

Q.  I  understand  you  to  have  said  you  were  originally 
employed  to  survey  a  line  to  Brighton,  with  a  communi- 
cation from  that  line  to  Dover  i^^A.  Yes  ;  (Mr  I  believe  I 
expressed  it,  a  line  to  Dover,  having  also  a  oommunicatioQ 
to  Brighton. 

Q.  With  the  original  intention  of  a  line  to  Brighton, 
with  a  branch  to  Dover;  or  was  Dover  the  principal 
object  when  you  were  employed  first  to  survey  ? — A,  As 
nearly  as  I  recollect,  Dover  was  the  point  first  taken. 

Q.  Are  you  quite  sure  of  that  ? — A,  I  am  not ;  I  really 
do  not  reocdlect  it ;  that  is  the  feeling  I  have ;  the  two 
together. 

Q.  It  was  a  combined  plan  ? — A.  Yes. 

Q.  Did  you  survey  this  line  to  Dover,  with  reference  to 
this  combined  object  ? — A,  Yes,  I  did. 

Q.  Now  suppose  you  had  been  employed  merely  to  sur- 
vey, in  order  to  form  a  line  between  London  and  Dover,  in 
your  judgment  should  you  have  selected  diis  as  the  line, 
with  a  view  to  that  object  only  ? — A.  Had  I  heard  of  no 
combination  whatever  with  Brighton ;  had  I  been  merdy 
instructed  to  point  out  a  line  between  London  and  Dover, 
I  should  doubt  very  much  whether  I  should  have  taken 
this  course,  because  I  was  not  aware  of  the  fiicilities 
afibrded  in  that  direction  that  I  have  since  become  ac- 
quainted with. 

Q.  When  you  say  that  you  were  not  then  acquainted  with 
the  facilities  in  "  that  direction,^  in  what  direction  do  you 
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mean  ?—A.  The  facilities  throu^  the  Weald  of  Kent ;  I 
muft  my,  it  is  a  oouree  that  would  not  have  occurred  to 
me,  taking  the  southerly  direction,  as  I  have  done :  in  the 
first  instance,  /  should  have  aimed  ai  a  mare  direct  line, 

Q.  As  an  integral  measure  unconnected  with  any  odier 
object,  as  I  understand  you,  you  would  not  probably  have 
selected  this  line  as  the  line  from  London  to  Dover  ? — j1. 
I  doubt  whether  the  thought  would  have  occurred  to  me ; 
and  now  I  further  recollect^  that  that  course  to  Dover  was 
pointed  out  by  another  person. 

Q.  What  course  ? — A.  This  course. 

Q.  Was  it  pdnted  out  by  that  other  person,  in  con- 
nection with  the  original  line  going  to  Dover  and  Brighton 
also  ? — A.  I  understand  it  to  be  so. 

Q.  Then  you  were  driven  out  of  the  Brighton  line  by 
the  competition  there,  and  fell  back  on  your  single  line  to 
Dover,  in  that  direction  ? — A.  It  is  a  fact,  that  the  branch 
to  Brighton  was  abandoned  for  this  session,  and  that  is  all 
that  remains. 

Q.  This  is  the  residue  of  the  original  project? — A. 
This  is  the  residue  of  the  original  project. 

Q.  You  are  about  to  form  a  line  of  Railway  from 
London  to  Dover;  in  your  judgment,  looking  to  that 
object  only,  is  it  or  not  a  desirable  thing  to  take  the  shortest 
cut  to  your  object  ? — A,  If  the  object  had  been  merely  the 
connection  of  London  and  Dover ^  I  should  say  that  the 
line  which  (supposing  all  to  be  equally  cheap) — that  line 
which  was  shortest  would,  of  course,  be  best. 

On  further  cross^eaamination. 
Q.    You   were  instructed   to  ascertain  whether  a  pass 
could  be  made  at  Oxted ;  were  not  your  instructions  to  see 
if  a  Railroad  could  be  made  to  Dover,  communicating 
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with  Brighton? — A.  Undoubtedly  I  had  such  instruc- 
tions, and  I  attempted  to  form  a  line  to  Dover,  and  another 
to  Brighton,  having  one  common  course  to  a  certain  dis- 
tance, and  I  was  very  much  astonished  when  I  found- 
having  made  that  attempt,  in  which  I  was  very  ready  to 
make  something  like  a  sacrifice  on  the  part  of  Dover  to 
Brighton — I  was  surprised  to  find  I  had  make  no  sacrifice, 
but  that  I  had  still  got  the  best  possible  line  of  road. 

Re-eivamination  for  the  Bill. 

Q.  Now,  Mr.  Palmer,  after  having  your  attention  mo8t 
distinctly  called  as  to  the  time  you  adopted  this  line  by 
Oxted,  passing  through  the  Weald  of  Kent  to  Dover,  I 
ask  you  whether  you  are,  at  this  moment,  aware  (without 
any  reference  whatever  to  a  road  to  Brighton)  of  any  road 
which  offers  such  facilities,  all  points  being  considered,  for 
a  Railroad  to  Dover  ?— ^.  I  have  no  hesitation  whatever  in 
stating — and  that  I  must  state,  with  some  considerable  con- 
fidence, from  the  number  of  lines  I  have  examined  through 
the  county— that,  considering  all  the  circumstances  existing, 
and  all  the  purposes  to  be  fulfilled  by  a  Railway,  that  the 
line  which  is  now  before  Parliament,  called  the  South- 
Eastem,  has  considerable  advantages  over  any  other ;  and 
that  if  I  were  again  to  be  called  upon  to  find  a  line  be- 
tween London  and  Dover,  I  should  recommend  the  same, 
with  only  such  little  modifications  as  are  within  our  power 
now  of  100  yards. 

Mr.  WUliam  Alexander  Provis,  an  Engineer,  called  an 

behalf  of  the  BiU. 
•  ••••• 

On  reexamination  for  the  Bill, 

Q,  You  were  asked  some  questions  about  the  towns  and 

villages  through  which  the  line  should  pass ;  don't  you  think 
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our  South-Eastem  line  through  the  Weald  of  Kent  em- 
braces more  of  the  towns  and  villages,  to  the  south  of  the 
Weald,  than  any  line  in  a  more  northerly  direction? — 
A.  Certainly. 

Q.  Because  if  you  went  in  a  more  northerly  direction, 
there  would  be  a  range  of  hills  between  you  and  the 
Weald?— J.  Yes. 

J.  If  you  did  not  go  to  the  north  of  the  chalk  hills,  you 
would  have  the  sand  ? — A.  The  chalk  ridge  is  quite  suf- 
ficient ;  there  is  a  range  of  sand-hills  as  well,  of  inferior 
magnitude. 

Q.  So  that,  if  you  do  not  have  chalk,  you  have  another 
steep  ridge  between  you  and  the  Weald  ? — A,  Yes. 

Q.  You  said  yesterday  that  without  an  increase  of  dis- 
tance, you  thought  there  was  no  better  line  than  the  pro- 
posed line  ? — A.  I  did  say  so. 

Q.  Did  you  make  that  assertion  from  having  made  a 
survey  of  the  whole  county,  with  a  view  of  finding  the  best 
line,  or  did  you  say  it  only  from  a  correct  survey  you  have 
taken  of  this  identical  line? — A.  I  have  walked  over  and 
rode  over  a  great  deal  of  the  county,  particularly  that  part 
which  is  to  the  north  of  the  line  now  called  the  South- 
Eastem  Railway.  I  satisfied  myself,  from  the  great  alti- 
tude of  the  chalk  ridges,  and  from  the  depths  of  the  inter- 
vening valleys,  that  no  line  north  of  the  chalk  ridge  could 
be  carried  into  efiect  without  having  serious  difficulties  to 
encounter. 


Captain  John  Watson  Pringle,  Officer  of  Engineers  (a 
Promoter  of  the  South-Eastern  Line). 

Q.  How  early  did  you  begin  to  think  of  a  railroad  from 
London  to  Dover  P — A.  In  the  year  1834  I  had  the  plea- 


sure  to  be  acquainted  with  Mr.  Fearon  and  some  odiar 
gentlemen. 

Q.  Did  you  upon  that,  in  company  with  Mr.  Greenongh 
and  other  friends,  go  over  the  county  between  London 
and  Dover,  beginning  with  the  line  nearest  the  river,  to 
ascertain  a  line  nearest  the  Thames? — A.  In  examiniog 
those  plans  they  looked  on  me  as  an  engineer  capable  of 
judging ;  I  objected  completely  to  the  one  passing  fiom 
near  Gravesend  to  Maidstone. 

Q.  Then,  in  the  first  instance,  they  hdd  before  you  a  plan 
that  had  been  taken  of  a  line  that  proceeded  in  that  direc- 
tion ? — A.  YeSj  from  neofr  Gravesend  to  Maidsione ;  U%8 
from  Greenhithe  to  Hythe^  running  across  the  chalk  ridge, 
and  I  condemned  ity  and  I  refused  to  have  any  thing  to  do 
with  it  while  they  meant  to  go  on  with  that  line. 

Q.  Did  you,  in  consequence  of  that,  examine  the  coun- 
try to  see  in  what  direction  you  could  find  a  better  line? — 
A.  In  consequence  of  which  Mr.  Decimus  Burton  and  Hr. 
Greenough,  of  the  Royal  Society,  rode  over  all  the  country 
between  Raveneboume  and  Famborough  up  to  Otford, 
and  came  to  what  we  thought  a  pretty  decent-looking 
level  up  the  valley  of  Ravensboume,  up  the  valley  through 
a  Mr.  Ward^s  property  and  Pratts  Bottom  and  to  Otford ; 
that  section  I  directed  to  be  taken,  of  which  I  have  a  copy, 
if  the  committee  wish  to  see  it. 

Q.  Did  that  section  turn  out  satisfactorily  ? — A.  Tkat 
eection  turned  out  bad 

Q.  Did  you,  in  consequence  of  that,  try  again  ?— ^.  In 
consequence  of  that,  I  suggested  going  still  further  west, 
always  looking  out  for  a  Dover  line,  and  looking  at  the 
chalk  ridge  which  is  opposite  to  there  (pointing  to  the 
plan)  and  the  green  sand,  the  next  pass  is  Godstone,  and 
I  thought  that  pretty  favourable,  and  Merstham  is  favour- 
able, and  they  were  both  directed  to  be  levelled  ;  but  find- 
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ing  ounelves  there,  I  «uggested  that  Lewes  and  Brighton 
should  be  combined,  as  we  were  very  nearly  twenty-five 
miles  south  in  that  direction. 

Q.  You  found  yourselves  there,  but  you  were  looking 
out  solely  for  a  Dover  line  ?— -4.  Yes,  solely  for  a  Dover 
line. 

Q.  Did  you  examine  the  other  line  of  country ;  the  one 
which  is  to  the  north  of  that  district  which  you  personally 
examined? — A.  When  I  was  at  Dover  lately,  and  at 
Canterbury,  and  Sandwich  and  Deal,  I  took  every  op- 
portunity of  looking  at  the  country  with  that  view,  to  see 
if  there  was  a  line  between  Dover,  Canterbury,  Folkestone, 
and  Hythe  and  Rochester ;  but  I  considered  that  the 
difficulty  was  so  great,  between  Gravesend  and  the  valley 
of  the  Medway,  that  I  looked  upon  that  as  quite  enough 
to  settle  the  question. 

By  the  Committee. — Q.  Be  so  good  as  to  state  what  are 
those  evident  advantages  the  Weald  ofiers.— ^1.  A  long 
and  level  line,  nearly  straight.  There  is  a  triangle  formed 
by  Tunbridge,  Rochester,  and  Dartford,  and  this  sand 
ridge  is  high  and  difficult ;  it  is  a  broken  country,  and  we 
have  sections  that  shew  it  is  more  expensive  than  making  a 
line  here  (pointing  to  the  Ordnance  Map) ;  the  chalk  ridges 
are  very  high. 

By  Mr.  BoUeau. — Q.  State  in  addition  to  the  advantages 
which  you  mentioned  about  the  level  line,  what  others  there 
are  in  the  Weald  of  Kent— ^tf.  The  Weald  of  Kent  is  a 
complete  level  from  the  bottom  of  the  sand  ridge  down 
to  Tenterden. 

Q.  Does  not  the  frequency  of  intercourse  between  the 
two  termini,  and  the  number  of  passengers,  constitute  a 
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large  element  in  Railways? — A.  For  that  reason  we  came 
to  Ashford  to  have  a  branch  to  Canterbury. 

Q.  Do  you  suppose,  by  going  through  the  Weald  of 
Kent,  a  greater  number  of  passengers  would  be  obtained 
from  London  to  Dover  than  by  any  other  line  ? — J.  1  con- 
sider the  two  termini  (the  continent  of  Europe  and  London) 
as  the  essential  points. 

Q.  Would  not  the  line  that  goes  nearer  to  Rochester  be 
more  favourable  for  a  branch  to  Rochester  than  that  more 
distant  line  ? — A.  We  don't  pretend  to  make  a  branch  to 
Rochester ;  we  should  he  glad  if  Rochester  would  make  a 
branch  to  us. 


THE    END. 
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and  independent  practice,  to  which  they  have  determined  to  devote  their  undivided 
attention,  declining  all  other  business  for  this  express  purpose,  viz. : — 

*^  The  sale  by  auction  of  shares  in  railways,  British  and  Foreign ;  Assurance, 
Mining,  Cemetery  and  Canal  Companies ;  Joint  Stock  Banks ;  Debentures, 
Bonds,"  &C.,  &C. — in  short,  of  every  description  of  interest  connected  with  the  nu- 
merous public  Companies  formed  and  now  forming  in  the  commercial  world. 

In  arriving  at  this  determination,  it  will  be  the  anxious  desire  of  Messrs  La« 
mond  and  Co.  to  give  every  information  and  satisfaction  to  their  friends  and  the 
public,  and  looking  at  the  probable  magnitude  of  operations  yielding  adequate  re- 
muneration,  they  nave  resolved  to  adopt  a  low  scale  of  ad  valorem  diarge,  by  way 
of  commission ;  and  where  sales  are  not  effected,  a  small  fee  (merely  sufficient  to 
cover  the  expenses  of  printing,  advertising,  &c. ,  &c.)  for  putting  up  the  lots. 

To  avoid  any  misunderstanding  a  deposit  of  10  per  cent,  will  be  required  on  all 
purchases  at  the  hammer,  unless  the  same  be  effected  through  Bankers,  Members 
of  the  Stock  Exchange,  or  parties  well  known  to  the  Auctioneers ;  and  a  settle* 
ment  of  the  remainder  of  the  purchase-money  muat  in  every  case  be  made  in  the 
course  of  the  following  day,  during  the  usual  hours  of  business,  or  the  sale  will 
be  void  and  the  deposit  forfeited,  except  where  special  transfers  are  required,  and 
to  such  all  possible  expedition  will  be  given. 

As  all  scrip  and  share  certificates  must  be  deposited  for  examination  at  least  one 
day  previously  to  their  being  offered  to  public  competition,  Messrs.  Master- 
man  and  Co.,  Bankers,  Nicholas  Lane,  and  Messrs.  Ransom  and  Co.^  Bankers, 
Pall  Mall  East,  London,  have  been  pleased  to  allow  reference  to  be  made  to  them, 
in  regard  to  the  respectability  of  the  firm  of  Lamond  and  Co. 

Their  sales  are  held  every  Tuesday  and  Friday,  in  their  Rooms  at  the  under. 
mentioned  Hall,  at  two  o'clock  precisely,  to  which  place  letters  and  orders  contain- 
ing instructions  are  respectfully  requested  to  be  addressed,  and  where  one  or  more 
of  the  partners  will  be  always  in  attendance  to  be  conferred  with,  if  required ;  and 
advices  of  the  operations  of  the  day  will  be  forwarded  by  the  first  post  after  each 
day's  sale,  and  the  proceeds  paid  according  to  their  correspondents*  intentions. 

Messrs.  Lamond  and  Co.  further  propose  to  take  subscriptions  of  a  Guinea  per 
annum  from  all  parties  desiring  to  have  Catalogues  sent  them  on  the  night  before 
the  sale,  except  Bankers,  Members  of  the  Stock  Exchange,  and  Subscribers  to  Uie 
Hall  of  Commerce,  to  whom  they  will  on  application  be  ddivered  gratis. 

Scale  of  Cuabges. 

One  Shilling  per  share under  £20 

One  Shilling  and  Sixpence „        60 

Two  Shillings  and  Sixpence      ....        „      100 
Five  Shillings  for  all  above. 
And  Two  Shillings  and  Sixpence  per  lot  offered  for  sale,  (be  the  number  of 
shares  in  such  lot  more  or  less,)  when  sales  are  not  effected. 
Hall  of  Conunerce, 
Threadneedle  Street,  London. 
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THOMAS  WREN, 
STOCK  AND  SHAREBROKER, 

Preston,  Lancashire. 


J.  W,  AIKIN, 

(Kember  of  the  Lyim  Stock  Bxchange,) 

STOCK   AND   SHAREBROKER, 

78,  High  Street,  Lynn. 


HOTIGE  TO   SPECULATORS    IN   FOREIBN   STOCKS, 
RAILWAY   SHARES.   ETC. 


'p' VERY  information  on  the  subject  of  speculation  in  the  Purchase  or 
'-f  Sale  of  Foreign  Stocks,  Railway  Shares,  &c.,  and  a  Daily  List  of  the  Oarrent 
Prices,  with  the  nature  of  Time  Bargains  explained,  may  be  had  gratuitously  by  a  per* 
sonal  application,  or  by  letter  to 

LEWIS  JACKSON  and  CO.. 

Foreign  Stock  and  Railway  Share  Agents,  London. 
11,  Pinner*8  Hall,  Old  Broad  Street. 


WEST  FLANDERS  RAILWAYS  COMPANY. 


NOTICE  IS  HEREBY  GIVEN, 

nPHAT  INTEREST  at  the  rate  of  THREE  PER  CENT.  PER 
-^  ANNUM  on  the  paid-up  capital  in  this  undertaking,  calculated  £rom 
the  dates  of  the  payment  of  each  instalment  (viz.  30th  June,  and  23rl 
September),  to  the  Slst  day  of  December,  1845,  will  be  payable  at  the 
Offices  of  the  Company  on  or  after  Thursday,  Ist  January,  1846. 

It  is  necessary  that  the  certificates  for  Shares  should  be  left  at  the  OiBoe 
THREE  CLEAR  DAYS,  for  which  a  receipt  will  be  given,  and  when  called 
for,  a  warrant  for  the  ambuot  of  interest  will  be  deliyered. 

WILLIAM  JESSE, 

Secretai;. 
11,  King  William  Street,  City, 
16tb  December,  1846. 


SAUWAY  REOISTEK  ADTERTISING  SHEET. 

THE   DIRECT   LONDOI^   AND    DUBLIN 
RAILWAY   COMPANY. 

OrncBS;  i,  Chablottb  Bow,  Manbioh  House. 


FroTisionally  Begistercd. 

Capital,  £550,000/  in  22,000  Shares  of  £25  each. 
Deposit,  £2  12«.  Od.  per  Share. 


Unbbs  thi  Spboul  Svppobt  of 

The  Eight  Hon.  the  Earl  of  Essex. 
The  Bight  Hon.  the  Viscount  Hassarene  and  Ferrard. 
The  Hon.  Col.  Edward  Gordon  Douglas  Fennant»  M.P. 
Thonias  Assheton  Smith,  Esq. 

F]ioyx8i05iJi  CoKKimi. 


John  Auldjo,  Esq.,  Noel  House,  Kensing- 
ton. 

George  Buckley  Bolton,  Esq.,  Pail-Mall. 

Charles  Holte  Braoebridge,  Esq.,  the  Hall, 
Atherstone,  Wanvickshire. 

Sir  John  Campbell,  Bart.,  of  Ardna- 
mnrchan. 

Charles  Collins,  Esq.,  Caldwell  Hall, 
Worcester. 

B.  Davies,  Esq.,  Brynhafed,  Carmarthen- 
shire. 

D.  Danes,  Jnn.,  Esq.,  Biynhafod,  Car- 
marthenshire. 

John  Davies,  Esq.,  Yronheulog,  Corwen, 
Merionethshire. 

Thomas  Edwards,  Esq.,  CamberwelL 

James  Godfrey  BUter,  Esq.,  Hans  Place, 
Sloane  Street. 

Griffith  Evans,  Esq.,  Bodgullen,  Corwen. 

Bobert  Fiske,  Esq.,  Chepstow,  Monmouth. 

John  Fowler,  Esq.,  Belmont  House,  Clif- 
ton. 

William  Green,  Esq.,  Walthamstow, 
Essex. 

John  Griffith  Griffith,  Esq.,  Uanfiiir  Hall, 
Caernarvon. 

Qtorgo  Harris,  Esq.,  Inner  Temple. 

William  Bulkeley  Hughes,  Esq.,  M.P., 
PUU  Coch,  An^esea. 


William  Humfireys^  Esq.,  Llwyn,  Llan- 
fyllin. 

Sir  David  Kinloch,  Bart.,  Gihnerton,  near 
Haddinston. 

Francis  Jonn  Lambert,  Esq.,  6,  Kensing- 
ton Ghirdens  Terrace,  London. 

Henry  Lawrence,  Esq.,  M.D.,  Preston 
Terrace,  Carmarthen. 

William  Price  Lewes,  Esq.,  Carmarthen. 

Henry  Bobert  Lewis,  Esq.,  12,  Upper 
Montague  Street. 

Oliver  Lloyd,  Esq.,  Cardigan. 

Bichard  Thomas  Lloyd,  Esq.,  Aston  Hall, 
Salop. 

Charles  Carroll  MacTavish,  Esq.,  Butland 
Gate,  Begent's  Park. 

Thomas  North,  Esq.,  Mayor  of  Notting- 
ham. 

Cornelius  O'Brien,  Esq.,  M.F.,  County 
Clare. 

F.  B.  Price,  Esq.,  Bryn-y-pys,  N.  Wales. 

William  Southwell,  Esq.,  Bridgnorth. 

Joseph  Southwell,  Esq.,  Bridgnorth. 

Edward  Spence,  Esq.,  Tilworth,  near 
HuU. 

John  Wheelton,  Esq.,  Meopham  Bank, 
Tonbridge,  Kent. 

Martin  Williams,  Esq.,  Bryngwyn. 

J.  P.  Wright,  Esq.,  Edinburgh. 


With  power  to  add  to  their  number. 
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Ehoihsebs. 
Frederick  Braithwaite,  Esq.         |  Jaiaeft  Pilbrow,  Eiq. 

Banubs. 
London  Joint  Stock  Bank. 

SOLICXTOBS. 

Messrs.  Humphreys,  Keightley,  and  Parkin,  iZ,  Chancery  Laae. 
Messrs.  Poole  and  Powell,  Caemarron. 

Srobixast. 
W.  A.  Socher,  Esq. 

Local  Aokbts. 


Isaac  Qilbertson,  Esq.,  Bala,  Merioneth. 
Wm.  Griffith,  Esq.,  Dolgelly,  Merioneth. 
Messrs.  Royle  and  Williams,  Llaniyllin, 

Merioneth. 
Mr.  David  Jones,  Lhinfyllin,  Merioneth. 


Ogilvy  Carnegie,  Esq.,  Pwllheli,  and 
Porlh  Dynllaen,  Caemarron. 

William  Williams  Jones,  Esq.,  Mac- 
lynllethi  Montgomeryshire. 


The  Committee  of  Management  (pro  tern.)  beg  to  announce  to  the  nth 
merouB  applicants  for  their  Shares,  and  the  public,  that  they  hare  com- 
pleted their  survey  from  Bala  to  Forth  Dynllaen,  hitherto  considered  a  di^ 
tancc  of  upwards  of  50  nules,  and  duly  deposited  their  plans  and  sections, 
with  their  books  of  reference,  at  the  Board  of  Trade,  and  with  the  Qerk  of 
the  Peace  at  Caernarvon. 

They  had  determined  not  to  allot  Shares,  nor  to  ask  the  public  for  a 
sixpence,  till  they  could  state  that  they  had  in  every  respect  complied  with 
the  Standing  Orders  of  Parliament.  But  in  consequence  of  the  Compan/i 
officer,  who  wa£  dispatched  from  London  early  on  Sunday  morning,  bj 
express  train,  having  been  refused  another  express  by  the  Grand  Junction 
Company  to  Chester,  after  a  promise  made  to  him  that  it  should  be  got 
ready  in  half  an  hour,  that  portion  of  the  plans  and  sections  intended  for 
deposit  with  the  Clerk  of  the  Peace  for  Merionethshire,  failed  in  reaching 
its  destination  in  time.  And  although  they  are  advised  by  counsel  that 
there  would  be  every  probability  of  the  Standing  Orders  being  suspended 
in  reference  to  this  single  point,  all  other  requisitions  as  to  notices,  tc^ 
being  strictly  complied  with,  yet  they  cannot  conscientiously  ask  the  public 
to  take  up  their  Shares  for  the  whole  line,  where  there  is  even  the  slighteit 
possibility  of  failure. 

The  Committee,  therefore,  in  conformity  with  a  power  reserved  to  them- 
selves in  their  notice,  intend  to  go  only  for  that  section  of  it  between 
Tremadoc  and  Forth  Dynllaen,  which  Mr.  Braithwaite  has  reduced  to  a 
distance  of  19  miles  and  three  quarters.  Their  capital  has  consequently 
been  reduced  to  660,000^.,  which  it  is  estimated  will  cover  every  expense. 

In  a  future  Session  they  propose  applying  to  Parliament  for  sanction  to 
complete  their  undertaking, — both  that  part  which  has  been  already  ma- 
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rejed,  between  BaJa  and  Tremadoc,  as  well  as  the  line  from  Shrewsbury  to 
Bala,  which  they  had  previously  found  it  impossible,  from  the  difficulty  of 
obtaining  a  sufficient  staff  of  surveyors  and  levellers,  to  have  in  readiness 
for  the  ensuing  Session. 

The  Committee  again  beg  to  draw  the  pubUc  attention  to  the  advantages 
which  the  projected  line  holds  out. 

Ist.  It  avoids  the  dangers,  difficulties,  doubts,  and  expenses  of  the 
Menai  Straits. 

2nd.  It  will  afford  the  most  direct  and  speedy  communication  be- 
tween London  and  Dublin,  vi&  either  Kingstovm  or  Wicklow,  by  which 
last  harbour  it  will  open  a  short  passage  to  the  south  and  west  of  Ire- 
land ;  thus  commanding  a  preference  of  passenger  traffic,  as  well  as 
general  nulway  transit  to  the  Sister  Kingdom. 

3rd.  It  will  supply  the  whole  of  the  Midland  Counties  of  England 
with  slate  at  a  moderate  price,  and  develop  those  abundant  mineral 
resources  of  North  Wales,  which  now  lie  almost  unexplored  for  want 
of  the  facilities  of  transmission. 

4th.  It  will  have  at  its  terminus  a  harbour,  which  may  be  rendered 
at  no  very  great  expense  equal  to  any  in  England,  and  far  superior  in 
every  respect  to  Holyhead. 

That  mode  of  traction  which  shall  be  found  to  be  the  best  in  a  commer- 
cial point  of  view,  whether  locomotive  or  atmospheric,  will  be  adopted. 

In  reference  to  the  line  between  Bala  and  Tremadoc,  in  an  engineering 
point  of  view,  it  may  be  as  well  to  state,  that,  although  a  commercially 
good  railway  through  the  principality  has  been  hitherto  considered  imprac- 
ticable, this  most  difficult  portion  has  now,  upon  examination  of  Mr.  Pil- 
brow's  plans  and  sections,  proved  to  be  in  distance  under  26  miles,  with 
gradients  suitable  to  any  system  of  locomotion,  and  without  any  engineer- 
ing difficulties  or  works  of  magnitude,  there  being  but  two  tunnels,  and 
those  combined  not  exceeding  two  miles. 

An  efficient  Committee  of  Management  will  be  selected  from  the  Pro- 
visional Committee  and  the  Shareholders. 

In  the  allotment  of  Shares  preference  will  be  given  to  landowners 
and  others  locally  interested. 

The  Subscribers  will  be  held  liable  only  to  the  amoimt  of  their  first  de- 
posit)  until  an  Act  of  Parliament  be  obtained,  and  afterwards  only  to  the 
amount  of  their  subscriptions,  and  power  will  bo  applied  for  in  the  Bill  to 
aUow  interest  at  the  rate  of  4Z.  per  cent,  per  annimi  on  all  calls,  from  the 
passing  of  the  Act  until  the  opening  of  the  line. 


«  EAnWAT  aiOUTBE  ADTIETUDTa  SHBBT. 

[PROSPECTUS.] 

THE    CALCUTTA    AND   DIAMOND    HARBOUR 
RAILWAY  AND  DOCK  COMPANY. 

For  constrocting  a  line  of  Railway  from  Calcutta  to  Diamond  Harbour,  intk 
Warehouses,  Buildings,  and  I)ock8  there ;  and  for  continuing  the  Railvaj' 
in  a  southerly  direction  at  a  future  period,  should  the  same  be  < 
desirable. 


Capital  ^1,000,000,  in  50,000  Shares  of  £20  each. 

A  oonsideiable  portion  to  be  reserved  for  India. 

Deposit  7«-  per  Share. 


Offices  of  the  Company,  147,  Fenohurch  Street,  London. 


Frovisiokal  Committee. 


The  Right  Hon.  the  Lord  Viscount 
Combermere,  G.C.B.,  G.C.H.,  late 
Commander-in-Chief  in  India. 
Richard  Green,  Esq.,  Shipowner,  Black- 
waU. 

John  Bagshaw,  Esq.,  3Ierchant,  1, 
King  William  Street,  City. 

Captain  Charles  E.  Mangles^  H.E.I.C. 
Maritivie  Service,  Director  of  the 
Royal  j\Iail  Steam  Packet  Company, 
8,  New  Broad  Street. 

Duncan  Dunbar,  Esq.,  (firm  of  Dunbar 
and  Sons,  Shipowners,  Limehouse,) 
Member  of  the  Committee  of  the 
Shipowners*  Society. 

Captain  Denny,  H.E.I. C.  Maritime 
Service,  (firm — Denny,  Clarke,  and 
Co.,  Austin  Friars;  and  F.  Oneen 
and  Co.,  Comhill,)  Member  of  the 
Committee  of  the  Shipowners*  Society. 

James  Cockburn,  Esq.,  (firm— Cockbum 
and  Co.,)  11,  New  Broad  Street. 

Captain  George  Probyn,  late  of 
E.I.C.ALS.,  21,  Bryanstone  Square, 
(one  of  the  Elder  Brethren  of  the 
Trinity  House.) 

Sir  John  Pirie,  Bart.,  Alderman  of  the 
City  of  London,  Director  of  the 
Peninsular  and  Oriental  Steam  Na- 
vigation Company. 

CapUin  Tucker  (firm— Frederick  Green 
and  Co.,)  64,  Comhill. 

Adolphus  Pugh  Johnson,  Esq.,  Lloyd*s. 

James  Lamb,  Esq.,  Lothbury,  late  of 
Calcutta. 

William  Clode  Braddon,  Esq.,  (firm  of 
Bagshaw  and  Co.,)  Calcutta. 

George  Mackintosh,  Esq.,  London,  late 
of  Calcutta. 


Samuel  Rohde,  Esq.,  3,  Crosby  Sqasn, 
Bishopsgate  Street,  and  13,  Radaor 
Place,  Hyde  Park  Gardens. 

Alexander  Robertsoo,  Esq.,  late  of 
Canton,  Balgownie  Lodge,  Aberdeen- 
shire and  Bristol. 

Allan  Gihnore,  Esq.,  Merchant,  (finn  of 
Colville,  Gilmore^and  Co.,)  Cskatta. 

William  Tulloch  Eraser,  Esq.,  Glou- 
cester Place,  Portman  Square,  late  of 
Calcutta. 

James  Reeves,  Esq.,  Leyton,  Essex. 

David  Roxburgh,  Esq.,  Shipowner, 
liondon. 

John  Anderson,  Esq.,  H.E.LC.S.,  Loth- 
bury, lx)ndon. 

James  Clid,  Esq.,  Director  of  the  Argos 
Life  Assurance  Office. 

Thomas  Lawrence,  Esq.,  Lee  Fvk, 
Blackheath. 

James  Matthews,  Esq.,  (firm  of  Grind- 
lay  and  Co.,)  East  India  Agents, 
Comhill,  London. 

D.  Warren,  Esq.,  76*  Old  Btoad Street, 
London. 

Blajor-General  B.  B.  Parlby,  CB., 
H.E.LC.S.,  18,  Rutland  Gate. 

Major  -  General  Thomas  Morgio, 
H.E.I.C.S.,  Singleton  House,  Tor- 
quay, Devon. 

The  Hon.  John  Oliphant  Mnmy,  (late 
of  the  Bengal  Anny.) 

Lieut-Col.  Campbell,  CB.,  Pall  MaO. 

Major  Sewell,  Bengal  Army,  General 
Staff,  Fort  William,  Bengal. 

Captain  Hamilton  Blair  Avine, 
H.E.LC.S.,  Waterloo  Place,  PaUMslL 

Captain  J.  P.  Maodougal,  kte  Oenenl 
Staff,  Bengal  Army. 
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Major  Wbite,  Pall  Mall,  (late  of  the 

Bengal  Army.) 
Afajor  Rou,  Bengal  Army,  London. 
Captain  Oiueley,  Bengal  Army. 
Captain  Frederick  Bayley  Wardroper, 

Bengal  Army. 
Captain  Bellow,  H.E.I.G.S.,  London. 
Captain    £.    S.    liudlow,  H.E.I.C.S., 

LiOndon. 
J.  Lloyd,  Esq.,  H.C.*8  Marine,  Bengal 

datablinhment. 
R.    H.  Mackenzie,    Esq.,    H.E.LC.&, 

London. 
F.  O.  Wells,  Esq.,  Montague  Square, 

Bengal  Civil  Service. 
Vioe-Admiral  Sir  Charles  Dashwood, 

K.C.B.  and  K.T.S.,  R.N. 
Resur<^dmiral  Aysooogh,  Royal  Navy, 

Soathampton. 


Captain  Popplewell,  Royal  Navy,  Lon^ 

don. 
Captain  Rooke,  Royal  Navy,  Lyming- 

ton,  Hants. 
Captain  Willis,  Royal  Navy,  26,  Gros- 

venor  Place,  London. 
George  Evans,  Esq.,  Melbury  Terrace, 

Rett's  Park,  late  H.E.I.C.S. 
Thomas  Newte,  Esq.,  Uarley  Street, 

Cavendish  Square. 
James  Adair,  Esq.,  Director  of  the 

Goole  and  Doncaster  Railway. 
Thomas  Roberts  Thellusson,  Esq.,  16, 

Hyde  Park  Street. 
Lieut..Gen.  Sir  Robert  Barton,  K.C.B. 
John  Inglis  Jerdein,  Esq.,  150,  Picca* 

diUy. 
Captain    Page,   Charlton   House,  So- 

merton. 


CoiffMITTEE  OP  MaXAOEKEKT. 


John  Bagshaw,  Esq.,  Chairman. 
Thomas  Robarts  TheUusson,  Esq.,  De- 
puty Chairman. 
James  Adair,  Esq. 
Captain  Avame. 
James  Cockbum,  Esq. 
Captain  Denny. 
Duncan  Dunbar,  Esq. 


Richard  Green,  Esq. 
Adolphns  Pugh  Johnson,  Esq. 
James  Lamb,  Esq. 
Captain  Macdoug^. 
Thomas  Newte,  Esq. 
Major-General  Parlby. 
Samuel  Rohde,  Esq. 


Bankers  ik  Lohdov. 

Messrs.  Smith,  Payne,  and  Smiths. 
The  Union  Bank  of  London.  * 
Sir  CUude  Scott,  Bart.,  and  Co. 

Bankers  in  Calcutta. 
The  Union  Bank. 

Consulting  Engineer. 
Sir  John  Ronnie,  C.E. 

Engineer. 
J.  A.  Galloway,  Esq.,  C.E.,  M.LCE. 

Solicitor. 
John  Foster,  Esq.,  66,  Jermyn  Street,  St.  James's,  London. 

Agents  at  Calcutta. 
Messrs.  Hogg,  Frith,  and  Sands. 

Secretary. 
Charles  Foster,  Esq. 


The  river  Hooghly,  confessedly  dangerous  in  its  entire  navigation,  is  much  more 
so  when  its  width  is  contracted  as  at  Hooghly  Point,  a  few  miles  above  Diamond 
Harbour ;  it  is  between  that  place  and  the  dty  of  Calcutta  that  the  dangerous 
shoals  called  Uie  James  and  Mary,  and  others  of  minor  note,  obstruct  the  free  na- 
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Yigation  of  the  river;  it  is  here  that  the  bore — bo  celebrated  for  itt  fores  ani 
strength — ^firet  showa  itself  in  such  fearful  violence ;  and  it  is  in  this  dittanoe  that 
delays  and  dangers  are  encountered,  so  destructive  in  their  coiiBequeiien  to  the 
hest  interests  of  Bengal  in  its  oommercial  economy. 

To  prevent  the  necessity  of  navigating  this  most  precarious  channel,  aad  to 
afford  safe,  cheap,  and  rapid  transit  for  merchandize  and  passengers — the  finacr 
oomprising  the  whole  external  trade  of  Bengal ;  to  provide  docks  of  ample  rise  to 
hold  the  fleets  of  merchant  ships  that  visit  the  Hoogfaly ;  to  convey  the  meRhaa- 
dize  imported  hy,  or  to  be  exported  in  these  ships,  with  rapidity,  safisty,  and 
economy  to  and  from  the  metropolis  of  India ;  to  prevent  the  aceumolatioii  of 
charges  felt  to  be  so  onerous  by  every  owner  of  a  ship  trading  to  Bengal ;  aad  to 
put,  in  fine,  the  commerce  of  the  emporium  of  India  on  a  footing  of  improved 
arrangement,  is  the  object  sought  by  the  Directors  of  the  Calcutta  and  Diamood 
Harbour  Railway  and  Dock  Company.  Neither  have  the  advantages  to  be  de- 
rived to  the  Shareholders  been  in  the  least  lost  sight  of,  as  the  D^ecton— Avoi 
the  published  statistics,  open  to  the  inspection  of  every  one — are  satisfied  that  a 
revenue  will  be  received  quite  ample  enough  to  fully  remunerate  the  sabaeribers— 
and  this,  too,  on  rates  considerably  below  those  charged  in  England ;  the  Direeton 
being  impressed  with  the  conviction  that  in  securing  the  tehole  trade,  by  the  en- 
couragement of  low  rates  of  transit,  they  will  best  consult  the  public  good,  as  vsD 
as  the  interest  of  their  Shareholders :  that  they  will  be  enabled  to  eflfect  this  they 
have  no  manner  of  doubt,  from  the  entire  absence  of  all  engineering  difficulties, 
and  from  the  cheapness  in  the  construction  of  the  works,  and  the  avoidance  of  all 
those  expenses  inseparable  from  the  construction  of  Knglish  railways.  It  may  be 
instructive  to  refer  to  a  few  of  the  principal  items  of  the  foreign  trade  of  Bei^a], 
as  exhibited  in  that  of  the  year  ending  30th  April  last,  as  may  be  seen  in  Mr. 
Wilkinson's  admirable  publication.  It  will  be  the  aim  of  the  Directors,  by  the 
means  they  have  now  promulgated,  to  secure  to  this  undertaking  the  transit  oif  the 
whole  of  this  vast  amount  of  goods  and  merchandize. 

The  plan  that  the  Directors  propose  to  carry  out  is  simple  and  inezpensiTii^ 
when  the  magnitude  of  the  trade  is  taken  into  account ;  to  construct  docks,  (where 
a  creek  of  considerable  size  already  exists  to  invite  the  operation,  where  the  laadi 
are  level,  and  purchasable  on  terms  scarcely  to  be  believed  by  those  not  locally  con- 
versant with  the  subject,  and  where  the  tide  rises  to  a  height  fully  equal  to  the 
draught  of  the  largest  vessels,)  creates  no  apprehension  that  this,  the  most  ex- 
pensive  part  of  the  undertaking,  will  be  beyond  the  estimate  the  Directors  have 
formed  of  its  cost ;  the  construction  of  the  necessary  warehouses  will  be  efiected 
at  a  price  not  exceeding  a  moiety  of  what  the  same  could  be  built  for  in  Enghuid; 
while  the  Railway  itself  cannot,' on  the  most  extravagant  calculation,  be  estimated 
to  cost  more  than  £G,000  for  a  double  line  of  rails  per  mile. 

The  Directors  feel  that  they  have  a  sacred  duty  to  perform,  in  protecting  the 
lives  and  morals  of  the  hardy  seamen  navigating  the  ships  that  may  come  under 
their  charge,  and  they  will  take  most  especial  care  that  a  duty  so  samd  shall  not 
be  neglected. 

It  is  not  proposed  by  this  undertaking  to  interfere  in  the  least  with  the  interest 
of  the  bonded  warehouses  lately  established  in  Calcutta ;  on  the  contrary,  it  if 
ought  rather  to  aid  those  useful  appendages,  and  it  will  be  one  part  of  the  plan, 
if  possible,  to  run  trains  to  their  immediate  vicinity,  landing  the  goods  into  the 
railway  trucks,  and  depositing  them  under  the  Iool  of  the  government  at  once, 
in  the  custody  of  the  warehouse-keepers,  and,  if  necessary,  taking  merchandise 
for  export  by  the  same  proceeding ;  it  being  of  easy  acoomphshment  both  to  receive 
ffoods  and  merchandize  into  the  railway  carriages,  and  deposit  cai^goes  lor  export 
in  the  same  convenient  way  at  the  very  side  of  the  ship. 

Neither  will  the  Dock  interest  of  Bengal  be  neglected,  the  Directors  propoaiiig 
to  set  apart  a  large  portion  of  convenient  land  for  the  erection  of  spacious  dry 
docks,  slips,  &.C.,  that  every  improvement  in  their  construction  may  be  embraced. 


A  slight  glance  at  the  map  will  exhibit  at  once  the  saving  of  dutanoe  that  the 
Lailway  will  effect,  while  it  is  a  well-ascertained  fact  that  a  vessel  taking  the  fall 
benefit  of  the  Railway  and  Docks  will,  at  some  seasons  of  the  year,  dia^arge  and 


take  in  another  cargo  in  less  time  than  one  not  having  any  aid  in  her  prpgna 
would  be  able  to  read^  Calcutta. 

The  Board  of  Directors  in  England  will  be  assisted  in  Calcutta  by  a  Cooamittea 
of  Management,  to  be  chosen  in  the  first  instance  by  the  Directors  in  En^ond, 
who  will  also  appoint  a  Secretary;  and  in  other  arrangements  the  greatest  osra 
will  be  taken,  particuhirly  in  the  deed  of  Settlement,  to  provide  for  the  security  of 


EA1Z.WAY  REGtSTSR  ADVERTI8IN0  8HSXT.  11 

the  Sharaholdera,  giving  power  to  the  Directors  to  apply,  if  necessary^  for  a 
Charter  of  Incorporation. 

The  Directors  have  already  taken  steps  to  secure  the  cooperation  of  the  Court 
of  the  Honourable  East  India  Company,  who  it  is  known,  some  years  ago,  had 
their  attention  particularly  drawn  to  the  necessity  of  constructing  Docks  at 
Diamond  Harbour ;  the  Directors  are  also  aware  of  the  great  accommodation  that 
the  establishment  of  the  proposed  Docks  and  Railway  wiU  be  to  the  various  Steam 
Navigation  Companies,  whose  vessels  frequent  the  port  of  Calcutta ;  and  it  will 
be  their  earnest  endeavour  so  to  arrange  their  trains  and  the  general  economy  of 
their  undertaking,  as  to  secure  the  most  cordial  co-operation  of  those  bodies ;  and 
as  they  have  been  fortunate  enough  to  obtain  the  active  sood-will  of  some  of  the 
first  ship-owners  in  Great  Britain  to  their  plan,  they  feanessly  appeal  to  the  public 
for  that  support  which  they  feel  the  value  of  their  project  warrants  them  in 
asking. 

(Signed,) 

JOHN  BAOSHAW, 

Chaibman. 


Cheap  and  Splendid  Bailway  Haps. — New  Editions. 

LARGE  RAILWAY  MAPS  of  ENGLAND,  IRELAND,  and 
SCOTLAND,  reduced  from  the  Ordnance  Survey,  by  A.  AKBOWSMITH, 
distinctly  showing  the  railways  completed,  railways  in  progress,  and  the  railways  pro- 
posed. Size  of  each  Map,  seven  feet  by  five  feet.  Price,. on  rollers  and  varnished,  two 
guineas  and  a  half  each ;  or  the  three  Maps  for  six  guineas.  This  highly  important  set 
of  Maps  distinguishes  the  railways  that  have  passed  the  late  Session,  and  independent 
of  their  railway  attractions,  are  the  most  suitable  of  any  Maps  published  for  the  office  or 
library  of  the  Merchant,  Banker,  Solicitor,  or  Public  Institution. 

Published  by  G.  F.  Obuchlet,  Map  and  Guide  Depot,  81,  Fleet  Street 


THE  MIRZAPORE  AND  DELHI  RAILWAY 
COMPANY. 


Provisionally  Registered. 


Capital^  £4,000,000  in  80,000  Shares  of  £50  each. 

Deposit,  5<.  per  Share. 

Thirty  thousand  Shares  to  be  reserved  for  India. 


The  grand  trunk  line  proposed  to  be  constructed  by  this  Company  will  start  from  the 
great  emporium  of  Mirzapore,  and  running  thence  to  Allahabad,  will  enter  the  level  and 
fertile  districU  of  the  Dooab,  and  proceed  in  a  direct  line  by  Mynpoore,  Coel,  Alleghur, 
through  the  most  populous  districts  between  the  Ganges  and  the  Jnmma,  to  Delhi, 
throwing  off  branches  to  the  great  military  posts  and  seats  of  commerce  by  the  way. 
Among  the  recommendations  of  this  line  is  the  fiict  that  it  will  approximate  the  seat  of 
government  to  the  Punjaub,  the  probable  scene  for  many  years  to  come  of  important 
political  events. 

Due  notice  will  be  given  when  the  Prospectuses  are  ready  for  issue. 

Applications  for  Shares  must  be  addressed  to  Bayle  St.  John,  Esq.,  Secretary,  12, 
Crosby  Hall  Chambeis,  Bishopsgate  Street. 
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ASSOCIATION  FOR  THE  PROMOTION 

or 

IMPROVED  STREET  PAVING,  CLEANSING, 
AND  DRAINAGE. 


ESTABLISHBB  MARCH,  1842. 
20,  VERS  STREET,  OXFORD  STREET. 


Fbbsidsst. 
Charles  Cochrane,  Esq. 

Viob-Pbbudxhtb. 


His  Grace  the  Duke  of  Gkafton. 

The  Right  Hon.  Lord  Robert  Qrosrenor, 

M.P. 
The  Right  Hon.  the  Earl  of  Erroll. 
The  Right   Hon.    Lord   Dudley  Contts 

Stuart. 
The  Right  Hon.  the  Earl  of  Antrim. 
Sir  James  Clark,  Bart,  M.D. 
Sir  William  Magnay,  Bart, 


The  Right  Hon.  the  Eari  of  DeToa. 
The  Right  Hon.  Lord  YisGonnt  Baoeh^ 
The  Right  Rey.  the  Lord  Bish<9  of  Dir- 

ham. 
The  Right  Hon.  Lord  Nugent. 
Benjamin  Bond  Gabbell,  &q.,  F.BJS. 
Sir  G.  T.  Staunton,  Bart.,  U.P. 
Dr.  T.  Southwood  Smith. 


COUKCIL. 


W.  A.  Mackinnon,  Esq.,  M.P. 

Henry  Pownall,  Esq. 

Luke'j.  Hansard,  Esq. 

Hyde  Chirke,  Esq. 

Dr.  Bromet. 

Dr.  H.  Bennet 

Mr.  James  Holmes. 

Francis  Whishaw,  Esq. 

Dr.  W.  Holt  Yates. 

Mr.  Martin. 

J.  S.  Buckingham,  Esq. 

Mr.  Peter  Graham. 

The  Rev.  Dr.  Spranger. 

T.  Burgoyne,  Esq. 

Mr.  Dinneford. 

Dr.  C.  J.  Cox. 

H.  F.  Richardson,  Esq. 


The  Very  ReT.  the  Dean  of  Chidieiter. 

P.  Berth  wick.  Esq.,  M.P. 

Dr.  Goodfellow. 

Major  Bagot 

Dr.  Clendinning,  F.R.S. 

Martin  Thackeray,  Esq. 

J.  E.  Panter,  Esq. 

The  Rev.  James  Harris. 

J.  D.  Panl,  Esq. 

G.  Jones,  Esq. 

The  Rev.  Dr.  Penfbld. 

Dr.  Sigmond. 

E.  D.  Moore,  Esq. 

Mr.  Mivart. 

Dr.  W.  Manden. 

Dr.  Seray. 


Trkasurkb. 
B.  Bond  Cabbell,  Esq.,  FJELS. 

SXOSITA&T  AND  SuBYITOB* 

Mr.  M.  Davies. 

COLLBCTOB* 

Mr.  L  Hailes. 
Sir  Claude  Scott,  Bart,  and  Co. 
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Thx  objects  of  the  Association  are  to  promote  the  improYement  of  the 
Paving,  Cleansing,  and  Drainage  of  the  Streets,  Courts,  Alleys,  Ways,  and 
Habitations  of  the  Metropolis  and  other  Cities,  Towns,  and  Villages,  with  a 
Tiew  thereby  to  ameliorate  the  condition  and  contribute  to  the  health  of  all 
classes  of  society. 

To  collect  and  disseminate  correct  infonnation,  and  to  invite  the  atten- 
tion of  the  legislature,  municipal  authorities,  and  the  public  to  these  im- 
portant objects. 

To  form  a  Repository  for  models  and  apparatus  calculated  to  promote 
and  illustrate  the  purposes  of  the  Association. 

To  invite  the  co-operation  of  meil  eminent  for  their  scientific  and  prac- 
tical experience,  and  to  give  encouragement  to  those  inventions  which  tend 
to  advance  the  objects  of  the  Association. 


EXTBACT8  FROM  BYE-LAWS. 

"No  questions  or  objects  of  a  political  tendency  shall  be  discussed  or 
promoted  at  the  meetings  of  the  Association. 

"  Patentees,  Proprietors,  and  Expositors,  or  persons  belonging  to,  or  em- 
ployed under  any  Board  of  Direction,  having  a  pecuniary  interest  in  pro- 
moting any  mode,  or  the  use  of  any  article,  for  Paving,  Cleansing,  or 
Drainage,  may  be  admitted  members  of  the  Association,  but  shall  not  be 
eligible  to  act  as  members  of  the  Council. 

*^  An  annual  subscription  of  One  Guinea  shall  constitute  a  member." 


An  important  result  in  connexion  with  the  improved  Cleansing  of  the 
Streets,  will  be  the  employment  of  Thousands  of  the  able-bodied  poor. 


RELIEF  OF  METROPOLITAN  DESTITUTION, 

BMPLOTMENT  OF  THE  POOR  DURINa  THIS  IKCLEMEKT  SEASON^ 
AND  HEAVY  FALL  OF  SNOW. 

Tbi  Oommissioners  of  Sewers  foi:  the  City  of  London  having  kindly  per- 
mitted a  Philanthropic  Association,  composed  of  various  noblemen  and 
gentlemen,  to  demonstrate  to  what  state  of  perfection  the  streets  may  be 
kept  dean,  the  public  are  informed  that  the  following  streets  are  now  being 
cleansed  by  the  Association :— Cheapside,  ComhiU,  Bank,  Royal  Ezchangei 
Newgate,  King,  Gresham,  Moorgate^  Throgmorton,  and  Ihreadneedle  Streeti, 
and  Tokenhouse  Yard,  &c. 
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Eighty  men  are  now  employedy  at  two  BhillingB  and  sizpence  per  day, 
and  one  hundred  and  sixty  will  be  employed  as  soon  as  the  funds  admit 
of  it. 

The  whole  of  the  operations  are  supported  by  voluntary  contributions. 

BENJAMIN  BOND  CABBELL,  ESQ.,  TREASUREB. 

As  the  Council  are  very  anxious  to  encourage  among  the  men  habits  of 
industry,  cleanliness,  and  neatness  of  apparel,  they  beg  to  state  that  a 
present  of  fifty  pairs  of  trousers,  or  one  hundred  smock  frocks,  will  be  con- 
sidered equivalent  to  a  donation  of  25^. ;  a  present  of  one  hundred  long 
brooms  or  mops  to  a  donation  of  lOL 

The  under^mentioned  bankers  have  kindly  consented  to  receive  sub- 
scriptions : — Sir  Claude  Scott,  Bart.,  and  Co. ;  the  London  and  Westminster 
Bank  and  its  Branches ;  Drummond  and  Co. ;  Bouverie  and  Co. ;  Ransom 
and  Co. ;  Union  Bank  of  London  and  its  Branches ;  Lubbock  and  Co. ; 
Robarts  and  Co. ;  Bosanquet  and  Co. ;  Prescott,  Grote,  and  Co. ;  Hanbuiys 
and  Co. ;  Sir  Charles  Price  and  Co. ;  Cocks,  Biddulph,  and  Co. ;  Hankeja 
and  Co. ;  Henries  and  Co. ;  Fuller  and  Co. ;  London  and  Dublin  Bank ; 
National  Bank  of  Ireland  ;  London  Joint  Stock  Bank ;  Williams,  Deacon, 
and  Co. ;  Hopkinson  and  Co. ;  Strachan,  Paul,  and  Co. ;  Hallett  and  Co. ; 
at  the  Hall  of  Commerce  ;  the  London  Tavern  ;  and  by  the  Secretary  of 
the  Association,  at  the  Offices,  20,  Vere  Street,  Oxford  Street. 

List  of  Subscbiptions  bbcbivbp  this  Day  : 

Charles  Cochrane,  Esq.,  President  of  the  Association  .  100    0    0 

Luke  J.  Hansard,  Esq 60    0    0 

Messrs.  Coutts  and  Co 10    0    0 

The  Misses  Browne 5    0    0 

The  Rev.  Dr.  Spranger 5    0    0 

The  Rev.  J.  Spranger 10    0 

Hyde  Clarke,  Esq 5    5    0 

Alfred  Hyde  Clarke,  Esq 3    3    0 

Edwin  Hyde  Clarke,  Esq 2    2    0 

F.  T 110 

B.  C 110 

Sir  George  Staunton,  Bart.,  M.P.         .        .                .  10    0    0 

H.  F.  Richardson,  Esq. 5    5    0 

J.  S.  Buckingham,  Esq. 110 

Mr.  Henry  Dodd,  one  of  the  Contractors  for  Cleansing  5    0    0 

By  order, 

M.  DAYIES,  Secretary. 
20,  Vere  Street,  Oxford  Street. 
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THE    LONDON    SEWAGE    COMPANY. 


Proviiionally  Registered. 

Capital  £1,600,000,  in  37,500  Shares  of  £40  each. 

Deposit  £2  As,  per  Share. 

Tbs  practicable  plan,  of  which  the  Company  is  possessed,  will  intercept  every 
Sewer  at  present  discharging  itself  into  the  Thames,  and  the  contents,  both  solid 
and  liquid,  will  be  carried  out  into  the  country  for  agricultural  purposes,  without 
any  objectionable  exposure  or  nuisance.  The  Company  has  assurances  of  support 
from  many  very  influential  parties,  when  its  plan  shall  have  been  deposited,  in 
conformity  with  the  standing  order  of  Parliament,  on  or  before  the  Thirtieth  day 
of  November,  and  the  list  of  the  Provisional  Committee  will  then  be  published. 

Bankers. 
Mestra,  Williams,  Deacon,  Labouchere,  Thornton,  and  Co.,  20,  Birchin  Lane. 

Ekoikeeiu 

Thomas  Wicksteed,  Esq.,  Engineer  to  the  East  London,  the  Grand  Junction, 

Kent,  Southwark  and  Vauxhall,  Water  Works  in  London ;  and  to  the 

Hull  and  Wolverhampton  Water  Works. 

AnCBITBCTg   AKD  SVRVETOES. 

John  Blyth,  Esq.,  Aldersgate  Street,  and  R.  C  Carpenter,  Esq.,  Guildford  Street 

CoNBULTivo  Chemist. 

Arthnr  Aikin,  Esq.,  F.L.S.,  F.G.S.,  &c,  &c..  Lecturer  on  Chemistry  at  Guy*8 
Hospital,  and  Vice-President  of  the  London  Chemical  Society. 

SOLICITOBS. 

Mefltrs.  Wood  and  Blake,  8,  Falcon  Street,  City. 

Secretary. 
Andrew  Martin,  Esq.,  4,  New  London  Street,  Crutdied  Friars. 


Great  anxiety  has  been  felt  of  late,  both  by  the  Government  and  the  Corporation 
of  the  City  of  London,  in  regard  to  the  removal  of  long-existing  evils  consequent 
on  the  imperfect  system  of  drainage  in  many  parts  of  the  Metropolis,  and  the  pol- 
lution of  the  Thames  by  the  discharge  into  its  waters  of  the  contents  of  all  the 
public  sewers ;  but,  notwithstanding  the  prevailing  desire  that  the«e  evils  should 
be  remedied,  nothing  fully  adapted  to  effect  this  important  object  has  been  done, 
and  no  praelioable  plan  has  yet  been  brought  under  the  notice  of  the  public. 

Sharing  in  the  general  anxiety  on  this  subject,  and  desirous  to  apply  a  remedy 
which  shall  meet  all  exigencies,  the  promoters  of  the  London  Sewage  Com- 
pany have  established  it  under  the  most  favourable  auspices,  which  enable  them 
to  promise  the  complete  removal  of  the  evils  referred  to,  in  the  shortest  period 
possible. 

In  regard  to  the  Sewage,  (or  the  contents  of  the  Sewers  discharged  into  the 
Thames,)  it  is  well  known  that  it  is  carried  up  and  down  the  river,  with  the  flow 
and  ebb  of  each  day's  tide.  The  earthy  portion,  settling  gradually  to  the  bottom, 
leaves  the  shores  at  low  water  in  a  most  filthy  state,  whilst  the  most  noxious  gases 
escape  on  every  side,  vitiating  the  atmosphere,  and  generating  agues  and  fevers ; 
and  the  banks  of  the  Thames,  which  ought  to  be  the  most  pleasant  abodes  in 
England,  are  amongst  the  most  unhealthy  and  dangerous. 

As  it  is  the  first  object  of  the  London  Sewage  Company  to  remedy  these 
evils,  now  felt  to  be  intolerable,  and  as  the  measure  it  contemplates  will  tend  to 
increase  the  salubrity  of  the  metropolis,  it  is  assured  of  support  from  the  inhabit- 
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anti  of  this  great  city.  The  Company  has  already  received  many  eacoanigiii(r 
communications  from  all  ranks  and  classes,  and  faeU  confident  that  its  pUai  wUl 
be  countenanced  by  the  government  and  the  municipal  authorities. 

How  best  to  accomplish  its  designs,  has  been  a  matter  of  patient  and  lengthened 
study ;  and  the  eminent  engineer,  whose  services  the  Company  has  secured,  and 
whose  attention  has,  for  some  time  past,  been  much  directed  to  the  subject,  has 
now  matured  a  plan,  which  no  doubt  will  be  sanctioned  by  Parliament,  as  fitted  to 
tfSect  thoroughly  and  completely  the  great  object  in  view,  viz.,  the  interoepbnif, 
and  removing  to  the  country,  of  the  entire  contents  of  all  the  sewers  on  both  sida 
of  the  Thames,  and  thus  removing  that  contamination  of  the  stream,  which  now 
obliges  the  inhabitants  of  London  to  seek  their  supply  of  water  at  a  great  distance, 
instead  of  taking  it,  as  formerly,  from  the  river.  The  plan  proposed  will  ako  hn. 
prove  the  drainage  in  those  parts  of  the  metropolis  where  it  is  still  defective,  sad 
will  reduce  in  future  the  expenditure  for  the  construction  of  sewers :  for  it  is  well 
known  that  their  very  great  size  is  caused  by  the  drainage  from  them  not  being 
continuous,  which  renders  them,  in  fact,  at  high  water,  reservoirB,  and  not  dnins. 
By  the  plan  now  proposed,  however,  the  current  will  be  kept  constantly  flowing, 
and  it  may  be  safely  said  that  sewers  of  half  the  present  capacity  wiU  in  future  bs 
sufficient,  and  a  large  sum  be  thus  annually  saved  in  their  construction. 

In  effecting  these  very  desirable  ends,  another  most  important  benefit  will  be 
obtained,  calculated  to  be  of  great  advantage,  in  many  respects,  to  the  ooontry  st 
large.  The  sewage,  which  now  wastes  in  the  Thames,  vitiating  and  poilhitiBg  its 
waters,  and  spreading  miasmic  vapours  over  the  densely  peopled  dty  on  both  tbs 
banks,  may  become,  when  properly  applied,  one  of  the  surest  elements  of  natkmsl 
prosperity.  Experiments  have  amply  proved  that,  as  a  manure  for  land,  it  pas* 
sesses  unequalled  properties  and  powers  for  fertilising  and  increasing  the  pndBCt- 
iveness  of  the  soil ;  and  landowners  and  farmers,  to  whom  this  fact  is  very  gene- 
rally known,  will  have  thus  provided  for  them  additional  and  most  efficient  mesu 
of  agricultural  improvement.  Nor  should  it  be  overlooked  that,  in  thus  makisf 
use  of  a  manure  which  is  found  at  our  door,  the  country  will  save  a  great  part  i 
the  very  large  sum  now  annually  expended  in  the  import  of  foreign  manures. 

Thus  regarded,  the  objects  of  the  Londow  Sewage  Company  must  be  cod- 
sidered  of  an  importance  not  less  than  national,  and  deserving  public  support; 
whilst  estimates,  founded  on  the  most  careful  calculations,  assure  an  ample  return 
on  the  capital  required  for  their  attainment. 

The  liability  of  Shareholders  will  be  limited  to  the  amount  of  their  subscrip- 
tions ;  and  power  will  be  applied  for  to  allow  interest  at  the  rate  of  four  per  cent, 
per  annum  on  the  deposits  and  future  calls,  from  the  period  of  the  Company*s  ob- 
taining the  required  Act  of  Parliament,  until  iu  works  shall  be  in  operation ;  tbii 
being  warranted  by  the  prospect  of  a  sufficient  profit  being  obtained  withm  tbt 
first  two  years  after  the  Company's  incorporation. 

Applications  for  Shares,  accompanied  by  a  reference  to  a  banker,  or  other  r^ 
fpectable  parties,  may  be  addressed  to  the  Solicitors,  or  to  the  Secretary. 


PORM  OF  APPLICATION. 

To  TBE  pROVlfitOlTAt  CoMlITTTEE  OF  TBt  LOMDOlT  SCWAOS  CoJfTAXT* 

I  request  that  you  will  allot  to  mo  Shares  in  the  above  proposed 

Undertaking,  and  I  will  accept  the  same,  or  any  lest  number,  and  pay  the  depodt 
thereon,  and  sign  the  Parliamentary  Contract  and  Subtcriben*  AgreeowQti  wiicn 
inquired  so  to  do. 

J>at«d  thii  day  of  ,  1845, 

Christian  and  Surname  in  full 

Profession  or  BusineM 

Residence 

Place  of  BuBineH  (if  any) 

Reference 

Addreu  of  M^rH 
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THE    GREAT    NORTH   OF    INDIA   RAILWAY, 

FAOU 

ALLAHABAD    TO    DELHI, 
WITH  POWERS  TO  EXTEND  OE  VAEY  THE  SAME. 


(PiOTiBxonally  Registered  under  the  Act  7  &  8  Vict.  cap.  110.) 

For  constrocting  a  Railway  to  connect  the  Cities  of  Delhi,  Agra,  and  Allahabad,  with 

powers  to  extend  the  snme  to  MIRZAFORE  and  BENARES,  and  with 

Branches  to  MEERUT,  and  other  places. 


Capital,  £4,000,000,  in  80,000  Shares  of  £50  each. 

Deposit  5s.  per  Share^ 

Being  the  largest  snm  allowed  to  be  tiken  under  the  Registration  Act. 

A  RESERVE  OP  SHARES  WILL  BE  MADE  FOR  INDIA. 
Provisional  Committbs. 


Major-Gkn.  Martin  White,  Bengal  Army, 

Bath. 
Major-Gen.  Morgan,  of  the  Bombay  Army, 

Singleton  House,  Torquay. 
liieut-Ool.  Pereira,  of  the  Bengal  Army, 

Elms,  Taplow,  near  Maidenhead. 
Iaeat.-(3ol.   W.   Spiller,   Fern  Acres,  by 

Gerard's  Cross,  Bucks,  Director  of  the 

Oriental  Bank. 
8.    G.   Bonham,  Esq.,  late  GoTcmor  of 

Singapore,  Oriental  Club. 
P.  0.  Wells,  Esq.,  of  the  Bengal  Civil 

Serrice,  22,  Montague  Square.  . 
G.  Gunning  Campbell,  Esq.,  late  of  the 

Bengal  Establishment,    37,  Montague 

Square. 
Major  Henry  Pelham  Bum,  of  the  Bengal 

Army,  Oriental  Club. 
•  Major  Cadogan,  late  of  the  22nd  Light 

Dragoons,  16,  St.  James's  Place. 
B.  W.  Maxwell,  Esq.,  late  of  the  Bengal 

Civil  Service,  Middleton  Hall,  Uphall, 

Edinburgh. 
William   Vansittart,   Esq.,  Bengal   Civil 

Service,  1,  Halkin  Street,  West,  Bel- 
grave  Square. 
B.  Bnrt,  Esq.,  late  of  the  Bengal  Army, 

Oriental  Club. 
B.  S.  Jones,  Esq.,  kto  Assistant  Secretary 

to  the  India  Board  of  Control,  St.  John's 

Wood. 
Sir    William   Chaytor,    Bart.,    Clervoux 

Caatle,  Darlington. 


Sir  William  Magnay,  Bart. 

G.  G.  Grant,  Esq.,  of  Limepotts  and  Edin- 
burgh. 

William  Burge,  Esq.,  Q.C. 

William  Nash,  Esq. 

Captain  P.  A.  Reynolds  (of  the  firm 
Grindlay  and  Co.),  23,  Sussex  Gardens^ 
Hyde  Park. 

Captain  Hutchinson,  R.N.,  Bedford. 

George  Adam,  Esq.,  late  of  Bombay,  Mer- 
chant, Comhill. 

Capt.  E.  J.  Pratt,  16th  Lancers,  Somer* 
field  Terrace,  Maidstone. 

Robert  Bawlings,  Esq.,  Bere  Hill  House^ 
Whitchurch,  Hants. 

Charles  Stanley,  Esq.,  Sheffield. 

Richard  Hartley  Kennedy,  Esq.,  10,  Man- 
chester Square,  Director  of  the  Oriental 
Bank. 

Harry  Borradaile.  Esq.,  late  Bombay  Civil 
Service,  Ham,  Surrey. 

Capt.  C.  W.  Reynolds,  16th  Lancers^ 
Maidstone. 

Capt  Charles  Campbell,  Bengal  Anny. 

Capt.  Hitchins,  43,  Queen  Anne  Street, 
Cavendish  Square. 

William  B.  D.  D.  Tumbull,  Esq.,  Edin- 
burgh. 

Edward  Binny  Glass,  Esq.,  Bengal  Civil 
Service,  Chicacole. 

Alexander  McNeill,  Esq.,  Edinburgh. 

Major  Henry  Ckyton,  of  the  Bengal  Army. 
2,  Park  Villas,  Richmond. 


(With  power  to  add  to  their  number.) 


TOb.  in.-WAin7ABT. 
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Bakksbs, 
Messn.  Smitii|  Payne,  and  Smiths.  Mean.  Mastennax^  reten^  nid  Ct^ 

Messrs.  Sapte,  Banbiny,  and  Co. 

SOUOITOBS. 

Messn.  Hodgson,  Concaneo,  and  Noje$,  5,  Linooln's  Inn  Fields. 


PROSPECTUS. 
This  Company  has  been  formed  for  the  important  object  of  constructing  a 
Railway  between  the  large  and  opulent  Cities  of  Dklhi^  Agra,  and  Alll- 
HABAD,  and  for  extending  the  same  to  Mirzaporb  and  Bbkarbs,  with 
Branches  to  Mksbut  and  other  places. 

The  Line  will  be  about  4(X)  miles  in  length ;  in  its  course  it  is  intended 
that  it  shall  embrace  the  whole  of  the  large  towns  and  districts  oompiised 
in  the  rich  and  fertile  country  of  the  Doab ;  and  it  will  at  the  same  time 
form  a  connecting  link  between  all  the  great  military  stations  in  Upper 
India. 

Its  ultimate  extension  to  Mirzapore  will,  in  conjunction  with  the  projected 
line  from  Calcutta,  complete  a  great  trunk  railway  from  the  seat  of 
government  to  the  North-western  Frontier. 

The  Directors  of  the  East  India  Company,  deeply  impressed  with  the  im- 
portance of  the  political  and  conunercial  adyantages  to  be  derived  from  the 
introduction  of  railway  communication  into  India,  have  already  deputed  an 
eminent  engineer  to  that  country,  for  the  purpose  of  making  Uie  neceasuy 
surveys  and  reports, — and  they  have,  with  their  usual  enlightened  poliey, 
pledged  themselves  to  afford  the  fullest  encouragement  and  8upp(»rt  to 
undertakings  of  this  nature  to  be  carried  into  execution  by  meansof  piivite 
enterprise  and  capital. 

It  is  at  the  outset  proposed  to  commence  this  Railway  at  Allahabad  (at 
present  the  entrep^^t  for  the  passenger  and  commercial  traffic  by  means 
of  the  steamboats  on  the  Ganges),  and  to  form  a  great  Trunk  Line  from 
that  city  to  Cawnpore,  Agra,  and  Delhi ;  but  as  the  completion  of  com- 
paratively short  lines  is  the  best  mode  of  introducing  railways  into  any 
country,  it  it  proposed  to  begin  by  a  Line  from  Allahabad  to  Cawnpore,  or 
from  Agra  to  Delhi,  and  to  proceed  upon  this  principle  till  the  junction  of 
the  places  included  in  the  registered  description  is  effected. 

From  the  peculiarly  favourable  nature  of  the  coimtry  through  which  it 
will  pass,  the  facilities  for  the  coitstruction  of  this  work  are  so  great,  that  it 
may  with  confidence  be  asserted,  the  cost  will  be  much  below  the  average 
estimate  for  any  railway  in  India.  There  are  no  engineering  difficnltiei  of 
any  kind  to  be  surmounted ;  the  country  is  not  subject  to  inundation^  and 
no  costly  impediments  present  themselves  to  its  formation.  The  land  will 
be  of  easy  attainment,  labour  is  cheap,  and  can  be  procured  to  an  unlimited 
extent,  and  there  is  an  abundant  supply  of  timber. 

Above  Allahabad  the  numerous  shoals  and  sand-banks  present,  during 
the  greater  portion  of  the  year,  an  insurmountable  hairier  to  the  exteosioD 
of  steam  navigation  upon  the  Ganges  ;  and  the  only  mode  at  present  in  uss 
in  the  Upper  Provinces  for  the  conveyance  of  merchandise  and  stores,  is  bv 
the  slow  and  expensive  process  of  land  carriage,  over  the  badly  constnicted 
roads  of  the  country. 

This  Railway  will,  consequently,  from  the  reduced  cost  of  transport,  at 
once  absorb  the  whole  of  the  existing  traffic  of  the  country ;  and  experience 
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at  home  places  it  beyond  a  doubt,  that  when  it  is  completed  a  vast  amount 
of  new  traffic  will  be  rapidly  called  into  existence. 

An  investigation  of  the  official  returns  clearly  demonstrates  that  a  greatly 
incieased  demand  for  all  kinds  of  British  manufactures  will  immediately 
arise  in  the  Upper  Provinces  of  India  and  the  neighbouring  states,  from 
facility  of  transit ;  whilst  it  will  simultaneously  lead  to  a  development  of 
the  natural  resources  of  a  country  teeming  with  mineral  wealth  and  the 
richest  agricultural  productions. 

Amongst  the  advantages  to  be  derived  from  the  construction  of  this 
Railway,  it  must  not  escape  attention  that  it  will  conduce  to  the  easy  and 
cheap  conveyance  of  agricultural  produce,  and  thereby  equalize  the  prices 
in  the  neighbourhood  of  the  different  places  which  it  connects.  It  will 
open  the  granaries  of  Mirzapore,  and  the  rich  and  productive  lands  of  the 
Doab  and  Oude  to  the  populous  cities  of  the  North-west  provinces,  and 
render  the  recurrence  of  the  high  prices  of  grain  at  Agra  and  Delhi  of 
1837,  38,  and  the  consequent  famine,  next  to  impossible.  Had  a  Railway, 
such  as  is  now  proposed,  been  in  existence  in  the  years  just  named,  up- 
wards of  100,000  lives  would  have  been  saved,  and  the  Railway  been  hailed 
as  a  blessing  by  a  famishing  population.  Of  grain  there  was  plenty  in  the 
country,  and  the  means  of  paying  for  it— facility  of  carriage  alone  was 
wanting. 

The  increased  fertility  and  produce  of  the  country  arising  from  the  great 
Doab  Oanal  now  under  construction  by  Government,  will  find  ready  and 
profitable  markets  by  means  of  this  Railway.  The  cotton  of  Calpee  and 
Agra,  and  the  indigo  and  other  dyes  produced  in  the  North-west  provinces, 
will  be  brought  to  Allahabad  on  their  way  to  the  coast  in  a  few  hours,  in- 
stead of  being  laden  in  boats  of  bad  construction  to  be  navigated  on  tedious 
and  difficult  rivers,  a  journey  of  several  weeks'  duration.  The  insurance  of 
merchandise  and  property  from  Agra  to  Allahabad  by  the  river  route,  in 
consequence  of  the  danger  and  difficulty  of  the  navigation,  is  as  high  as 
from  Calcutta  to  England  :  the  distance  in  the  one  case  being  300  miles,  in 
the  latter  15,000  miles. 

The  return  upon  the  capital  to  be  invested  in  this  undertaking  may,  from 
the  traffic  of  merchandise  and  produce  alone,  be  fairly  assumed  to  exceed 
the  ordinary  per-centage  in  India ;  and  although  it  might  be  somewhat  dif- 
ficult to  form  any  approximate  estimate  of  the  amount  which  will  be  de- 
rived from  passenger  traffic,  it  is  by  no  means  unreasonable  to  suppose  that 
as  the  native  mind  gradually  becomes  familiarized  with  the  prominent  ad- 
vantages which  it  imparts,  the  receipts  on  this  account  will  hereafter  be  ma- 
terially augmented ;  when,  however,  in  addition  to  this,  it  is  considered  that 
the  Gkvemment  will  immediately  avail  itself  of  the  advantages  which  this 
Railway  will  present  for  the  economical  and  rapid  conveyance  of  the  mails, 
for  the  removal  of  troops  and  baggage,  and  for  the  transport  of  the  large 
and  increasing  amount  of  military  stores,  which  are  annually  sent  to  the 
Upper  Provinces,  there  is  the  strongest  reason  for  believing  that  the  return 
to  the  Shareholders  will  considerably  exceed  that  amount. 

A  comprehensive  statement  of  the  objects  for  which  the  Company  has 
been  formed  has  been  transmitted  to  the  Chief  Secretary  to  the  Government 
of  India,  preparatory  to  an  application  being  made  for  an  Act  of  the  Legis- 
lative Council  to  empower  the  Company  to  carry  out  its  plans;  and  similar 
papers  have  also  been  forwarded  to  the  Secretary  to  the  Governor  of  the 
North  Western  Provinces  at  Agra, 

h  2 
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Copies  of  these  documents,  together  with  full  information  respecting  tliii 
Company,  have  been  sent  in  to  the  Secretary  of  the  Honourable  Court  of 
£a8t  India  Directors  in  London. 

It  is  intended  to  take  inunediate  steps  for  obtaining  a  survey  of  the  line, 
the  expenses  of  which,  and  the  other  necessary  disbursements  of  the  Com- 
pany connected  with  its  general  management,  will  be  defrayed  out  of  the 
first  deposits  of  five  shillings  per  share ;  and  should  the  Shareholders,  or 
any  of  them,  on  such  preliminary  survey  being  submitted  to  them,  deter- 
mine not  further  to  prosecute  the  work,  the  deposits  of  five  shillings  per 
share  will  be  returned  to  them,  after  deducting  their  proportion  of  such  ex- 
penses ;  and  a  clause  will  be  inserted  in  the  Subscribers*  Agreement  iimiticg 
the  liability  of  each  Shareholder  tp  the  amount  of  his  deposits,  until,  bj  re- 
solutions of  the  Shareholders  at  a  General  Meeting,  it  shall  be  determined 
to  subscribe  further  for  prosecuting  the  objects  of  the  Company.  The  Sab- 
scription  Contract  will  also  contain  powers  enabling  the  Directors  to  ^ply 
for  a  Charter  of  Incorporation,  or  Act  of  Parliament,  and  until  the  same 
shall  be  obtained,  the  afiairs  of  the  Company  shall  be  under  the  control  of 
the  Committee  of  Management,  to  whom  power  is  given  to  allot  the  shsrei, 
and  to  apply  the  funds  of  the  Company  in  payment  of  the  eiq^enses  in- 
curred in  its  formation  and  necessary  surveys. 

Power  will  be  applied  for  in  the  Act — and  in  the  meantime  is  hereby 
given  to  the  Committee  of  Management — to  raise  an  additional  capital ;  to 
abandon  any  part  of  the  Line ;  to  make  Branch  Lines,  or  enter  into  anange- 
ments  with  any  other  company  or  companies ;  and  also  to  nominate  the  first 
Directors  and  Officers  of  the  Company. 

Applications  for  shares,  in  the  accompanying  form,  may  be  made  to  Messn 
Hodgson,  Concanem,  and  Notes,  Solicitors  to  the  Company,  5,  Lincoln Vlxm- 
fields,  and  S.  H.  EUiis,  Esq.,  Sharebroker,  17,  Throgmorton  Street 


FORM  OP  APPLICATION  FOR  SHAREa 

To  THE  PROVIfilONAIi  COMMITTEE  OP  THE  GrEAT  NoRTH  0»  LfDIA 

Railway  Company. 

OEITTLEMEir, 

t  request  that  you  will  allot  me  Shares  of  601.  each,  in  the 

above  undertaking;  and  I  hereby  undertake  to  accept  the  same,  or  any  lea 

number  you  may  allot  me,  and  pay  the  Deposit  of  Five  Shillings  per  Share, 

and  all  future  calls  thereon,  and  also  sign  all  necessary  deeds  when  required. 

Dated  this  dsLy  of  1845. 

Name  in  full. 

Place  of  Business  or  Profession. 
Residence. 

Business  or  Profession. 
Name,  Residence,  and  Profession 
of  Referee. 
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THE  GREAT  NORTH  OF  INDIA  RAILWAY, 
FROM  ALLAHABAD  TO  DELHL 


Provisionally  Registered. 


Notice  is  hereby  given,  that  the  Shares  in  this  Company  will  be  allotted  so 
soon  as  the  necessary  inquiries  have  been  completed.  In  the  meantime  ar- 
rangements are  making  for  the  departure  (in  January  next)  of  one  of  the 
Directors  to  India,  for  the  purpose  of  carrying  out  the  objects  of  this  Com- 
pany. 

By  order  of  the  Board, 

HODGSON,  CONOANEN,  and  NOYES. 
5,  Lincoln's  Inn  Fields, 
Dec.  17, 1845. 


THE  GREAT  NORTH  OF  INDIA  RAILWAY, 


Provisionally  Registered. 


Those  parties  who  have  applied  for  Shares  in  this  country  are  informed 
that  the  allotment  for  this  country  has  been  completed,  and  such  number 
of  Shares  apportioned  to  eligible  applicants  as  ^vas  consistent  with  the 
reserve  made  for  India.  The  letters  of  allotment  will  be  posted  so  soon 
as  the  necessary  routine  can  be  accomplished.  The  Committee  regret  that 
they  have  not  had  it  in  their  power  to  comply  with  the  requests  of  numerous 
most  respectable  applicants. 

By  order  of  the  Board. 


JOURNAL  DES   TRiVAUX  PUBLICS 

DES  CHEMINS  DE  FEE,  DU  COMMEECB  ET  DE  L'INDUSTRIE. 
BULLETIN    DES    ADJUDICATIONS    ADMINISTRATIVES. 


^  Le  JourruU  da  Travaux  Pullies,  va  entrer  dans  sa  quatrieme  annde  d'existence.  Sa 
publicity,  qui  ii*a  cesatf  de  s'ctendre,  cinbrasse  aujourd'hui  toutes  les  questionB  que 
Bouleve  Vexecution  des  grands  travaux  publics  en  France,  en  Angleterre,  en  Belgique, 
en  AUcmagne,  dans  tons  les  pays  enfin  o{l  ces  questions  sont  a  Vordre  du  jour.  Ce 
journal  s'adresse  i  unc  classe  considerable  de  lectcura  interesses  4  etre  tonus  au  courant 
de  toutes  les  grandcs  entreprises  qui  s'exfccutent.  II  est  LB  bkul  qui  donnc  d'une 
maniore  complete  et  officielU  les  avis  d'adjudications  de  travaux  ou  de  foumitures  pour 
tout  le  royaume,  ainsi  que  les  resultats  des  adjudications  prononceea.  On  pent  dire 
qu'il  est  indispensable  a  toutes  les  personnesqui  s'occupent  de  ces  afiaire8.--Zr«  JourhaIi 
DES  Travaux  Publics  pGratt  deux  fat's  par  geniaine,  U  Jeudi  el  le  Dimanche.— On 
s'abonnc  aux  bureaux  de  Postcs  et  aux  Messageries. 

Paris. — Un  an,  20  fr. ;  Six  mois,  12  fr.     Trois  mois,  6  fr. 

Dbparikmbxb.— Un  an,  26  fr.    Six  mois,  14  fr.     Trois  mois,  8  fr. 

Bureaux,  Bub  Mohtmartre,  181. 

Za  Lctlres  n<m  affranchies  Ktont  refusees. 
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Just  publkhed,  a 

CATALOGUE  of  an  Interesting  and  Valuable  COLLECTION  of 
^  BOOKS,  by  N.  HUETT,  37,  Princes  Street,  Leicester  Square,  which 
may  be  had  gratis  on  application,  or  will  be  sent  to  any  pari  of  the  king- 
dom upon  the  receipt  of  one  penny  postage  stamp. 


Philosophical  Transactions  of  the  Royal  Society  of  London,  from  the  ( 
mencement,  in  1665,  to  the  year  1800,  abridged,  with  Notes  and  Bio- 
graphical lUnstrations  by  0.  Hutton,  G.  Shaw,  and  R.  Pearson.  IB 
vols.  4to,  half-russia,  N.  6s, ;  published  at  18^.  18#.  .  1819 

Gray's  (F.  G.)  OperatlTC  Chemist ;  being  a  Practical  Display  of  the  Arts 
and  Manufactures  which  depend  upon  Chemical  Principles.  Thick  8to^ 
100  EngraTings,  half-cloth,  14*. 1831 

Blackwood's  Edinburgh  Magazine,  from  the  commencement^  in  1817,  to  the 
end  of  1834.    36  toIs.  half-calf,  neat,  Ql.  Ss, 

Kippis's  Biographia  Britannica.  5  vols,  folio,  strongly  bound  in  rasEia, 
21.  10«.    (The  binding  alone  would  cost  about  51.) 

Lewis's  Topographical  Dictionary  of  England  and  Wales,  comprising  the 
several  Counties,  Cities,  Boroughs^  Corporate  and  Market  Towns, 
Parishes,  Chapelries  and  Townships,  with  Historical  and  Statistical 
Description.    7  vols.  4to,  maps,  cloth,  51,  5s» ;  published  at  12^.  12«. 

1840 

Edinburgh  Review,  from  its  commencement,  in  1803,  to  1840.  71  vols. 
8vo,  half-calf,  neat,  9^. 

Penny  Magazine,  from  the  commencement,  in  1832,  to  the  end  of  1842.  U 
vols,  royal  8vo,  half-calf,  neat,  2^.  2*. 

London  Encyclop»dia,  complete.    22  vols,  royal  8vo,  in  47  Parts,  41.  lOi. 

Lewis's  Topographical  Dictionary  of  Wales,  comprising  the  several  Coun- 
ties, Cities,  Boroughs,  Corporate  and  Maricet  Towns,  Parishes,  Chapel- 
ries and  Townships,  with  Ilistorical  and  Statistical  Description.  2  vols. 
4to,  large  paper,  maps,  1^.  U. 

Roscoe's  Life  and  Pontificate  of  Leo  the  Tenth.  Fourth  edition,  revised  by 
his  Son,  Thomas  Roscoe,  2  vols.  8vo,  numerous  pretty  wood-cuts,  18«. ; 
just  published  at  1/.  4^. 

Roscoe's  Life  of  Lorenzi  de  Medici,  called  The  Magnificent.  Eleventh 
edition,  revised  by  his  Son,  Thomas  Roscoe,  numerous  pretty  wood-cuts, 
8vo,  cloth,  98. ;  just  published  at  lis. 

Engravings  after  the  best  Pictures  of  the  Groat  Masters.  20  plates,  atlas 
folio,  half-bound  morocco,  21. 15s, 

London  Art-Union  Prize  Annual,  containing  250  Engravings  of  Pictures 
and  -Sculpture  purchased  by  the  London  Art-Union.  Small  folio, 
1^  Us.  ed. 

Decameron ;  or  Ton  Days'  Entertainment  of  Boccaccio.  Translated  firom 
the  Italian,  8vo,  cloth,  4s. 

Brenton's  Naval  Histoiy  of  Great  Britain,  from  the  year  17d9  to  1821. 
3  vols.  8vo,  plates,  boards,  7*. 

Universal  History  (Modem  Part),  from  the  earliest  account  of  Time,  com- 
piled from  Original  Authors.    44  vols.  8vo,  boards,  21. 10*.  1766 

Universal  History  (Ancient  Part),  from  the  earliest  account  of  Time,  com- 
piled from  Original  Authors.    21  vols.  8vo,  calf,  IL  14*.  1747 
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Meyer's  British  BirdB.    4  vols,  large  4to,  cloth,  with  upwards  of  300  plates, 

British  Essayists,  with  Prefaces,  Biographical  and  Critical,  by  Alexander 

Chalmers.    45  voIb.  12ino,  calf,  3^.  129 1802 

Jahn's  History  of  the  Hebrew  Commonwealth,  from  the  earliest  Time  to  the 

Destruction  of  Jerusalem.    Translated  from  the  German  by  C.  E. 

Stowe,  8vo,  cloth,  7«.       .  Oxford,  1840 

Jahn's  Manual  of  Biblical  Antiquities.    Translated  from  the  German,  with 

an  Index  of  Texts  refenred  to,  and  many  other  Additions,  by  T.  C. 

Upham.    Third  edition,  8vo,  cloth,  7s.        ...        Oxford,  1836 
Lamb's  (Chas.)  Essays  of  Eli.    2  vols.  12mo,  cloth,  5s.  6d, 
Inglis's  (H.  P.)  Personal  Narratire  of  a  Journey  through  Norway,  part  of 

Sweden,  and  the  Islands  and  States  of  Denmark.     Fourth  edition, 

cr.  8vo,  cloth,  As 1837 

Inglis's  (H.  D.)  Journey  throughout  Ireland,  during  the  Spring,  Summer 

and  Autumn  of  1834.    Fifth  edition,  cr.  8vo,  cloth,  4s.6(L         .    1838 
Fanner's  Magasine,  from  January,  1837,  to  June,  1842.    11  vols,  large  8yo, 

oloth,  numerous  plates,  1^.  lUs. 
Percy's  Beliques  of  Ancient  Poetry,  consisting  of   Old  Heroic  Ballads, 

Songs,  and  other  Pieces  of  our  earlier  Poets.    3  yols.  cr.  8to,  half-* 

'     morocco,  cuts,  I69 1839 

Crabb's  Universal  Technological  Dictionary  ;  or.  Familiar  Explanation  of 

the  Tenns  used  in  all  Arts  and  Sciences.    2  vols.  4to,  doth,  scarce 

U.  16*. 1823 
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iN  FRIDAY,  JUNE  13th,  was  pubHshed,  the  First  Number  of 
"  THB  RAILWAY  EXFEBSS."i 

This  Weekly  Journal  is  exclusively  occupied  by  such  information,  respecting  Bail- 
ways,  Steam  Nayigation,  Canals,  Mining,  Banking,  Insurances,  &c.,  as  can  convey  full 
and  fiiithful  knowledge  of  the  condition  and  prospects  of  these  National  Enterprises. 
It  is  hoped  that  the  extent  and  accuracy  of  its  intelligence,  as  well  as  its  integrity  and 
independence,  will  cause  Ths  Bailwat  Express  to  be  considered  a  recognised  and 
trustworthy  recorder  and  examiner  of  the  important  subjects  to  which  it  shall  be  de- 
voted. 

Among  the  leading  contents  of  Tbb  Bailwat  Express  arc  Beports  of  Bail  ways,  and 
other  Joint  Stock  Meetings,  Prices  of  Shares,  Betums  of  Traffic,  &c.,  on  the  different 
lines.  Abstracts  of  Legislative  and  Legal  Proceedings,  Statistical  Details,  Notices  of 
Scientific  Improvements  and  Inventions,  Beviews  of  New  Publications,  and  Selections 
from  the  Metropolitan,  Provincial,  Colonial,  and  Foreign  Journals.  Neither  labour  nor 
expense  are  spared  to  give  the  public,  from  the  best  sources,  all  that  is  of  interest  and 
importance  relative  to  existing  or  projected  undertakings,  at  homo  and  abroad,  so  as  to 
allow  Capitalists  and  others  the  best  means  of  judging  for  themselves  upon  any  Joint 
Stock  propositions  which  may  be  submitted  to  their  attention. 

As  an  excellent  medium  of  publicity,  from  the  desirable  channels  in  which  it  will 
ciicukte,  the  claims  of  Thb  Bailwat  Express  are  respectfully  submitted  to  the  notice 
of  Advertisers. 

The  Bailwat  Express  is  published  at  an  early  hour  every  Friday,  so  as  to  allow 
its  despatch  to  all  parts  of  the  kingdom  by  the  morning  mails  of  that  day.  It  is  printed 
on  a  huge  sheet,  in  a  convenient  form  for  binding.  Price  Sixpence  each  weekly  Number. 
Annual  Subscription,  paid  in  advance,  £1  4«. 

Communications  for  the  Editor,  Orders,  and  Advertisements,  received  at  the  OiGce  of 
Tbi  Bailwat  Bxp&bss,  11^  Wellington  Street  (North),  London. 
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RAILWAY   ACCIDENTS    AND    THEIR 
REMEDIES- 


LEE'S   PATENT  BREAKS. 


The  amftzing  increase  of  Railways,  and  the  rapidity  with  which  they  are  Baposcdia^ 
all  other  roads  in  connecting  together  each  important  Town  in  the  United  Kingdom  vltii 
every  other,  are  forcing  upon  the  public  attention  the  paramoont  necessity  of  demising 
and  adopting  every  possible  means  of  conducting  this  rapid  mode  of  conveyance  vith 
entire  safi^ty  to  the  passengers ;  or,  at  any  rate,  with  the  least  practicable  liahilitj 
to  accidents. 

The  details  of  the  accidents  which  have  from  time  to  time  occurred,  are  too  painful 
to  be  dwelt  upon  for  any  purpose  less  important  than  that  of  endeavouring  to  ascertain 
the  circumstances  whereby  these  sad  casualties  have  been  produced.  Bnt  with  this 
high  object  in  view,  we  are  cUl  called  upon  to  give  our  best  attention  to  these  calamitoas 
occunx^nces,  and  we  may  feel  assured  that  no  such  inquiries  will  be  fruitless,  provided 
they  are  conducted  with  a  sincere  disposition  to  examine  all  the  peculiarities  of  eacb 
case,  and  to  mark  wherein  lie  those  practical  defects  of  construction,  or  of  anangement, 
by  which  Railway  accidents  are  now  produced,  or  rendered  more  destmctire,  and  by  the 
remedy  of  which  greater  safety  may  confidently  be  secured. 

By  the  reports  of  the  accidents  we  arc  constantly  informed,  that  the  dificvlt^  qf  nd- 
denly,  and  on  histant  occasion,  arresting  thA  prtx/i-est  of  the  trains  is  a  drcumstaoce 
attendant  on  nearly  ever}'  case  of  accident,  and  greatly  promotive  of  fiital  oonsequencMb 
We  read,  that  even  with  the  prospect  of  certain  destruction,  the  ill-fated  passengers  sre 
inevitably  carried  hundrfds  of  yarih,  before  the  train  can  be  stopped;  that  ailer  the 
force  of  the  steam  is  quelled,  tlie  momentum  of  the  train  mocks,  for  a  fiital  period,  the 
desperate  attempts  of  the  guards;  and  that  during  this  period  collision  frequently 
happens,  which,  could  the  carriages  have  been  stopped  in  a  shorter  space,  might  have 
been  altogether  avoided. 

In  plain  terms,  the  superinducing  cause  of  snch  accidents  is  not  a  necessary  conse- 
quence of  the  velocity  of  the  train,  or  of  the  ill-timed  movements  by  which  the  coUiuon 
u  immediately  brought  about,  but  simply  the  drftctive  ajiparatus  in  me  for  stopping  tkt 
vheeU  of  the  carriaijea—'ihe  imperfect  breaJa  applied. 

Under  this  conviction,  therefore,  we  must  regard  with  interest  all  attempts  made  to 
introduce  improvements  in  this  apparatus,  and  wherever  such  improvements  are  demon- 
stratcd  to  be  really  promotive  of  the  end  sought,  it  becomes  a  public  and  a  l^islative 
duty  to  see  that  they  are  fully  and  fairly  carried  into  general  practice. 

With  this  view  it  is  desirable  that  public  attention  be  at  once  directed  to  some  most 
important  improvements  in  the  breaking  apparatus  of  Bail  way  carriages,  patented  by  Mr. 
John  Lee,  and  which  realize  all  that  can  be  expected  of  .safety  in  railway  travelling. 
Under  the  kind  pennission  of  those  energetic  engineers,  Mr.  Cubitt  and  Mr.  Giegorr. 
these  improvements  have  been  tried  with  complete  success.  Those  who  desire  that  the 
community  should  reap  the  benefit  of  improvements  designed  by  the  ingenuity  of  its 
members,  and  who  can  imagine  the  obstacles  which  oppose  every  inventor,  wiU  aotord 
to  those  gentlemen  their  gratitude  for  thus  enabling  Mr.  Lee  to  ofTer  to  engineers  and 
the  scientific  public  generally,  a  proof  bt^yond  dispute  of  the  great  value  of  his  inTeations 
in  a  commercial,  as  well  ta  humane  point  of  view. 

Mr.  Lee's  break  is  completely  designed  to  act  not  only  on  the  wheel,  but  also  actually 
on  ike  rail  iiseJf.  In  all  other  breaks  the  power  of  stopping  is  derived  only  from  the 
friction  produced  between  the  rail  and  the  small  part  of  the  periphery  of  the  wheel  in 
contact  with  it ;  this  does  not  amount  to  more  than  one  inch  and  a-half  in  length  of 
Burfhcc  of  rail.  Mr.  Lee's  break  not  only  secures  this  friction,  but  also  adds  to  it  a 
length  of  fifteen  inches,  on  each  break,  of  friction  between  it  and  the  rail. 

On  one  pair  of  Wheels,  therefore,  these  breaks  produce  thirty-three  inches  of  friction, 
instead  of  three,  which  is  all  that  is  given  by  the  old  breaks,  Uius  midtiplying  the  stop- 
ping power  no  lest  than  eleven  times.    The  sarfhce  of  the  Patent  Break  which  comes  iito 
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eontact  with  tlie  rail  is  ^ed  with  copper,  and  thus  the  most  perfect  adhesion  is  obtained. 
The  apparatus  by  which  the  break  is  put  into  action,  or  withdrawn,  is  simple  and 
effectiye  ;  not  liable  to  derangement,  and  may  be  instantly  worked.  The  break  is  let 
down  upon  the  rail,  and  enabled  to  act,  to  a  great  extent,  without  actually  locking  the 
wheel ;  and  indeed,  a  power  of  breaking  may  bs  thus  obtained  ten  times  that  now  pos- 
sessed without  tiopping  the  wheel,  thus  saving  much  of  that  great  and  costly  wear  of 
wheel-tires,  which  forms  so  serious  an  item  in  the  current  expenses  of  railways. 

The  Apparatus  has  already  received  the  commendation  of  many  scientific  Gentlemen 
and  of  several  Engineers,  and  is  about  to  be  applied  to  the  Carriages  on  many  of  the 
Bailways.  The  Guards  who  have  used  it,  speak  in  the  highest  terms  of  its  efficacy  and 
ease  of  woricing,  and  esrpresa  their  hope,  that  shortly  no  other  breaks  will  be  allowed  to 
be  used. 

Since  the  12th  of  June,  the  apparatus  has  been  in  daily  use,  and  has  been  put  into 
action  between  seven  and  eight  thousand  times  during  that  period,  earning  the  warm 
encomiums  of  all  who  have  witnessed  its  powers. 

One  instance  sufficiently  strikinpr,  yet  by  no  means  uncommon,  of  the  power  of  this 
break,  may  be  quoted: — On  the  17th  June,  a  wet  day,  a  train  consisting  of  nineteen 
Carriages,  besides  Engine  and  Tender,  descending  the  incline  (at  1  in  100)  at  a  velocity 
of  thirty-five  miles  per  hour,  was,  by  the  use  of  only  one  of  these  single  pair  breaks, 
brought  to  a  dead  stand  in  the  space  of  fifty-five  yards. 

Another  most  important  feature  of  these  improvements  is,  that  they  are  entirely 
independent  of  the  Carriage,  and  do  not  impart  the  least  unpleasant  motion  to  it.  Indeed 
they  ore  constantly  put  into  action  on  the  steep  incline  on  the  Croydon  Bailway,  and 
again  released,  without  the  passengers  in  the  Break-carriage  being  at  all  aware  of  it ; 
aU  Bailway  Travellers  will  understand  how  highly  to  appreciate  this  valuable  peculiarity. 
To  the  delicate  and  the  invalid,  who  are  compelled  to  travel  by  railway,  this  feature 
alone  is  of  vital  benefit  and  importance. 

And  with  the  overwhelming  advantage,  at  which  only  a  glance  is  here  presented,  the 
Patent  Break  can  be  applied  at  a  somewhat  less  cost  than  that  of  the  defective  and 
inefficacious  apparatus  now  in  common  use.  A  Double  Break  which  acts  simultaneously 
on  four  wheels  is  .now  in  use,  and  with  this  apparatus  one  breaking  carriage  does  the 
work  of  twenty-two  of  the  common  single  break  carriages. 

The  leading  advantages  of  these  momentous  improvements  are  therefore : — 
First : — Incalculable  greater  safety  to  the  passengers ;  and. 

Second : — Economy  in  the  first  cost  and  current  expenses  of  Break-apparatus,  by  the 
less  number  required. 

The  Apparatus  is  to  be  seen  daily  at  the  London  Bridge  Station,  between  the  Trains ; 
and  all  interested  in  this  important  subject,  (and  who  are  noti)  particularly  Directors  and 
Engineers  of  British  and  Foreign  Bailways,  are  recommended  to  inspect  it,  and  avail 
themselves  of  Mr.  Lee's  explanations  of  its  merits. 

Communications  firom  parties  desirous  of  further  information,  and  of  adopting  this 
Invention  under  licence  or  otherwise,  are  requested  to  bo  addressed  to  Mr.  J.  Lbb^ 
F.S.A.,  1,  Nelson  Square,  Blackfriars  Bond. 

COPPERISING  TIMBER.— Margai/s  Patent  the  cheapest  and  hest. 
The  whole  cost  of  preparing  a  load  of  timber  being  only  2s^  including  the 
patent  right.  This  patent  is  used  by  Messrs.  Brunei,  Locke,  and  other  celebrated 
engineers,  and  on  the  following  railways: — Bristol  and  Exeter,  Bristol  and  Gloucester, 
Cambridge  and  Norwich,  Manchester  and  Sheffield,  Southampton  and  Gosport, 
Southampton  and  Dorchester. 

In  France,  Paris  and  Rouen,  and  HlLvre— Orleans,  and  Bordeaux,  St.  Etienne, 
and  several  others,  and  for  677  miles  more. 

The  Board  of  Ordnance,  after  trying  various  processes,  hare  come  to  the  con- 
elusion  that  this  is  the  best  preservative,  and  the  patentee  has  just  prepared  fifty 
thousand  yards  of  canvass  for  their  use. 

TO    ARCHITECTS,    BUILDERS,    ENGINEERS,    COLONIAL 
AGENTS,  and  Others. 
J.  WOOLCOTT,  6,  Great  Winchester  Street. 
Every  description  of  CasHnffs,  and  Wrought  ironwork.  Steam  £ngines,  Maiihinery^ 
Boilers,  &c^  for  Building,  Ijooomotive,  Marine,  Mining,  and  general  manufao 
turing  purposes. 

Machinery  valued  and  disposed  of. 
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THE 

OXFORD   AND   CAMBRIDGE 
REVIEW; 

^  Crltfcal  2foumaIi  antr  ^tdbmitg  (Cj^tmrfde. 

PUBLISHED   UONTHLT, 

FBICB  TWO  SHIXUNOS  AND  8IXFEKCE. 


In  commencing  our  Second  Voluxe,  wo  desire  to  say  a  veij  lew 
words. 

The  Oxford  and  Cambridge  BevieWf  in  its  first  number,  dedared 
itself  to  be  the  organ  of  the  New  Genbbation.  We  boldly  announced 
ourselves  as  the  recognized  exponent  of  those  ennobling  and  patriotic 
principles  which,  imbibed  at  Oxford  and  Cambridge,  hare  been  subse- 
quently proclaimed  in  St.  Stephen's,  and  very  generally  responded  to 
by  that  youth  which  must  guard  our  country's  fhturity.  And,  in  asserting 
this,  we  made  no  empty  boast :  we  are  honoured  with  the  confidence  d 
those  who  are  the  acknowledged  leaders  of  the  New  Generatiom  in  the 
Senate — we  are  trusted  by  those  to  whom  is  confided  the  education  of 
the  New  Generation  in  our  Universities — ^we  are  assisted  by  all  who 
agree  in  the  advocacy  of  that  Catholic  Cause  which  now  numbers  in  its 
ranks  no  inconsiderable  portion  of  the  Nobility,  the  Talent,  and  the 
Piety  of  England. 

'  We  speak  for  the  Church,  and  we  do  so  as  reverend  and  &ithfid 
sons ;  for  such  we  hope  ever  to  remain.  We  speak  for  the  Grown,  as 
it  becomes  loyal  and  loving  subjects ;  and  our  regret  is  well  known  that 
we  can  but  speak  for  it  as  it  is,  with  shorn  power  and  dimmed  lustra. 
And  last  of  all,  we  speak,  and  will  speak,  for  the  People— the  people, 
with  whose  sorrows  we  sympathize,  whose  wrongs  it  is  our  earnest  wish 
to  see  redressed,  and  for  whose  happiness  is  our  warmest  prayer.  This 
is  our  three-fold  and  yet  single  cause ;  and  for  it,  to  the  best  of  our 
ability,  will  we,  constant  and  unwearied,  strive  to  do  battle  manfully  and 
well.'    (Vide  No.  VI.,  p.  674.) 
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As  a  Literary  Eeview,  we  shall  oontinue  to  maintain  a  firm  and  in- 
dependent position.  Such  a  Monthly  Journal  has  been,  we  think,  long 
required ;  and,  without  at  all  interfering  with  our  Quarterly  contempo- 
raries, we  hope  to  assist  them  in  honestly  ministering  to  the  necessities 
of  this  reading  age. 

The  commencement  of  a  new  volume  offers  a  desirable  opportunity 
for  intending  subscribers ;  and  we  confidently  anticipate  a  large  acces- 
sion to  our  present  supporters.  The  Ooiford  and  Cambridge  Beview  is 
now  acknowledged  to  occupy  a  position  second  to  none  amoi^  the 
monthly  periodicals :  in  literary  ability  the  press  has  assigned  it  the 
very  firat  rank :  while  its  circulation  is  not  unworthy  of  the  name  it 
beais,  and  the  principles  it  endeavours  to  vindicate. 


CoaftMits  of  Vo.  B. 

I.  The  Policy  of  the  New  Generation. 
IL  European  Diplomatists. 

IIL  Mn.  Bray*8  Novels  and  Romances. 
IV.  The  History  of  the  Consulate  and 

the  Empire. 
V,  The  Prospects  of  Poetrv. 
VI.  Tlie  Author  of  Whitemars  and  his 

Works. 
VIL  The  Condition  of  the  Poor  Question. 

Contents  of  Vo.  ZZ. 

I.  Ireland. 
II.  Wealth  and  Want. 

III.  The  Progress  of  Organic  Chemistry. 

IV.  Adolphiis*s  History  of  England. 
V.  Latitudinarianism. 

VL  Memoirs  of  Lady  Hester  Stanhope. 
VII.  Earl  Grey. 

Contents  of  Vo.  ZXS. 

L  The  Jesuits. 

II.  WDlis's  Dashes  at  Life. 

III.  Mary,  Queen  of  Scots. 

IV.  Mackay*s  Legends  of  the  Isles.    . 
V.  The  Bokhara  Mission. 

VL  Dr.  Arnold. 


Contents  of  Vo.  ZV. 

I.  State  of  Religion  in  France. 
II.  The  Political  Economists. 

III.  The  Puritans. 

IV.  The    Queen,   the    Bar,   and   the 

*  Times.* 
V.  Recent  Novels. 
VL  George  Canning. 

Contents  of  Vo.  V. 

I.  Religious  Movements  in  Germany. 

IL  Ch^man*s  Homer. 
IIL  Drumann*s  Rome. 
IV.  The  Vaudois  Constitution. 

V.  Lord  Lyttelton. 
VL  The  Career  of  the  Bar. 

Contents  of  Vo.  VZ. 

I.  Collegians  and  Craftsmen. 
IL  The  Moral  and  Religious  Condition 

of  the  Universities. 
IIL  Schlosser's  History  of  the  18th  and 

19th  Centuries. 
IV,  Mr.  Home's  Orion. 
V.  Eugdne  Sue  in  England. 
VL  The  Spanish  Match  of  the  19th 
Century. 
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dicate its  permanent  value  and  usefulness  as  a  standard  work  of  reference  for  all  pet- 
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Bank  of  England's  Liabilities — A  supplemetital  Number,  devoted  to  the  subject  of 
Scotch  and  Irish  Banking,  comprising  *'  Malachi  Matagrouihei's  LdUat^  and  nnmo- 
ous  Articles  on  the  Principles  and  Practice  of  Scotch  and  Irish  Banking. 

BEPORTS  OF  JOINT  STOCK  BANKS,  as  read  at  the  Meetings  of  Proprietors  of 
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BANKING  AND  COMMERCIAL  LAW-^Articlef  on  th«  Law  of  ChcqMs; 
the  Duties  and  Liabilities  of  the  Drawer,  Holder,  and  Banker — Crossed  Cheques— The 
Law  of  Letters  of  Credit — Bills  of  Exchange,  or  Acceptance,  Stamps,  Alteration,  re- 
serving Recourse,  &c. — Bankniptcy — Judgments  on  Cash  Credit  Bonds — ^The  Law  of 
Stolen  Notes — Statute  of  Frauds  as  affecting  Banking  Contracts — Liability  of  Joiot 
Stock  Bank  Shareholders — Liability  of  Bank  Managers — Collateral  Security— State  of 
the  Insolvency  Laws — The  Joint  Stock  Bank  Regulation  Act,  &c  &c. — Reports  of  oil 
recent  Decinont  on  Banking  and  Commercial  Zmw  as  they  occur, 
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This  Anociatkm  embraces— 

EVERY  DESCRIPTION  OF  RISK  CONTINGENT  UPON  LIFE; 
liamadiatet  Dcfemd,  and  Contingent  Annuities  and  Endowments ; 

A  COMPREHENSIVE  AND  LIBERAL  SYSTEM  OF  LOAN,  on  undoubted  personal  aecttrlty, 
or  upon  the  lecurity  of  any  deatniption  of  assignable  property  or  income  of  adequate  value  in  con- 
nexion with  Life  Assurance ; 

A  union  of  the  English  and  Sooleh  Systems  of  Assurance,  by  the  removal  of  all  dlfflculties  experi> 
CBced  by  parties  In  England  eiTectfaig^Assurances  with  Offices  peculiarly  Scotch,  and  victf  cerMi  ; 

An  ntcnuve  L«gal  ooonexSon,  with  a  Direction  and  Proprietary  composed  of  all  classes; 

A  large  protecting  Capital,  relieving  the  Auured  from  all  possible  responsibility. 

The  admission  of  every  Policy-holder,  assured  for  the  whole  term  of  life,  to  a  fiill  periodical  par- 
tieipatkm  te  Two^thfrds  of  the  Profits. 

Lists  of  Shareholders,  Prospectuses,  and  all  necessary  Tables  and  Forms  may  be  had,  and  every 
information  obtained  on  application,  personally  or  by  letter,  addressed  to  the  Actuary,  or  to  any  of 
the  Agenta  of  the  Associauon  in  the  principal  towns  of  either  country. 

J.  BUTLER  WILLIAMS, 
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ADVANTAGES  OF  THIS  INSTITUTION. 

The  whole  of  the  Froiits  divided  annually  among  the  Members,  after  payment  of 
fire  Annual  Fremioms. 

An  ample  guaranteed  Capital,  in  addition  to  the  Fond  continually  accumulating  from 
Premiums  fully  sufficient  to  aiford  complete  security  to  the  Folicy-Holders. 

HALF  CREDIT  RATES  OP  PREMIUM. 

The  attention  of  Assurers  is  particularly  directed  to  the  Half  Credit  Rates  of  Ftv* 
mium,  by  which  means  Assurances  may  be  effected,  and  loans  for  short  periods  sectind 
with  the  least  possible  present  outlay,  and  at  a  less  premium  than  for  short  terms  onlr, 
and  with  the  option  of  paying  up  the  arrears  and  interest,  thus  becoming  entitled  to 
participate  in  the  whole  of  the  profits  of  the  institution. 

extract  mOM  THE  HALF  CREDIT  RATES  OF  PREMirM. 


Age  20. 

Age2& 

Age  30. 

Age  40. 

AgeM. 

Ageea 

0  17    0 

£s.    d, 
.0  18    9 

1    1    1 

£  9*    A, 

1    8   2 

£•.   d, 
S    1    0 

3    4    S 

Thus,  for  example—a  person  in  the  twenty-fifth  year  of  his  age,  instead  of  pajiog 
£1  17«.  6(2.  per  annum  for  an  Assurance  of  £100,  would  be  required  to  pay  IZs^M. 
only  during  the  first  five  years,  when,  on  payment  of  the  arrears  of  Premium,  amoftmt* 
ing  to  £4  13«.  9(2.,  his  share  of  the  Profits  would  be  such  as  to  reduce  his  fntaie  Aih 
nual  Premiums  to  very  little  more  than  the  half  Premium  of  18«.  9<i.  originally  paid  bf 
him.  The  Great  Britain  is  the  only  Mutual  Assurance  Society  in  which  this  very  great 
accommodation  is  given  to  the  Assured. 

Transfers  of  Policies  effected  and  registered  (without  charge)  at  the  Office. 

Claims  on  Policies  not  subject  to  be  litigated  or  disputed,  except  with  the  sanctios,  in 
each  case,  of  a  General  Meeting  of  the  Members,  to  be  specially  convened  on  the  ooca- 


Members  Assured  to  the  extent  of  £1,000  entitled  (after  payment  of  five 
Premiums)  to  attend  and  vote  at  all  General  Meetings,  which  will  have  the  soperinteod- 
enoe  and  control  of  the  funds  and  ailairs  of  the  Society. 

Full  particulars  are  detailed  in  the  Prospectus,  which,  with  every  requisite  infiimi' 
tioD,  may  be  obtained  by  application  to 

A.  R.  IRVINE,  Managing  Diiector. 

Agents  wanted  in  Towns  not  pre-occupied,  and  applicationB  from  respectable  and  xB* 
fiuential  parties  addressed  to  the  maoaging  Director,  at  No.  14,  Waterloo  Place,  Loodosi 
triU  Biftt  immediate  attention. 


RAILWAY     REGISTER 

ADVERTISING  SHEET. 


SAILUVATS  mumv  PBOOBS8S. 


A  RESIDENCE  of  20  Yean  in  Hull  and  14  in  Leeds,  Ten  of 
wliich  as  Conunereial,  and  Bight  as  Share  Broken,  enables  the  Undersigned  to  give 
an  opiiiion  on  Ila/Uwayt  in  gmtroL;  bat  particularly  on  those  that  are  connected  with 
VBB  MiDLom  Covnzis,  and  especially  snch  as  are  in  comtnnnication  with  the  imme* 
diata  nd^bonxhood  of  Leeds. 

R.  B.   WATSON  AND  CO., 

7,  BOND  BTSBBT,  IBBDS. 

MESSRS.  JOHN  WILLS  &  Co., 
STOCK  AND  SHAREBROEERS, 

Boyal  Bank  Bmldings,  Sweeting  Streetj  LiyerpooL 

MESSRS.  WATSON  AND  CUELL, 
MINING  AGENTS, 

St  XidiMl'f  KOej,  ComUU. 

H.B.— BepotU  fiom  tlia  difienat  Hkef,  with  itatemento  of  Fmfit  and  Lou  legohrly 

filed. 

H.  J.  MARCUS  AND  CO., 

STOCK  AND   SHAREBROKERS, 

S6,  Btinghall  Street,  Leeds. 

BSTABLISHBD  1884. 

W.  FORDYCE, 
SHAREBROKER, 

15,  Qjty  Street,  Kewcastle-npon-Tyne. 
ESTABLISHED  1889. 

JOHN    GREEN, 
STOCK  AND  SHAREBROKER, 

EDINBURGH. 
S7,  HanoTer  Street. 

TOL.  III. — FSBRUABt.  a 
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TO  SPECULATORS  ANO  HOLOERS  OF  SHARES  All 
.  OTHER  SECURITIES. 


M^ 


[ESSRS.  JONES,  COOKE  and  CO.,  Stock  and  Share  Agents, 
after  many  solicitations  from  capitalists  in  different  parts  of  the  comitiy,  and  for  the 
general  accommodation  of  speculators  and  holders  of  shares,  have  opened  Books  at  their 
offices  for  Registering  the  names  and  prices  of  the  different  shares  for  sale  and  pmchssr, 
and  they  particularly  call  the  attention  of  parties  desirous  of  purchasing  or  selling  shires, 
to  the  convenience  of  registering  the  same — ^no  charge  being  made  for  so  doing  until  an 
actual  purchase  or  sale  takes  place.  To  persons  seeking  information  as  to  the  share- 
market,  they  will  at  all  times  be  happy  to  supply  the  same. 
16,  Old  Broad  Street,  London. 


RAXLT^ATS. 


PARTIES  contemplating  Purchases  or  Sales  of  Railway  Shares  al  the 

•^  present  prices,  may  obtain  detailed  information  as  to  their  existing  conditidii  md 
future  probable  results,  upon  application  at  the  offices  of  Thomas  Alisop,  34,  Gonihill, 
and  280,  Regent  Street.  T.  AlisoP  will  also  furniiih  persons  seeking  permanent  invest- 
ments with  data  which,  by  judicious  comparison,  may  avert  the  loss  and  even  ruin  which 
have  frequently  attended  purchases  made  upon  sligbt  information,  or  upon  erroneoos  an- 
ticipation,  both  as  to  cost  and  charges  made  at  the  outset  of  these  undertakings. 

The  price  of  the  great  lines  of  railroad  is  not  alone  a  grand  criterion  of  Talne,  which 
must  be  sought,  as  regards  permanent  inveitment,  on  &r  different  givimds.  The  par 
chases  made  at  present  may  be  referred  chiefly  to  local  or  personal  feeling,  and  to  the 
general  importance  or  estimation  of  the  particular  undertaking,  not  to  its  ml  worth  ss 
compared  to  its  price ;  and  to  these  points,  as  constituting  the  best  tests  of  lalae, 
T.  Allsop  has  directed  particular  attentioii. 

EDWARD  JOSEPHS, 
STOCK  AND  SHARE  AGENT,  LONDON. 


THE  FUNDS,  SHARES,  and  other  SECURITIES.— Speedaiiofls 
in  the  rise  and  &11  of  Stocks,  Shares,  &c.,  limited  to  a  small  lots,  in  comparison  t» 
the  chances  of  a  large  profit.  The  daily  fluctuations  in  funds  and  sbarea  afford  a  gnat 
opportunity  to  derive  large  profits :  the  option  of  receiving  or  delivering  any  amoim^  st 
a  given  price,  on  a  fixed  day,  may  b*  secured  upon  a  limited  deposit 

The  recent  fluctuations  in  Spanish,  Mexican,  and  Columbian  Stocks,  also  in  rtnem 
descriptions  of  railroad  shares,  are  sufficient  proojb  of  the  advantagei  to  be  derived  from 
the  above-mentioned  safe  system  of  speculation. 

For  further  particulars  apply  to  Bdward  Jobbfbs,  Stock  and  Share  Agent,  Hall  of 
Commerce,  Threadneedle  Street,  or  C^>el  Court,  Bartholomew  Lane,  near  the  Stack 
Exchange. 

All  descriptions  of  stock,  shares  and  other  securities  negotiated. 

On  time  bargains  a  deposit  or  respectable  references  required. 

RYE  AND  THOMAS, 

MINE   AGENTS   AND   DEALERS   IN   STOCKS, 

EAILWAY  AND  OTHER  SHARES, 

80,  Old  Broad  Street,  London. 

HENRY  HALL, 
STOCK    AND     SHAREBROKER, 

40,  High  Street,  HuU. 
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STOCK   EXCHANBE   AND   RAILWAY   SHARE   A6ENCV. 

9,  CHARING  GROSS. 


MESSRS.  BAUGHAN  and  CO.,  having  a  perfect  knowledge  of  all 
ihejinaneial  arranpementt  of  Foreign  States,  and  the  existing  conditions  and  pro- 
bable results  of  railway  shares,  are  enabled  to  furnish  detailed  information  and  data, 
which  maj  be  relied  upon,  to  all  parties  seeking  permanent  inyestments.  Messrs.  B. 
and  Co.  buy  and  sell  English  and  Foreign  railway  shares  of  every  description  at  the 
different  prices  of  the  day.  The  lists  of  jinces  kept  at  the  offices.  Attendance  from  11 
11112. 

RAILWAY  SHARES,  etc.,  etc.,  BY  AUCTION. 

TO  SHAREHOLDERS  AND  CAPITALISTS. 

ENCOURAGED  by  the  recent  increase  of  business  in  the  sale  and  • 
transfer  of  shares  in  the  varioas  public  Companies,  British  and  Foreign,  and 
acting  under  the  advice  of  friends  an^  capitalists,  Messrs.  Lauokd  and  Co., 
licensed  auctioneers,  have  deemed  the  additional  occupation  thus  created,  together 
with  the  abolition  of  the  auction  duties,  a  fit  opportunity  for  opening  a  separate 
and  independent  practice,  to  which  they  have  determined  to  devote  their  undivided 
attention,  dedining  all  other  business  for  this  express  purpose,  viz. : — 

'^  The  sale  by  auction  of  shares  in  railways,  British  and  Foreign ;  Assurance, 
Mining,  Cemetery  and  Canal  Companies ;  Joint  Stock  Banks ;  Debentures, 
Bonds,**  &C.,  &.C. — in  short,  of  every  description  of  interest  connected  with  the  nu- 
merous public  Companies  formed  and  now  forming  in  the  conunercial  world. 

In  arriving  at  this  determination,  it  will  be  the  anxious  desire  of  Messrs  La« 
mond  and  Co.  to  give  every  information  and  satisfaction  to  their  friends  and  the 
public,  and  looking  at  the  probable  magnitude  of  operations  yielding  adequate  re- 
muneration, they  have  resolved  to  adopt  a  low  scale  of  ad  valorem  diarge,  by  way 
of  commission ;  and  where  sales  are  not  effected,  a  small  fee  (merely  sufficient  to 
oorer  the  expenses  of  printing,  advertising,  &c,  &c.)  for  putting  up  the  lots. 

To  avoid  any  misunderstanding  a  deposit  of  1 0  per  cent,  will  be  required  on  all 
purchases  at  the  hammer,  unless  the  same  be  effected  through  Bankers,  Members 
of  the  Stock  Exchange,  or  parties  weU  known  to  the  Auctioneers ;  and  a  settle* 
ment  of  the  remainder  of  the  purchase-money  must  in  every  case  be  made  in  the 
course  of  the  following  day,  during  the  usual  hours  of  business,  or  the  sale  will 
be  void  and  the  deposit  forfeited,  except  where  special  transfers  are  required,  and 
to  such  all  possible  expedition  will  be  given. 

As  all  scrip  and  share  certificates  must  be  deposited  for  examination  at  least  one 
day  previously  to  their  being  offered  to  public  competition,  Messrs.  Master- 
man  and  Co.,  Bankers,  Nicholas  Lane,  and  Messrs.  Ransom  and  Ca,  Bankers, 
Pall  Mall  East,  London,  have  been  pleased  to  allow  reference  to  be  made  to  them, 
in  regard  to  the  respectability  of  the  firm  of  Lamond  and  Co. 

Their  sales  are  held  every  Tuesday  and  Friday,  in  their  Rooms  at  the  under, 
mentioned  Hall,  at  two  o'clock  precisely,  to  which  place  letters  and  orders  contain- 
ing instructions  are  respectfully  requested  w  be  addressed,  and  where  one  or  more 
of  the  partners  will  be  always  in  attendance  to  be  conferred  with,  if  required ;  and 
advices  of  the  operations  of  the  day  will  be  forwarded  by  the  first  post  after  each 
day's  sale,  and  the  proceeds  paid  according  to  their  correspondents*  intentions. 

Messrs.  Lamond  and  Co.  further  propose  to  take  subscriptions  of  a  Guinea  per 
annum  from  all  parties  desiring  to  have  Catalogues  sent  them  on  the  night  before 
the  sale,  except  Bankers,  Members  of  the  Stock  Exchange,  and  Subscribers  to  the 
Hall  of  Conmierce,  to  whom  they  will  on  application  be  delivered  gratis. 

Scale  of  Charges. 

One  Shilling  per  share under  £20 

One  Shilling  and  Sixpence „        60 

Two  Shillings  and  Sixpence      ....        „      100 
Five  Shillings  for  all  above. 
And  Two  Shillings  and  Sixpence  per  lot  offered  for  sale,  (be  the  number  of 
shares  in  such  lot  more  or  less,)  when  sales  are  not  effected. 
Hall  of  Commerce, 
Threadneedle  Street,  London. 

a  2 
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ESTABLISHED  1836. 

THOMAS  WREN, 
STOCK  AND  SHAREBROKER, 

Fmto&j  Luciihire. 


J.  W.  AIKIN, 

(Member  of  tlie  Lynn  Stock  Exchange,) 

STOCK  AND   SHAREBROKER, 

78|  High  Street,  Lynn. 


ROTICE  TO   8PE0ULAT0R8    III   F0REI8II   8T00K8, 
RAILWAY   SHARES,   ETO. 


EVERY  information  on  the  subject  of  specolatien  in  the  Purchase  or 
Sale  of  Foreign  Stocks,  Railway  Shares,  &c.,  and  a  Daily  List  of  the  Cnmt 
Prieei^  with  the  nature  of  Time  Baigaina  explained,  may  be  had  gratuitonaly  by  a  pc^ 
sonal  application,  or  by  letter  to 

LEWIS  JACKSON  and  CO., 

Foreign  Stock  and  Bailway  Share  Agentf,  London. 
11,  Pinner's  Hall,  Old  Broad  Street. 


WEST  FLANDERS  RAILWAYS. 


The  Directors  beg  to  gire  notice  that,  in  compliance  with  the  wishes  of  the 
Proprietors  expressed  at  the  General  Meeting  held  on  the  13th  instant,  at 
the  London  Tavern,  they  have  resolved  that  they  will  receive  from  sadi 
Proprietors  as  may  be  disposed  to  pay  the  same,  a  further  instahnent  of  £S 
per  Share,  in  anticipation  of  the  next  call. 

Proprietors  who  may  desire  to  avail  themselves  of  this  will  be  entitled  to 
certificates  transferable  to  bearer,  which  will  bear  interest  at  £3  per  cent 
on  the  £6  paid,  and  in  pursuance  of  the  provisions  of  the  Statutes  con- 
stituting the  Company,  all  personal  liability  in  respect  of  their  Shares  wiU 
thenceforth  cease. 

(Signed) 

W.  PARRY  RICHARDS, 

President 

11,  King  William  Street,  City, 
Jan.  13, 1846. 
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(Piovisionally  Begisteied.) 

Capital,  £4,500,000,  in  90,000  Shares  of  £50  each. 
Deposit  5s,  per  Share. 

Being  the  amount  limited  by  the  7th  and  8th  Victoria,  Cap.  110,  with  the 
proyisions  of  which  Act  the  Company  have  strictly  complied;  and  no 
further  call  until  the  Local  Surreys  have  been  taken  and  reported  to  the 
Shareholders. 


Tehpobabt  Opficbs  op  thb  Company— 32,  Ely  Place,  Holbork. 


Secret  ABY. 
James  Ward,  Esq. 


Public  attention  is  naturally  directed  to  the  Continent  of  India,  in  these 
times  of  speculatiye  enterprise,  as  a  new  and  unexplored  field  for  the  in- 
Teatment  of  capital,  from  the  couTiction  that  the  yet  undeveloped  resources 
of  its  wealth,  its  industry,  and  its  productive  power,  will  richly  and  amply 
remunerate  the  speculator. 

The  ndllions  who  people  that  vast  and  fertile  region  of  the  globe,  only 
require  the  impulse  of  enterprise  to  call  forth  the  almost  boundless  riches 
that  immediately  surround  them  ;  and  were  they  possessed  of  that  great 
artery  of  civilization — Railroads,  the  current  of  their  political  and  indus- 
trial strength  wotdd  instantly  become  enlarged,  not  only  in  volume,  but  in 
richness  also. 

If  we  glance  at  the  Continent  of  India,  we  find  our  power  mainly  con- 
centrated on  three  points  on  the  coast,  Calcutta,  Madiras,  and  Bombay ; 
which  form  an  irregular  triangle,  the  base  of  which  may  be  termed  Madias 
and  Calcutta,  and  the  apex,  Bombay ;  and  the  great  bulk  of  the  wealth  and 
physical  power  of  India  is  enclosed  within  that  figure,  therefore  it  becomes 
a  matter  of  the  primest  importance  to  have  the  intersecting  lines  of  our 
empire  as  perfect  as  possible,  so  that  our  power  may  be  felt  at  every  point, 
and  our  influence  extended  to  every  part  From  the  want  of  this  concen- 
trative  power,  India  has  become  almost  a  burden  to  the  mother-country 
barely  paying  its  executive  administration,  in  lieu  of  being  a  lucrative  pos' 
session,  a  wealth-yielding  appendage. 
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To  obviate  this  great  and  glaring  defect  in  our  Anglo-Indian  empire,  it  is 
only  necessary  to  extend  to  her  the  same  means  of  communication  that  ve 
possess  at  home  ;  to  bring,  in  short,  the  great  centres  of  her  internal  power 
nearer  to  each  other ;  and  instead  of  depending  upon  her  rivers  as  lines  of 
traffic  and  intercourse,  she  ought  to  have  a  well-arranged  net-work  of  Bail- 
way  extending  over  her  surface  ;  then  she  would  increase  in  power,  and  aug- 
ment in  riches. 

Thb  Direct  Boxbat  akj>  Madras  Railway  is  projected  to  cany  out,  in 
part,  this  noble  scheme ;  and  a  single  glance  at  the  map  must  convince  the 
most  cautious  calculator  that  the  project  is  well  founded,  and  the  line  of 
route  happily  chosen  to  effect  its  purpose ;  as  it  will  intersect  the  most 
wealthy  and  industrious  provinces  of  the  Continent  of  India,  the  Gamatic 
and  the  Mysore,  which  abound  in  natural  productions,  in  manufacturing  in- 
dustry, and  in  agricultural  wealth. 

The  two  great  presidencies  of  Madras  and  Bombay  vrill  be  brought  within 
ft  few  hours',  instead  of  months*,  journey  of  each  other ;  and  instead  of 
vessels  sailing  round  the  coast  some  hundreds  of  miles,  as  heretofore,  with 
their  costly  cargoes,  the  latter  can  be  easily  transported  to  Bombay  fas 
shipment,  and  at  infinitely  less  cost — a  matter  of  first-rate  importance. 

The  district  traversed  by  the  Direct  Bombay  and  Madras  Railway 
contains  upwards  of  twenty  millions  of  inhabitants  ;  and  the  wants  and  in- 
dustry of  this  large  body  already  yield  a  considerable  tonnage,  although  in 
a  comparative  state  of  barbarous  communication.  In  the  report  of  the 
Bombay  Chamber  of  Commerce,  we  find  that  the  traffic  to  and  from  that 
city  amounts  to  187,343  tons  annually,  consisting  chiefiy  of  cotton  and  salt- 
These  two  items  form  merely  a  fraction  of  th&  requirements  of  the  Indians. 
Bombay  is  imapproachable  except  by  a  dangerous  and  expensive  sea-board, 
and  a  cheap  and  safe  communication  can  alone  render  available  her  internal 
resources.  Cotton  has  now  to  be  transported  500  miles  to  the  coast,  to  reach 
Bombay  for  shipment.  A  railway  would  naturally  obviate  so  circuitous  and 
expensive  a  route.  Some  idea  may  be  formed  of  the  destruction  and  delay 
occasioned  by  these  journeys,  when  we  state  that  the  cotton  is  carried  on 
the  backs  of  oxen,  at  the  rate  of  ten  mUes  per  day,  which  e<iormously  aug- 
ments its  shipment  price.  The  present  cost  of  conveyance  from  Kagpore  to 
the  port  of  shipment  is  from  14/.  to  20/.  a  ton,  and  the  charge  by  rail  of 
twopence  a  ton  per  mile,  would  amount  to  4/.  3^.  4c/.---a  considerable  differ- 
ence. The  same  fiicts  prevail  in  regard  to  silk,  and  other  commodities  which 
are  of  the  first  importance  to  our  manufacturing  interests. 

This  Line  will  also  bring  nearer  to  us  the  fine  island  of  Ceylon,  with  all 
its  rich  productions,  commencing  as  it  will  at  Madras,  and  taking  in  its 
course  Aroot,  Bangaloor,  Serar,  Darwar,  Mundapoor,  Ray  bough,  Muchandei^ 
gar,  Conoor,  8attara,  Pandoo,  Poonendar,  Pooziah,  Junnere,  Badlapoor,  and 
through  the  Nunny  Gaut  to  Bombay;  thus  absorbing  the  interests  and 
traffic  of  upwards  of  thirty  first-rate  cities,  and  from  400  to  600  towns,  b 
the  most  densely  populated  part  of  India,  facilitating  the  eonveyanoe  of 
cotton,  coffee,  tobacco,  opium,  sugar,  silk,  senna,  gum,  cassia,  dye-woodi, 
hides,  furs,  lac,  betel-nut,  saltpetre,  spices,  fire-wood,  charcoal,  coal,  com, 
and  various  kinds  of  grain,  indigo,  <jkc.,  tSrc,  and  the  imports  of  treasure, 
manufactured  and  other  goods,  salt,  ice,  <kc. 

The  passenger  traffic  alone,  according  to  reasonable  and  caraful  calcula- 
tion, will  yield  an  ample  per  centage  on  the  oafutal  raised ;  and  the  id- 
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mense  tonnage  of  merchandize  and  raw  produce  must  insure  to  the  share- 
holden  a  profit  beyond  even  the  first-rate  lines  of  England. 

The  promoters  of  the  present  scheme  have  received  intelligence  from 
their  agents  that  the  Line  presents  no  engineering  difficulties,  and  that  the 
cost  of  construction  must  be  moderate,  labour  being  plentiful,  and  the  pur- 
chase of  land  comparatiyely  trifling,  and  wood,  coal,  and  iron  aboimding  in 
the  immediate  neighbourhood  of  the  whole  Line. 

The  management  of  the  Company  will  be  vested  in  a  Board  of  Directors 
in  London,  in  connexion  with  an  influential  branch  in  Bombay  and  Madras. 

Care  will  be  taken,  in  the  Act  constituting  the  Company,  that  the  respon- 
sibility of  the  Shareholders  will  be  limited  to  the  amount  of  their  subscrip- 
tions ;  ax^d  four  per  cent,  interest  will  be  paid  upon  the  capital  advanced  up 
to  the  time  of  construction. 

A  reserve  of  40,000  Shares  will  be  made  for  India,  which  the  projectors 
have  much  pleasure  in  stating  will  scarcely  suffice  for  the  demand  already 
made. 

The  names  of  the  influential  and  efficient  Committee  entrusted  with  its 
management  will  be  published  in  a  short  time.  In  the  mean  time  applica- 
tions for  Shares,  in  the  following  form,  may  be  addressed  to  the  Secretajy,  at 
the  Company*8  Temporary  Offices,  32,  Ely  Place,  Holbom. 


To  THB  Pbovibional  Committeb  of  the  Dibsct  Bombay  and  Madbas 

Railway. 
Gbmtlexbb, 

Z  shall  feel  obliged  by  your  allotting  to  me  Shares  of  50/.  each 

in  the  above  Company ;  and  if  the  deposit  be  not  paid  on  or  before  the 
time  specified  in  your  letter  of  allotment,  you  may  consider  the  application 
void. 

NameinfiiU 

Residence 

Trade  or  Profession 

Date 

Reference 


HALLETTE'S  ATMOSPHERIC   RAILWAY   AND 
CANAL  PROPULSION  COMPANY. 


Completely  Registered. 


NoTics  is  hereby  given  to  the  Shareholders  in  this  undertaking,  and  the 
public,  that  a  plot  of  ground  has  been  taken  at  the  '^  Rosemary  Branch,*' 
Peckham,  where  the  earthwork  of  an  experimental  railway  has  been  com- 
pleted and  ballasted  ;  that  the  rails  and  propulsion  tube  are  in  course  of 
being  laid  down,  and  that  all  the  apparatus  will  be  prepared  with  the  least 
possible  delay,  for  showing  the  application  of  Mons.  Halletto's  invention. 

E.  J.  COLE,  Secretary. 
Offices,  Winchester  House,  Old  Broad  Street,  Jan.  20, 1646. 
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GREAT  WESTERN  RAILWAY  OF  CANADA. 


TO  THE  SHABEHOLDEBa  OF  THE  GREAT  WESTEBJST  OF  CAKADA 
RAILWAY  COMPANY. 

Thb  attention  of  the  underaigned,  the  Corresponding  Committee  of  ike 
Great  Western  of  Canada  Railway  Company,  has  been  called  to  a  report  in 
the  "  Morning  Chronicle,"  of  the  3l8t  December,  of  a  speech  by  CSiazles 
Franks,  Esq.,  the  Goremor  of  the  Canada  Company,  at  a  meeting  of  that 
Company,  in  which  it  is  stated  to  be  doubtful  whether  the  Great  Westeni  of 
Canada  Railway  will  now  be  made.  The  Committee  feel  that  such  a  state- 
ment could  only  hare  proceeded  from  a  gentleman  of  the  character  and 
standing  of  the  Governor  of  the  Canada  Company  under  a  misapprehensioa 
of  the  real  facts  of  the  case ;  and  as  they  are  aware  that  various  mis-state- 
ments regarding  the  Company  have  from  time  to  time  been  circulated, 
they  consider  that  their  duty  to  themselves  and  to  the  undertaking,  as  well 
as  to  their  fellow  Shareholders  and  the  Directors  in  Canada^  requires 
them  to  give  an  official  reply. 

The  Great  Western  of  Canada  Railway  was  taken  up  by  them  because, 
after  a  careful  examination  of  the  facts  connected  with  it,  they  were  satis- 
fied that  it  was  an  undertaking  calculated  to  afford  a  large  profit  to  those 
who  should  embark  their  capital  in  it.  The  facts  contained  in  the  original 
statement,  which  were  carefully  scrutinised  before  they  were  put  forth, 
speak  for  themselves;  and  the  Committee  were  convinced  that  a  Line, 
which  forms  a  connecting  link  between  Railways,  already  paying  8  or  10  per 
cent.,  although  less  favourably  situated,  and  only  partially  developed^— 
which  presents  such  uncommon  facilities  for  execution — ^which  commands 
such  a  large  existing  traffic,  and  whose  prospects  of  development,  as  fum- 
ing a  portion  of  the  great  highway  between  the  rapidly  rising  Westeni 
States  of  America  and  the  Atlantic,  are  almost  unlimited  ; — afforded  an  op- 
portunity for  advantageous  investment  rarely  equalled. 

There  was  nothing  provisional  in  the  undertaking,  which  was  already  a 
constituted  Company  under  an  Act  of  the  most  favourable  description,  the 
preliminary  expenses  incurred  being  quite  inconsiderable.  Under  these  cir- 
cumstances, the  whole  capital  stock  of  the  Company  was  subscribed  for  bj 
responsible  parties,  who  assumed  the  full  liabilities  of  Shareholders,  subject 
to  the  fulfilment,  by  the  Directors  in  Canada,  of  the  conditions  stipulated 
for  with  Sir  Allan  Macnab  and  his  colleagues,  for  ensuring  protection  and 
control  to  the  English  Shareholders.  The  whole  stock  having  been  taken, 
the  public  were  not  invited  to  apply  for  shajes,  but  a  large  number  were 
disposed  of  to  parties  whom  the  original  subscribers  thought  likely  to  be 
useful  to  the  undertaking,  and  others  were  sold  openly  like  the  stock  of  any 
other  established  company,  to  parties  desirous  of  purchasing  them,  at  prices, 
as  the  Committee  fully  believe,  below  their  intrinsic  value. 

Under  these  circumstances,  there  is  no  analogy  whatever  between  tiie 
position  of  the  Great  Western  of  Canada  Railway  Company  and  that  of 
provisional  companies  whose  share  lists  have  not  been  completed.  A  tem- 
porary depression  in  the  market  value  of  the  shares,  owing  to  a  panic  af- 
fecting equaUy  every  other  description  of  Railway  property,  may  pooiUy 
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be  a  ralid  reason,  in  the  latter  case,  for  calling  upon  the  Provisional  Com- 
mittees to  dissolve  the  undertakings,  and  return  the  deposits.  But  in  the 
case  of  the  Great  Western  of  Canada  Railway  Company,  the  Act  is  obtained, 
the  share  list  is  complete,  the  payment  of  the  three  first  calls  provided  for 
in  advance,  and  the  Committee,  who  are  large  Shareholders  in  the  under- 
taking, are  all  far  too  sensible  of  the  advantages  to  be  derived  from  the  pos- 
session of  a  charter  of  such  an  extremely  favourable  nature,  to  be  desirous 
of  relinquishing  them  on  account  of  a  temporary  depression  in  the  money 
market,  which  has  already  in  a  great  measure  passed  away. 

As  long  as  any  doubt  remains  as  to  the  aspect  of  our  political  relations 
with  the  United  States,  the  Shareholders  may  rest  assured  that  the  Com- 
mittee have  much  too  large  a  stake  in  the  concern  themselves,  to  proceed 
otherwise  than  with  extreme  caution  and  prudence,  before  they  sanction 
the  commencement  of  any  proceedings  which  might  involve  a  heavy  outlay 
or  any  further  calls ;  but,  with  this  exception,  the  Committee  are  aware  of 
nothing  calculated  to  create  a  doubt  that  the  Line  will  be  completed  and  in 
effective  operation  in  two  years  from  its  commencement,  and  that  it  will  at 
once  assume  a  position  as  one  of  the  best  dividend  paying  Lines  in  America 
or  elsewhere.  Their  confidence  in  the  commercial  capabilities  of  the  under- 
taking is  not  only  imshaken,  but  has  been  confirmed  by  all  the  information 
which  they  have  subsequently  received,  as  well  as  by  the  opinion  of  many 
gentlemen  of  the  highest  respectability  intimately  acquainted  with  Canada. 
There  is  also  a  strong  probability  that  the  Line  may  be  constructed  for  a 
sum  very  far  within  the  amount  of  capital  originally  stated ;  and  with  a 
view  to  test  this,  and  to  pave  the  way  for  an  active  commencement  of  oper- 
ations at  the  earliest  period  and  in  the  most  efficient  and  economical  manner, 
the  Committee  are  making  arrangements  for  obtaining  a  detailed  survey  and 
report,  the  result  of  which  will  be  duly  communicated  to  the  Shareholders. 
The  numerous  public  meetings  which  have  been  held  in  the  colony  in 
favour  of  the  Great  Western  Railway,  the  testimony  of  the  colonial  press, 
and  the  enthusiasm  with  which  the  intelligence  of  the  success  of  Sir  Allan 
Macnab's  mission  to  England  has  been  received  in  Canada,  afford  the  best 
proof  of  the  estimation  in  which  the  Line  is  held  in  the  province. 

Entertaining  this  confidence  in  the  goodness  of  the  concern  in  which  they 
are  so  largely  embarked,  the  Committee  can  only  advise  those  gentlemen 
who  hold  shares  to  rest  assured  that  the  undertaking  would  never  have 
been  entered  into  or  persevered  in  by  the  Committee,  unless  they  were  satis- 
fied that  it  deserved  the  support  of  the  public  as  a  safe  and  profitable  invest- 
ment for  money. 

William  James  Chaplin. 

Charles  Devaux. 

Henry  John  Enthoven. 

Abel  Lewes  Gower. 

George  Hudson. 

Samuel  Laing. 

John  Masterman,  Jun. 

John  Moss. 

Thomas  Smith. 

Matthew  Uzielli. 

Gregory  Seale  Walters. 
London^  January  13th,  1846. 
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ASSOCIATION  FOR  THE  PROMOTION 
oy 

IMPROVED  STREET  PAVING.  CLEANSING, 
AND  DRAINAGE. 


ESTABLISHBD  MARCH,  1842. 

20,  VBRB  STRBBT,  OXFORD  STREET. 

Prbsidikt. 
Charles  Cochnme,  Esq. 

VlOB-pRBStBIirTS. 


Hill  Graco  the  Duke  of  Grafton. 

The  Right  Hon.  Lord  Robert  Groarenor, 

M.P.' 
The  Right  Hon.  the  Earl  of  ErroU. 
The  Right   Hon.    Lord  Dudley  Couttf 

Stuart. 
The  Right  Hon.  the  Earl  of  Antrim. 
Sir  James  Chirk,  Bart,  H.D. 
Six  William  Hagnay,  Bart, 


The  Right  Hon.  the  Eari  of  Deron. 
The  Right  Hon.  Lord  Viacount  Baaelagh. 
The  Right  Rev.  the  Lord  Bishop  of  ]hu- 

ham. 
The  Right  Hon.  Lord  Nugent. 
Benjamin  Bond  GabbeD,  Esq.,  F.R.8. 
Sir  G.  T.  Staonton,  B^rt,  M.P. 
Dr.  T.  Soathwood  Smith. 


COVKOIL. 


W.  A.  Hackinnon,  B8q.|  H.F. 

Henry  Fownall,  Esq. 

Luke  J.  Hansard,  Esq. 

Hyde  CUrke,  Esq. 

Dr.  Bromet. 

Dr.  H.  Bennet. 

Mr.  James  Holmes. 

Francis  Whishaw,  Esq. 

Dr.  W.  Holt  Tates. 

Mr.  Martin. 

J.  S.  Buckingham,  Esq, 

Mr«  Peter  Graham. 

The  Rev.  Dr.  Spranger. 

T.  Buigoyne,  Esq. 

Mr.  Dinneford. 

Dr.  C.  J.  Cox. 

H.  F.  Richardson,  Esq. 


The  Very  Rov.  the  Dean  of  Chichester. 

P.  Borthwick,  Esq.,  M.P. 

Dr.  GoodfeUow. 

Major  Bagot 

Dr.  Clendinning,  F.R.8, 

Martin  Thackeray,  Esq. 

J.  E.  Panter,  Esq. 

The  Rev.  James  Harris. 

J.  D.  Fanl,  Esq. 

G.  Jones,  Esq. 

The  Rev.  Dr.  Penfold. 

Dr.  Sigmond. 

E.  D.  Moore,  Esq. 

Mr.  Mivart 

Dr.  W.  Marsden. 

Dr.  Semy. 


Tbububhu 
B.  Bond  Cabbell,  Esq.,  F.R.S. 

SlOanART  AVD  SVBTKTOB. 

Mr.  M.  Davief* 

GOLLXOTOB. 

Mr.  I.  Hailes. 

Bahkxbs. 
Sir  Clande  Scott,  Bart.^  and  Co. 


RAILWAY  BBOISTEE  ADVS&TI8INO  8HBBT.  43 

Trb  objects  of  the  Association  are  to  promote  the  improrement  of  the 
Paying,  Oleaosing,  and  Drainage  of  the  Streets,  Courts,  Alleys,  Ways,  and 
Habitations  of  the  Metropolis  and  other  Cities,  Towns,  and  Villages,  with  a 
Tiew  thereby  to  ameliorate  the  condition  and  contribute  to  the  health  of  all 
classes  of  society. 

To  collect  and  disseminate  correct  information,  and  to  invite  the  atten- 
tion of  the  legislature,  municipal  authorities,  and  the  public  to  those  im- 
portant objects. 

To  form  a  Repository  for  models  and  apparatus  calculated  to  promote 
and  illustrate  the  purposes  of  the  Association. 

To  invite  the  co-operation  of  men  eminent  for  their  scientific  and  prac- 
tical experience,  and  to  give  encouragement  to  those  inventions  which  tend 
to  advance  the  objects  of  the  Association. 


EXTRACTS  FROM  BYE-LAWS. 

<'No  questions  or  objects  of  a  political  tendency  shall  be  discussed  or 
promoted  at  the  meetings  of  the  Association. 

'^  Patentees,  Proprietors,  and  Expositors,  or  persons  belonging  to,  or  em- 
ployed under  any  Board  of  Direction,  having  a  pecuniary  interest  in  pro-* 
moting  any  mode,  or  the  use  of  any  article,  for  Paving,  Cleansing,  or 
Drainage,  may  be  admitted  members  of  the  Association,  but  shall  not  bo 
eligible  to  act  as  members  of  the  Council. 

^*  An  annual  subscription  of  One  Guinea  shall  constitute  a  member." 


An  important  result  in  connexion  with  the  improved  Cleansing  of  the 
Streets,  will  be  the  employment  of  Thousands  of  the  able-bodied  poor. 


RELIEF  OF  METROPOLITAN  DESTITUTION, 

AXD 

EMPLOYMENT  OF  THE  POOR  DURING  INCLEMENT  SEASONS,  AND 
HEAVY  FALLS  OF  SNOW. 

Thb  Commissioners  of  Sewers  for  the  City  of  London  having  kindly  per- 
mitted a  Philanthropic  Association,  composed  of  various  noblemen  and 
gentlemen,  to  demonstrate  to  what  state  of  perfection  the  streets  may  bo 
kept  clean,  the  public  arc  informed  that  the  following  streets  are  now  being 
cleansed  by  the  Association : — ^Cheapsidc,  Comhill,  Bank,  Royal  Exchange, 
Newgate,  King,  Gresham,  ^loorgate,  Throgmorton,  and  Thr^needle  Streets, 
and  Tokenhouse  Yard,  (Src. 
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Eighty  men  an  now  employed,  at  two  ahilliiigs  and  sixpence  per  day, 
and  one  bundled  and  sixty  will  be  employed  as  soon  as  tbe  fnnds  admit 
of  it. 

The  whole  of  the  operations  are  supported  by  Toluntaxy  contributions. 

BENJAMIN  BOND  OABBELL,  ESQ.,  TREASURER. 

As  the  Council  axe  very  anxious  to  encourage  among  the  men  habits  of 
industry,  cleanliness,  and  neatness  of  apparel,  they  beg  to  state  that  a 
present  of  fifty  pairs  of  trousers,  or  one  hundred  smock  frocks,  will  be  con- 
sidered equivalent  to  a  donation  of  25^. ;  a  present  of  one  hundred  long 
brooms  or  mops  to  a  donation  of  101. 

The  under-mentioned  bankers  hare  kindly  consented  to  receive  sub- 
scriptions : — Sir  Claude  Scott,  Bart.,  and  Co. ;  the  London  and  Westminster 
Bank  and  its  Branches ;  Drummond  and  Co. ;  Bouyerie  and  Co. ;  Ransom 
and  Co. ;  Union  Bank  of  London  and  its  Branches ;  Lubbock  and  Co. ; 
Robarts  and  Co. ;  Bosanquet  and  Co. ;  Prescott,  Grote,  and  Co. ;  Hanburys 
and  Co. ;  Sir  Charles  Price  and  Co. ;  Cocks,  Biddulph,  and  Co. ;  Hankeys 
and  Co. ;  Herries  and  Co. ;  Fuller  and  Co. ;  London  and  Dublin  Bank ; 
National  Bank  of  Lneland  ;  London  Joint  Stock  Bank ;  Williams,  Deacon, 
and  Co. ;  Hopkinson  and  Co. ;  Strachan,  Paul,  and  Co. ;  Hallett  and  Ca ; 
at  the  Hall  of  Commerce  ;  the  London  Tavern  ;  and  by  the  Secretary  of 
the  Association,  at  the  Offices,  20,  Yere  Street,  Oxford  Street 

List  or  Subscbiptiovb  aeceited  this  Day  : 

£     s.  tL 

Charles  Cochrane,  Esq.,  President  of  the  Association  .  100    0    O 

Luke  J.  Hansard,  Esq 60    0    0 

Messrs.  Coutts  and  Co 10    0    O 

The  Misses  Browne 5    0    0 

The  Rev.  Dr.  Spranger 5    0    0 

The  Rev.  J.  Spranger 10    0 

Hyde  Clarke,  Esq 5    5    0 

Alfred  Hyde  Clarke,  Esq 3    3    0 

Edwin  Hyde  Clarke,  Esq. 2    2    0 

F.T 110 

B.C 110 

Sir  George  Staunton,  Bart,  M.P 10    0    0 

H.  F.  Richardson,  Esq 5    5    0 

J.  S.  Buckingham,  Esq 110 

Mr.  Henry  Dodd,  one  of  the  Contractors  for  Cleansing  5    0    0 

By  order, 

M.  DAVIES,  Secretary. 
20,  Yere  Street,  Oxford  Street 
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THE    LONDON    SEWAGE    COMPANY. 


Provisionally  Registered. 

Capittl  £1,600,000,  in  37,600  Shmt  of  £40  eaoh. 
Deposit  j£2  4f.  per  Share. 

Bavkxbs. 
Messrs.  WiDlams,  Deacon,  Labouchere,  Thornton,  and  Co.,  20,  Birchin  Lan& 

Ekgikesb. 

Thomas  Wicksteed,  Esq.,  Engineer  to  the  East  London,  the  Grand  Junction, 

Kent,  Soothwark  and  Vauxhall  Water  Works,  in  London ;  and  to  the 

Hull  and  Wolverhampton  Water  Works. 

Abcbitxcts  and  Subybyoks. 
John  Blyth,  Esq.,  Aldersgate  Street,  and  R.  C.  Carpenter,  Esq^  Guildford  Street. 

COVSULTIKO  CUBMIBT. 

Arthur  Aikin,  Esq.,  F.L.S.,  F.G.S.,  &c,  &c..  Lecturer  on  Chemistry  at  Guy*s 
Hospital,  and  Vice-President  of  the  London  Chemical  Society. 

Abbxstamt  Cbskist. 
Mr.  Nash. 

SOLZClTOBfl. 

Messrs.  Wood  and  Blake,  8,  FaUxm  Street,  City. 

Sbcbxtabt. 
Andrew  Martm,  Esq.,  124,  Bishopsgate  Street  Within. 


Gbxa^t  anxiety  has  been  felt  of  late,  both  by  the  Government  and  the  Cor- 
poration of  the  City  of  London,  in  regard  to  the  removal  of  long  existing 
evils,  consequent  on  the  imperfect  system  of  draining  in  many  parts  of  the 
Metropolis,  and  the  pollution  of  the  Thames  by  the  discharge  into  its 
waters  of  the  contents  of  all  the  public  Sewers ;  but,  notwithstanding  thd 
prevailing  desire  that  these  evils  should  be  remedied,  nothing  fully  adapted 
to  effect  this  important  object  has  been  done,  and  no  practicable  plan  has 
yet  been  brought  under  the  notice  of  the  Public. 

Sharing  in  the  general  anxiety  on  this  subject,  and  desirous  to  apply  a 
remedy  that  shall  meet  all  exigencies,  the  promoters  of  the  ''London 
Sewage  Company"  have  established  it  under  favourable  circumstances, 
which  enable  them  to  promise  the  complete  removal  of  the  evils  referred  to, 
in  the  shortest  period  possible. 

In  regard  to  the  Sewage,  (or  the  contents  of  the  Sewers  discharged  into 
the  Thames,)  it  is  well  known  that  it  is  carried  up  and  down  the  river,  with 
the  flow  and  ebb  of  each  day's  tide.  The  earthy  portion,  settling  gradually 
to  the  bottom,  leaves  the  shore  at  low  water  in  a  most  filthy  state^  whilst 
the  most  noxious  gases  escape  on  every  side,  vitiating  the  atmosphere,  and 
generating  agues  and  fevers ;  and  the  banks  of  the  Thames,  which  ought 
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to  be  the  most  pleasant  abodes  in  England,  are  amongst  the  most  unhealthy 
and  dangerous. 

At  present  the  drainage  of  many  parts  of  London  is  almost  impossible, 
for,  as  the  Thames  is  the  only  receptacle  for  the  Sewage,  there  can  be  do 
drainage  where  a  sewer,  constructed  at  the  usual  depth^  would  be  under 
low-water  mark.  This  system  entails  also  great  unnecessary  expense  in 
the  construction  of  sewers,  for,  being  open  to  the  tide,  and  receiying  its 
waters  twice  each  day  as  they  flow>  (all  discharge  during  that  time  being 
prevented,)  they  become  in  fact  reserroirs,  not  drains,  and  must  therefoie 
be  made  of  a  much  larger  size  than  would  be  required,  were  the  oont^tt 
carried  off  in  an  uninterrupted  current. 

In  order  to  remedy  these  evils,  and  to  accomplish  the  other  objects  ta 
view,  it  is  intended  to  construct,  on  both  sides  of  the  Thames,  an  into^ 
copting  sewer,  or  drain,  at  a  considerable  depth  under  the  existing  sewers, 
but  communicating  with  them  by  means  of  shafts,  through  which  the 
whole  contents,  solid  and  liquid,  now  discharged  into  the  Thames,  will  pass 
into  the  intercepting  sewers ;  and  being  carried  off  by  them  in  a  regiilir 
and  continuous  flow,  that  accumulation  of  the  heavy  particles  of  the 
sewage,  now  so  common  and  so  dangerous,  will,  in  a  great  measure,  be  pre- 
vented. The  great  advantage  of  such  an  arrangement  may  be  seen  firom 
the  following  remarks  of  Mr.  Aikin,  the  Consulting  Chemist  of  the  Com- 
pany. "  From  the  facility  with  which  the  various  matters  discharged  into 
the  Sewers  undergo  decomposition,  when  diluted  with  water,  and  at  a  £ih 
vourable  temperature,  it  is  evident  that  the  shorter  the  time  that  thej 
remain  in  the  Sewers,  the  more  valuable  they  will  be,  because  the  less  de- 
composed. It  may,  therefore,  be  confidently  anticipated  that  a  plan  which, 
by  means  of  a  constant  current,  clean  out  these  matters  from  the  Sewen 
in  proportion  as  they  are  poured  in,  will  furnish  them  in  a  state  consider- 
ably more  beneficial  to  the  fanner,  and  nearly  approaching  to  that  of 
night-soil,  whidi  is  considered  as  the  richest  of  all  manures.** 

By  this  arrangement,  also,  drainage  may  be  obtained  in  the  very  lowest 
parts  of  London  and  its  suburbs,  and  as  the  intercepting  sewers  will  be 
large  enough  to  caxiy  off  more  than  twice  the  amount  of  the  present 
sewage,  encouragement  is  thus  given  to  increase  and  extend  diainsge, 
where  it  is  imperfect,  or  where  at  present  there  is  none. 

The  Sewage  being  thus  removed  underground,  theie  will  be  no  objeetioD- 
able  exposure  or  nuisance ;  and  at  the  reservoirs,  to  be  constructed  €■ 
marsh  lands,  on  the  north  side  at  the  junction  of  Barking  Cnek  with  the 
Thames,  and  on  the  south  between  Greenwich  and  Woolwidi,  mamnm  ^nD  be 
taken  to  prevent  any  effluvium  from  being  perceptible  beyond  the  iimitl 
of  the  Company's  works. 

In  effecting  these  very  desirable  ends,  another  most  important  benefit  will 
be  obtained,  calculated  to  be  of  great  advantage,  in  many  respects^  to  the 
country  at  large.  The  Sewage,  which  now  wastes  in  the  T^nn^^f^  vitiatii^ 
and  polluting  its  waters,  and  spreading  miasmic  vapours  over  the  densslj* 
peopled  city  on  both  the  banks,  may  become,  when  properly  applied,  one  of 
the  surest  elements  of  national  prosperity.  Experiments  have  amply  proTed 
that,  as  a  manure  for  land,  it  possesses  valuable  porperties  and  powen  for 
fertilizing  and  increasing  the  productiveness  of  the  soil ;  and  land-ownen 
and  farmers,  to  whom  this  fact  is  very  generally  known,  will  have  provided 
for  them  additional  and  most  efiicient  means  of  agxicultuial  improvonoit. 
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Nor  ihould  it  be  overlooked  that,  in  thus  making  use  of  a  manure  which  is 
found  at  our  door,  the  country  will  save  a  great  part  of  the  very  large  sum 
now  annually  expended  in  the  import  of  manures. 

Thus  regarded,  the  objects  of  the  Lohdor  Sewaoe  Compact  must  bo 
considered  of  an  importance  not  less  than  national,  and  deserving  public 
support ;  whilst  estimatefl,  founded  on  the  most  careful  calculations,  assure 
an  ample  return  on  the  capital  required  for  their  attainment ;  in  corrobonir 
tion  of  which  reference  may  be  made  to  a  Report  lately  received  from  the 
engineer,  and  now  printed,  from  which  the  following  is  an  Extract : 

*'The  cost  of  the  proposed  Sewers,  Reservoirs, 
Buildings,  Wharfs,  Machinery  and  Land  on  both 
sides  of  the  River,  including  all  Engineering 
expenses  from  the  commencement  to  the  ter- 
mination of  the  works,  except  the  expenses  of 
Parliamentary  opposition,  will  not  exceed  .        .     £1,300,000 

*' Leaving  for  Law  and  Parliamentary  expenses, 
and  for  real  or  imaginary  cases  of  compensa- 
tion   .........  200,000 


jei,50o,ooo 


"The  total  annual  expenses  of  carrying  on  the 
works,  including  labour,  coals  for  engines  and 
for  drying  the  manure,  lime,  offices,  officers, 
rent,  taxes,  repairs  of  works  and  machinery, 
will  not  exceed .£300,000 

''Reserved  Fund  for  renewal  of  works,  improve- 
ment of  the  existing  sewers,  if  beneficial  to  the 
Company,  &c,  5  per  cent,  on  Capital  .        .       .  75,000 

''Profit  15  per  cent 225,000 

600,000 


"  Revenue  from  206,690  tons  of  Manure  in  a  highly 
dried  state,  compressed  and  packed  at  £3  per 
ton 619,770" 

The  total  quantity  of  sewage  water  at  present  discharged  into  the  river^ 
on  both  sides,  amounts  daily  to  9,602,720  cubic  feet,  from  which  the  con- 
suiting  chemist  of  the  Company  estimates,  after  most  careful  experimentfl^ 
that  at  least  666  tons  of  highly  valuable  solid  manure  may  be  extracted, 
yielding  annually  the  quantity  stated  above,  206,690  tons.  Hereafter  this 
will  most  probably  be  considerably  increased,  for  it  cannot  be  doubted  that 
advantage  will  be  readily  taken  of  the  facilities  which  the  London  Sewage 
Company's  plans  will  afford  for  improving  and  extending  drainage. 

The  price,  when  compared  with  guano,  (which  brings  £6  to  £8  for  infe- 
rior and  common  qualities,  and  £12  for  the  best,)  is  very  low,  and  the  sub- 
stitution of  this  manure  for  the  foreign  will  save  to  the  country  not  less 
than  Je600,000  per  annum. 
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The  liability  of  Shareholders  will  be  limited  to  the  amount  of  their  Bnb- 
Bcriptions ;  and  power  will  be  applied  for  to  allow  interest  at  the  late  of 
four  per  cent,  per  annum  on  the  depouts  and  future  calls,  from  the  period 
of  the  Company's  obtaining  the  required  Act  of  Parliament^  until  its  woria 
shall  be  in  operation ;  this  being  warranted  by  the  prospect  of  a  suifiaiaiit 
profit  being  obtained  within  the  first  two  years  alker  the  Oompiiiy's  illOQ^ 
poratiott. 

Application  for  Copies  of  the  Engineer's  Report^  or  for  Shares,  accompsr 
nied,  in  the  latter  case,  by  a  reference  to  a  member  of  the  Pn>Tisional  Com- 
mittee, a  Banker,  or  oUier  respectable  parties,  may  be  addresMd  to  the  Soli- 
citors, or  to  the  Secretary. 


LONDON    SEWAGE    COMPANY. 


Thx  Engineering  Plans  have  been  deposited,  and  the  necessary  notieei 
served,  and  every  requirement  of  the  Standing  Orders  of  both  Houses  of 
Parliament  has  been  complied  with.  A  very  valuable  Report  by  the 
Engineer  has  been  received  and  adopted,  and  which  is  ready  for  deliveiy 
to  the  Shareholders  and  Public. 

Applications  for  Shaies  or  Prospectuses  may  be  made  to  the  Secreiuy. 

ANDREW  MARTIN, 

Seeretaiy. 

January,  17th,  1846.  124^  Bishopsgate  Street 


PARKINS'S   SYSTEM   OF  LOCOMOTION. 


A  CHALLENGE  TO  MR.  CUBITT. 

The  Yiiuluct  at  Barentin,  100  feet  high,  has  fallen  down  like  a  pa^  of 
cards.  The  bridge  over  the  Black  Ditch,  on  the  Croydon  Line,  fell  as 
soon  as  it  was  built ;  and  now  %  bridge  near  Tunbridge,  on  the  London 
and  Dover  Line,  has  fallen,  through  the  weight  of  the  engine,  killing  the 
driver,  &c.  What  other  bridge  or  viaduct  will  next  faU  ?  PARKIN  and 
PETTITT  dispense  with  bridges  aud  locomotives,  and  their  YiaducU 
cannot  fall.  Mr.  Parkin  challenges  Mr.  Cubiit,  or  any  eminent  engineer, 
to  a  discussion  in  any  newspaper  on  the  simplicity,  efficiency,  economy  and 
safety  of  his  system,  that  the  public  may  know  that  there  is  o^e  system  at 
least  both  safe  and  cheap.  A  working  model  is  exhibited,  gxaUs,  at 
Qintherr  and  Staples*,  11,  Basing  Lane. 
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RAILWAY   ACCIDENTS    AND  THEIR 
REMEDIES. 


LEE'S   PATEXVT  BREAKS. 


Ths  amazing  increase  of  Railways,  and  the  rapidity  with  which  they  are  superseding 
all  other  roads  in  connecting  together  each  important  Town  in  the  United  Kingdom  with 
every  other,  are  forcing  upon  the  public  attention  the  paramount  necessity  of  devising 
and  adopting  every  possible  means  of  conducting  this  rapid  mode  of  conveyance  with 
entire  safety  to  the  passengers ;  or,  at  any  rate,  with  the  least  practicable  liability 
to  accidents. 

The  details  of  the  accidents  which  have  from  time  to  time  occurred,  are  too  painfitl 
to  be  dwelt  upon  for  any  purpose  less  important  than  that  of  endeavouring  to  ascertain 
the  circumstances  whereby  these  sad  casualties  have  been  produced.  But  with  this 
high  object  in  view,  we  are  all  called  upon  to  give  our  best  attention  to  these  calamitous 
occuiiences,  and  we  may  feel  assured  that  no  such  inquiries  will  be  fruitless,  provided 
they  are  conducted  with  a  sincere  disposition  to  examine  all  the  peculiarities  of  each 
case,  and  te  mark  wherein  lie  those  practical  defects  of  construction,  or  of  arrangement, 
by  which  Railway  accidents  are  now  produced,  or  rendered  more  destructive,  and  by  the 
remedy  of  which  greater  safety  may  confidently  be  secured. 

By  the  reports  of  the  accidents  we  are  constantly  informed,  that  the  difficulty  qf  sud* 
denly,  and  on  instant  occoiion,  arresting  the  progress  of  the  train,  is  a  circumstance 
attendant  on  nearly  every  case  of  accident,  and  greatly  promotive  of  &tal  consequences. 
We  read,  that  even  with  the  prospect  of  certain  destruction,  the  ill-fated  passengers  are 
inevitably  carried  hundreds  of  yards,  before  the  tmin  can  be  stopped;  that  after  the 
force  of  the  steam  is  quelled,  the  momentum  of  the  train  mocks,  for  a  fetal  period,  the 
desperate  attempts  of  the  guards;  and  that  during  this  period  collision  frequently 
happens,  which,  could  the  carriages  have  been  stopped  in  a  shorter  space,  might  have 
been  altogether  avoided. 

In  plam  terms,  the  superinducing  cause  of  such  accidents  is  not  a  necessary  conse- 
quence of  the  velocity  of  the  train,  or  of  the  ill-timed  movements  by  which  the  collision 
is  immediately  brougnt  about,  but  simply  the  d^ectivt  apparatus  in  xLsefor  stopping  the 
ttkeeU  of  the  earriages-'the  imperfect  breaks  applied. 

tinder  this  conviction,  therefore,  we  must  regard  with  interest  all  attempts  made  to 
introdnse  improvements  in  this  apparatus,  and  wherever  such  improvements  are  demon- 
■troted  to'^  really  promotive  of  the  end  sought,  it  becomes  a  public  and  a  legislative 
duty  to  see  tifti  they  are  fully  and  feiily  carried  into  general  pnustioe. 

With  this  view  it  is  desirable  that  public  attention  be  at  once  directed  to  some  most 
important  improvements  in  the  breaking  appantns  of  Railway  carriages,  patented  by  Mr. 
John  Lee,  and  which  realise  all  that  can  be  expected  of  safety  in  railway  travelling. 
Under  the  kind  permission  of  those  energetio  engineers,  Mr.  Cubiti  and  Mr.  Gregory, 
these  improvements  have  been  tried  with  complete  success.  Those  who  desire  that  the 
community  should  reap  the  benefit  of  improvements  designed  by  the  ingenuity  of  its 
members,  and  who  can  imagine  the  obstsdee  whkh  oppose  every  inventor,  will  accord 
to  those  gentlemen  their  gratitude  for  thus  enabling  Mr.  Lee  to  offer  to  engineers  and 
the  scientific  public  generally,  a  proof  beyond  dispute  of  the  great  value  of  his  inventions 
in  a  commercial,  as  well  as  humane  point  of  view. 

Mr.  Lee's  break  is  completely  designed  to  act  not  only  on  the  wheel,  but  also  actually 
on  the  rail  itself.  In  all  other  breaks  the  power  of  stopping  is  derived  only  from  the 
friction  produced  between  the  rail  and  the  small  part  of  the  periphery  of  the  wheel  in 
contact  with  it ;  this  does  not  amount  to  more  than  one  inch  and  a-half  in  length  of 
snrfeoe  of  raiL  Mr.  Lee's  break  not  only  secures  this  firiction,  but  also  adds  to  it  a 
length  of  fifteen  inches,  on  each  break,  of  friction  between  it  and  the  rail. 

On  one  pair  of  Wheels,  therefore,  these  breaks  produce  thirty-three  inches  of  fiiction, 
instead  of  three,  which  is  all  that  is  given  by  the  old  breaks,  thus  multiplying  tho  stop- 
ping power  no  less  than  eleven  times.    The  tux&oe  of  the  Patent  Break  which  comes  into 
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contact  witli  the  nil  U  fiwed  with  copperi  and  thui  the  most  perfect  adhetion  is  ohtsuned. 
The  appoiatui  by  which  the  break  is  pat  into  action,  or  withdrawn,  ii  nmple  and 
effective ;  not  liable  to  derangement,  and  may  be  instantly  worked.  The  break  ii  kt 
down  upon  the  rail,  and  enabled  to  act,  to  a  great  extent,  without  actually  locking  tlie 
wheel ;  and  indeed,  a  power  of  breaking  may  be  thus  obtained  ten  times  that  now  poi- 
aeued  without  stopping  the  vheel,  thus  saving  much  of  that  great  and  costly  wesr  of 
wheel-tires,  which  forms  so  serious  an  item  in  the  current  expenses  of  railways. 

The  Apparatus  has  already  received  the  commendation  of  many  scientific  UentloncD 
and  of  several  Engineers,  and  is  about  to  be  applied  to  the  Oainages  on  many  of  the 
Hallways.  The  SuaMs  who  have  used  it,  speak  in  the  highest  terms  of  its  efficacy  sad 
ease  of  working,  and  express  their  hope,  that  shortly  no  other  breaks  will  be  albwedto 
be  used. 

Since  the  12th  of  June,  the  apparatus  has  been  in  daily  use,  and  has  been  put  intp 
action  between  seven  and  eight  thousand  times  during  that  period,  eoming  the  wana 
encomiums  of  all  who  have  witnessed  its  powers. 

One  instance  sufficiently  striking,  yet  by  no  means  uncommon,  of  the  powa*  of  this 
break,  may  be  quoted: — On  the  17th  June,  a  wet  day,  a  train  consisting  of  nineteen 
Carriages,  besides  Engine  and  Tender,  descendinff  the  incline  (at  1  in  100)  at  a  relmtf 
of  thirty-five  miles  per  hour,  was,  by  the  use  of  only  one  of  these  single  pair  hreaki^ 
brought  to  a  dead  stand  in  the  space  of  fifty-five  yards. 

Another  most  important  feature  of  these  improvements  u,  that  they  are  n^xAj 
independent  of  the  Carriage,  and  do  not  impart  the  least  unpleasant  motion  to  it  Indeed 
they  are  constantly  put  into  action  on  the  steep  incline  on  the  Croydon  Bailway,  and 
again  released,  without  the  passengers  in  the  Break-carriage  being  at  all  aware  of  it; 
all  Bailway  Travellers  will  understand  how  highly  to  appreciate  this  valuable  peculiazity. 
To  the  delicate  and  the  invalid,  who  are  compelled  to  travel  by  railway,  this  ientaxt 
alone  is  of  vital  benefit  and  importance. 

And  with  the  overwhelming  advantage,  at  which  only  a  glance  is  here  pnsented,  the 
Patent  Break  can  be  applied  at  a  somewhat  less  cost  than  that  of  the  defective  and 
inefficacious  apparatus  now  in  common  use.  A  Double  Break  which  acts  simqltaneoBidy 
on  four  wheels  is  now  in  use,  and  with  this  apparatus  one  breaking  carriage  does  the 
work  of  twenty-two  of  the  common  single  hroak  carriages. 

The  leading  advantages  of  these  momentous  improvements  are  thereibre : — 
First : — Incalculable  greater  safety  to  the  passengers ;  and. 

Second :— 'Economy  in  the  first  cost  ,and  current  expenses  of  Break-apparatus,  by  the 
less  number  required. 

The  Apparatus  is  to  be  seen  daily  at  the  London  Bridge  Station,  between  the  TiaiBs; 
and  all  interested  in  this  important  subject,  (and  who  are  not?)  particularly  Birccten  and 
Engineers  of  British  and  Foreign  Bailways,  are  recommended  to  inspect  it,  and  avail 
themselves  of  Mr.  Lee's  explanations  of  its  merits. 

Communications  fix)m  parties  desirous  of  further  information,  and  of  adopting  this 
Invention  under  licence  or  otherwiK,  are  requested  to  be  addressed  to  Mr.  J.  Ln, 
F.S.A.,  1,  Nelson  Square,  Bhick£iars  Boad. 

COPPERISING  TIMBER.— Margary's  Patent  tbc  cheapest  and  be«t 
The  whole  cost  of  preparing  a  load  of  timber  being  only  2s.,  induding  the 
patent  right.  This  patent  Is  useid  by  Messrs.  Brunei,  Locke,  and  other  celebrated 
engineers,  and  on  the  following  railways: — Bristol  and  Exeter,  Bristol  and  Oloacester, 
Cambridge  and  Norwich,  Manchester  and  Sheffield,  Southampton  and  Gosport, 
Southampton  and  Dorchester. 

In  France,  Paris  f^nd  Rouen,  and  Havre— Orleans,  and  Bordeaux,  St.  Etienne, 
and  several  others,  and  for  677  miles  more. 

The  Board  of  Ordnance,  after  trying  rarious  prooessei,  have  come  to  the  eon- 
elusion  that  this  is  the  best  preservative,  and  the  patentee  has  Jast  prepared  fifty 
thousand  yards  of  canvass  for  their  use. 

TO    ARCHITECTS,    BUILDERS,    ENGINEERS,    COLONIAL 
AGENTS,  and  Others. 
J.  WOOLCOTT,  6,  Great  Winobester  Street. 
Every  description  of  CasHngty  and  fVraughi  fronworkt  Skam  EnginM^  itfedUntftf , 
BaUers,  ftc,  for  Building,  Locomotive,  Marine,  Mining,  and  general  i 
turiof  purpoaei. 

Machinery  valued  and  disposed  of. 
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THE 

OXFORD  AND   CAMBRIDGE 
REVIEW; 

^  Critical  journal,  anb  ^nfbeisitg  (ZT^tonicIe. 

PUBLISHBD   MONTHLY, 
PRICE  TWO  SHILUNGS  AND  SIXPENCE. 


Ih  commencing  our  Second  Volume,  we  desire  to  say  a  vety  few 
words. 

The  Oxford  emd  Cambridge  Review,  in  its  first  nnmber,  declared 
itself  to  be  the  organ  of  the  New  Generation.  We  boldly  announced 
ourselyes  as  the  recognized  exponent  of  those  ennobling  and  patriotic 
principles  which,  imbibed  at  Oxford  and  Cambridge,  hare  been  subse- 
quently proclaimed  in  8t  Stephen's,  and  very  generally  responded  to 
by  that  youth  which  must  guard  our  country's  fiiturity.  And,  in  asserting 
this,  we  made  no  empty  boast :  we  are  honoured  with  the  confidence  of 
those  who  are  the  acknowledged  leaders  of  the  New  Generation  in  the 
Senate — ^we  are  trusted  by  those  to  whom  is  confided  the  education  of 
the  New  Generation  in  our  Uniyersities — ^we  are  assisted  by  all  who 
agree  in  the  advocacy  of  that  Catholic  Cause  which  now  numbers  in  its 
ranks  no  inoonsiderable  portion  of  the  Nobility,  the  Talent,  and  the 
Piety  of  England. 

*  We  speak  for  the  Church,  and  we  do  so  as  reverend  and  faithful 

sons ;  for  such  we  hope  ever  to  remain.    We  speak  for  the  Crown,  as 

it  becomes  loyal  and  loving  subjects ;  and  our  regret  is  well  known  that 

we  can  but  speak  for  it  as  it  is,  with  shorn  power  and  dimmed  lustre. 

And  last  of  all,  we  speak,  and  will  speak,  for  the  People — the  people, 

with  whose  sorrows  we  sympathize,  whose  wrongs  it  is  our  earnest  wish 

to  see  redressed,  and  for  whose  happiness  is  our  warmest  prayer.     This 

is  our  three-fold  and  yet  single  cause ;  and  for  it,  to  the  best  of  our 

ability,  will  we,  constant  and  unwearied,  strive  to  do  battle  manfully  and 

well;    (Vide  No.  VI.,  p.  574. 

h  2 
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As  a  Literary  Review,  we  shall  oontinue  to  maintain  a  firm  and  in- 
dependent position.  Such  a  Monthly  Journal  has  been,  we  think,  long 
required ;  and,  without  at  all  interfering  with  our  Quarterly  contempo- 
raries, we  hope  to  assist  them  in  honestly  ministering  to  the  necessities 
of  this  reading  age. 

The  commencement  of  a  new  Tolume  offers  a  desirable  opportonitf 
for  intending  subscribers ;  and  we  confidently  anticipate  a  large  acces- 
sion to  our  present  supporters.  The  Oxford  and  Cambridge  Review  is 
now  acknowledged  to  occupy  a  position  second  to  none  among  the 
monthly  periodicals :  in  literary  ability  the  press  has  assigned  it  the 
very  first  rank :  while  its  circulation  is  not  unworthy  of  the  name  it 
bears,  and  the  principles  it  endeavours  to  vindicate. 


CUmt«Bls  of  Vo.  I. 

L  The  Policy  of  the  New  Generation. 
II.  European  Diploniatists. 

III.  Mrs.  Bray's  Novels  and  Romances. 

IV.  The  History  of  the  Consulate  and 

the  Empire. 
V.  The  ProspefiU  of  Poetry. 
VI.  The  Author  of  Whitefriars  and  his 

Works. 
VIL  The  Condition  ofthe  Poor  Question. 

OoBteata  of  Vo.  II. 

I.  Ireland. 
II.  Wealth  and  Want. 

III.  The  Progress  of  Organic  Chemistry. 

IV.  Adolphu8*8  History  of  England. 
V.  Latitudinarianism. 

VL  Memoirs  of  Lady  Hester  Stanhope. 
VIL  Earl  Grey. 

Oontonts  of  Vo.  HI. 

f .  The  Jesuits. 

II.  WUUs*s  Dashes  at  Life, 
in.  Marv,  Queen  of  Scots. 
IV.  Mackay*8  Legends  ofthe  Ues. 

V.  The  Bokhara  Mission. 
VI.  Dr.  Arnold. 


OOBtOBtS  Of  Vo.  IV. 

L  State  of  Reliffion  in  France. 
II.  The  Political  Economists. 
IIL  The  Puritans. 
IV.  The    Queen,   the    Bar,   and  the 

•Times.* 
V.  Recent  Novels. 
VL  Geoi^  Canning.   * 

Oontonts  Of  Vo.  ▼. 

I.  Religious  Movements  in  Germsaj. 
II.  Chapman's  Homer. 

III.  Drumann*8  Rome. 

IV.  The  Vaudois  Constitutieau 
V.  Lord  Lyttelton. 

VL  The  Career  ofthe  Bar. 


lof  Vo.  VZ. 

L  Collegians  and  Craftsmen. 
IL  The  Moral  and  Religious  Cooditioa 

ofthe  Univemties. 
IIL  Schlosser's  Histoiy  of  the  I8di  and 

19th  Centuries. 
IV.  Mr.  Horne*8  Orion. 
V.  Eugene  Sue  in  England. 
VL  The  Spanish  Match  of  the  19ih 
Centuiy. 


LONDON:  WILLIAM  PICKEBINO,  PICCADILLY. 
OXFORD:  J.  VINCENT.— CAMBBIDCfB :  J.  T.  WALTERS. 
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TRRZQB  A  I^ITBSK. 


ESTABLISHED  PUBLICATION. 
THE  ONLY  F0REI8H  AND  OLDEST  THRIGE  WEEKLY  RAILWAY  PAPER. 

''  THE    RAILWAY    HERALD/' 

RAILWAYS— BANKS^MINES. 

PUBLTSHEII  OK  TUESDAY,   THURSDAY,  AKO  SATURDAY. 

Price  Sixpekcb,  Stamped. 

TUESDAY    NUMBER-(F0RE1GN. 

The  Railway  Herald  containi  leading  articles  from  authentic  and  official  in- 
formation, from  time  to  time,  on  the  state  of  Foreign  Railways,  theit  distinguishing 
features,  and  the  policy  of  the  several  Governments.  It  is  also  the  medium  of  cor- 
respondence for  those  shareholders  wishing  to  put  themselves  in  communioaiion 
with  railway  authorities  abroad,  and  to  obtain  the  necessary  information  as  to  the 
state  of  particular  undertakings. 

This  French  Department  is  edited  by  F.  £•  WhitelocB|  Esq.|  Editor  of  the 
Paris  Journal  dea  Chw^int  de  Fer. 

The  Railway  Herald  is  also  a  midweekly  newspaper,  jB^joying  a  large  drcu- 
Utlon  and  considerable  influence,  giving  information  as  •  to  'those  rail#ay  tr^nsap- 
tions  at  home  which  have  taken  place  since  tbe  publication  of  ibib  Saturday's 
piq»ers.  This  department  is  conducted  by  an  Editor  of  experience  oti  the  railway 
press.  .  The  Railway  Herald  contains  a  great  many  exclusive  ooRimunications 
from  authentic  sources. 

THURSDAY  NUMBERHBANKING.) 
The  Thursday  Paper  contains  a  great  deal  of  Railway  Intelligenoe,  and  is  spe- 
cially devoted  to  Banking  Information,  under  the  guidance  of  one  of  the  most 
eminent  writers  on  banking.  The  Railway  Herald  enjoys  a  considerable  cir- 
culation among  Private  Bankers  in  the  country,  and  Uie  managers  of  Joint  Stock 
Banks. 

SATURDAY    NUMBER-(MINING.) 

The  Saturdav's  Paper,  besides  containing  all  the  Railway  Information  of  the 
latter  part  of  tne  week,  is  specially  devoted  to  Mining  Intelligence,  and  is  an  in- 
dependent Mining  Paper,  conducted  by  an  Edi^r  well  acquainted  with  that 
branch  of  business.  It  contains  3Iining  Leading  Articles,  Reports,  Share  Lists, 
and'  Tidceting  Papers,  and  a  great  deal  of  exclusive  information,  having  already 
taken  a  high  rank  for  independence  and  intelligence,  and  possessing  a  considerable 
circulation.  The  Saturday's  Paper  also  contains  exclusive  information,  specially 
communicated,  as  to  Foreign  Railways. 

The  Railway  Herald  is  read  at  all  the  Stock  Exchanges  and  News  Rooms 
throughout  England,  and  by  the  leading  Railway  and  Mining  Capitalists,  Bankers, 
Sharebrdcers,  and  Directors,  so  that  it  offers  one  of  the  best  mediums  for  adver- 
tising, and  receives  the  Advertisements  of  all  the  great  Railway  Companies,  aidLft 
large  mass  of  other  advertisements. 

The  Railway  Herald,  published  on  Tuesday,  Thursday,  and  Saturday 
mornings,  is  one  of  the  largest  Railway  Papers,  of  quarto  form,  price  6d.  stamped  ; 
and  can  be  sent,  post  free,  to  all  parts  of  England,-  the  Colonies,  and  the  United 
States.  Yearly  subscription  to  the  three  E^tions,  2/.  10<.,  payable  in  advance. 
To  the  Tuesday  Paper,  Thursday  Paper,  or  the  Saturday  Paper,  1/.  each.  Brokers* 
Subscription  for  Paper  and  Advertisement,  Weekly,  Monthly,  or  Quarterly,  on 
very  moderate  terms.  The  terms  for  Advertisements  are— Seven  lines,  Os. ;  per 
line,  Od.i  per  column,  3/. 

NO  CONNECTION  WITH  ANY  OTHER  PUBLICATION. 

The  Railway  Herald  can  be  ordered  of  all  Newsvenders  in  town  and  country, 
or  at  the  offices,  9,  St.  Michaers  Alley,  Comhill ;  and  6,  Bell  Yard,  Oracechurch 
Street ;  where  all  Subscriptions,  Remittances,  Advertisements,  and  Communica- 
tions for  the  Editor,  Publisher,  or  Proprietor,  are  to  be  addressed. 
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Established  by  Act  of  Parliament,  5  Victoria^  Sess.  1842. 


GUARANTEE    SOCIETY, 

19,  BIRCHIN  LANE»  LONDON. 

For  profiding  Secoritj  for  the  Fidelity  of  Penoni  in  Sitnationa  of  Tniei,  wbcn  Suttiei 
are  required,  on  peyment  of  an  Annual  Freminm  per  cent. 


TEU8I1I8. 


Jamei  Colqnhoun,  E«q.  I   Charlei  Bme  Frke,  Baq. 

Thomaa  Fowler,  Baq.  |  Haj«  Qen.  B.  B.  Paiib/»  03.  S.La 


BXIIOIOIS. 


James  Colqnboim,  Bsq.»  Chairman. 

Thomaa  Altree,  Esq. 

John  Benson,  Bsq. 

Captain  John  Bnoch. 

Major  Qen.  B.  B.  Parlby,  C.B.  B.I.C. 

George  Scoyell,  Esq. 


Chai.  Sannderson,  Esq.,  Deputy  Oiaimafc 
Mayow  Wynell  Adams*  Esq. 
Patrick  Golquhoan,  Esq. 
Abraham  Lindo  Mocatta,  Esq. 
Francis  Lysons  Price,  Esq. 
WiUian  Skik,  Junior,  Esq. 


AUDIT0B8. 

H.  H.  OttUMD,  E«i.      I     B.  SniA^  Bsq.     |      Qeoige  Thenai^  bq. 

BAHKIB0. 

Sir  Charles  Price,  Bart.,  Manryat,  Coleman  and  Price,  King  William  Street  Londsa. 

mxBiKO  ootnwn. 
B.  Eyder  Pean»  Esq. 

flouonoBL 
Hem.  W.  and  a  Cotton,  7,  Lothbury. 


Birminghan.-^Nathanicl  Lea»  Esq. 
Bristol— 0.  Edwards  and  Sons. 
Coventry. — Hugh  Qaskell,  Esq. 
Dublin.— Messrs.  Smyth,  Sons,  and  Wil- 

liam  Bedat. 
Dundee.— Walter  Shaw«  Jul,  Esq. 
Exeter.— W.  Lee^  Bsq. 


iqniTB. 

Glasgow.— Loiaine  it.  Keir,  Baq. 
HulL— Messrs.  Alsc^  and  Son. 
Leeds.— Joseph  Dickenson^  Eaq. 


LiTerpooL — Messrs.  Hughea  and  BoaaM. 
Manchester.— Samuel  iSiyUiv  Bsq. 
Korwich.— Anthosy  Madden*  B«l 
Sheffield^-Samnel  MitsheU,  fin. 


Forms  of  Application  and  other  particuhirs  may  be  obtained  at  the  Boebty't  Oftss^ 
19,  Biichin  I«ne*  London,  or  from  the  Agents. 

By  Ordcfy 

THOMAS  DODCNSOir,  Secietaty. 
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THE    BANKER'S    MAGAZINE. 

YOLUHB  II. 

Handsomely  bonnd  in  cloth,  and  lettered,  price  12s. 

The  foHowing  brief  analysiB  of  the  principal  Contents  of  this  rolome  will  sufficiently  in- 
dicate its  pennanent  y&Ioe  and  usefulness  as  a  standard  work  of  reference  for  all  per- 
sons engaged  in  Monetary  and  Commercial  affiiiis.    It  contains  s — 

PRACTICAL  BANKING  ARTICLES— On  Cash  Credits-Frauds 
with  Cheques— Frauds  with  Bills  of  Exchange — Effect  of  the  Stamp  Act  on — De- 
posits Receipts — Endorsements  on  Bank  Notes — Preyention  of  Forgery ;  and  of  Fraud 
with  Bankers'  Notes — Forms  for  Bankers*  Circulation  Betum^-BaiULing  Charses^The 
Exchanges — Proposed  Stamp  Duty  on  Cheques — The  Income  Tax  and  Joint  Stock 
Bank  Shareholders — Interest  Calculations — Inyestments  in  Joint  Stock  Bank  Shares — 
Bankers'  Investments  on  Railway  Shares — Letters  of  Credit — Note  Exchanges  with 
other  Banks — Post  Office  Orders— Effect  of  the  Stamp  Act  on  Banking  Business — Be- 
turns  for  BUls  for  Collection,  &c.  &c. 

COMMUNICATIONS  FBOM  PBACTICAL  BANKERS  in  each  Number,  on  sub. 
jects  connected  with  the  Conduct  of  their  Business,  Points  of  Law,  and  Commercial 
Trannctions.    Also,  the  Reports  of  the  Joint  Stock  Bank  Deputies,  &c. 

GENERAL  BANKING  A'RTICLE— On  the  Regulation  of  the  Currency— The 
Government  Currency  Measures— On  the  Restriction  of  Bankers'  Issues— The  Philosophy 
of  Banking — The  Cbiims  of  Bankers'  Clerks — Curiosities  of  Banking— Currency  and 
Prices — The  Bank  of  Ireland  Privileges — Advantages  of  the  Small  Note  Currency — 
Memoirs  of  Eminent  Bankers :  J.  W.  Gilbart,  Esq. ;  and  Jones  Lloyd,  Esq. — The  York- 
shire Agricultural  and  Commereial  Buik— On  GK>ld  as  the  Standard  of  Value — On  the 
Bank  of  England's  Liabilities — A  tupptemenUU  Number,  devoted  to  the  subject  of 
Scotch  and  trish  Banking,  comprising  "  MaXacki  Malagrowthert  LetierM,"  and  numer- 
ous Articles  on  the  Principles  and  Practice  of  Scotch  and  Irish  Banking. 

SBPORTB  OP  JOINT  STOCK  BANKS,  as  read  at  the  Meetings  of  Proprietors  of 
neariy  all  the  Joint  Stock  Banks  in  the  kingdom ;  forming  a  valuable  Record  of 
Capitalists  and  Shareholders.  These  Reports  cannot  be  obtained  in  any  other  pub- 
lication* 

BANKING  AND  COMMERCIAL  LAW— Articles  on  the  Law  of  Cheques; 
the  Duties  and  Liabilities  of  the  Drawer,  Holder,  and  Banker — Crossed  Cheques — The 
Law  of  Letters  of  Credit — Bills  of  Exchange,  or  Acceptance,  Stamps,  Alteration,  re- 
serving Recourse,  &c. — Bankruptcy— Judgments  on  Cash  Credit  Bonds — The  Law  of 
Stolen  Notes — Statute  of  Frauds  as  affecting  Banking  Contracts — Liability  of  Joint 
Stock  Bank  Shareholders — Liability  of  Bank  Managers — Collateral  Security — State  of 
the  Insolvency  Laws — The  Joint  Stock  Bank  Regdation  Act,  &c.  Ac. — JReportt  o/all 
recent  Deeitione  on  Banking  an<2  CwmmtrdaX  Law  at  they  occur. 

SAYINGS'  BANKS— The  papers  referring  to  these  valuable  Institutions  are  too 
numerous  to  be  separately  enumerated.  They  comprise  Reports,  Statistics,  and  Intelli- 
gence r  with  Original  Articles  elucidating  the  principles,  imd  Practical  Suggestions  for 
improving  the  Utility  of  Savings  Banks. 

RAILWAT  ARTICLES  AND  INTELLIGENCE— On  Bankers'  Advances  on 
Railway  Shares — Analysis  of  the  Lines  approved,  rejected,  and  postponed  by  the  Board 
of  Trade — Forms  of  Railway  Deposit  Receipts,  Scrip,  &c. — Railways  in  Irehind — On 
Transfers  of  Shares — Railway  Speculation,  and  the  Fixed  Issues  of  Bankers^A  Monthly 
Summary  qfthe  Railway  Share  Market, 

BANKERS'  CIRCULATION  RETURNS.— The  Volume  contains  the  Weekly 
Returns  of  every  Bank  of  Issue  in  England  and  Wales,  as  published  in  the  Gaiette ; 
the  Monthly  Returns  for  Ireland  and  Scotland ;  and  a  Monthly  Summary  and  Com- 
pariton  of  the  aggregate  and  average  Amounts  in  Circulation  in  the  entire  Kingdom. — > 
This  monthly  Summary  is  prepar^  ezolusively  for  "  The  Baniei't  Mageuine"  and 
"  Th4  Timti**  Newspaper, 

London :  R.  GBooxBBXPai  and  Son,  6,  Patemoiter  Row. 
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GREAT  BRITAIN  MUTUAL   LIFE  ASSURANCE 

SOCIETY, 
14,  WATERLOO  PLACE,  LONDON. 


DIRECT0B8. 

The  CHISHOLM,  C9Uitrm«n. 

WILLIAM  MOBLET,  Esq.,  De^y  CAathium. 

Humr  Stbovd  Blrbkr,  Esq. 
John  Briohtm av,  Esq. 
Frahois  BrodiqaVj  Esq. 
Jamb8  Wiluax  Dracov,  Esq. 
Alxxahdir  Robrrt  Irtihb^  Esq. 
JoBV  IkoU8  Jsrdbiv,  Esq. 

Auditors.— C.  B.  Bulb,  Esq.       T.  C.  Sixmovs^  Esq.     Oborob  Thoxis,  Es^. 

Phtbioiax. — JoHX  Clbhddthixo,  H.D.,  F.E.8.,  16,  Wimpole  Stcset. 

SoLioiTOR. — Walter  Pridbauz,  Esq.,  Goldsmithi*  Hall. 

Barxbrb. — Uxiov  Baxx  ov  Lordov. 


Jambs  Johx  Kibloch,  Esq. 
HsRRT  Lawsov,  Esq. 
HxRRT  FxHRT,  Esq. 
RoBBRT  PowBR,  Esq^  H.D. 
Bey.  F.  W.  Johrsox  YickuTi  AX 


ADVANTAGES  OF  THIS  INSTITUTION. 

The  whole  of  the  Profits  divided  aniraally  among  the  Hemben,  after  psTrntnt  of 
five  Annual  Premiums. 

An  ample  guaranteed  Capital,  in  addition  to  the  Fund  continoallj  accumulating  ina 
Premiums  fully  sufficient  to  afford  complete  security  to  the  Policy-Holden. 

HALF  CREDIT  BATES  OF  PBEHIUH. 
The  attention  of  Assurers  is  particularly  directed  to  the  Half  Credit  Bates  of  Pre- 
mium, by  which  means  Assurances  may  be  effected,  and  loans  for  short  periods  lenivd 
with  the  least  possible  present  outlay,  and  at  a  less  premium  than  for  short  tetins  only, 
and  with  the  option  of  paying  up  the  arrears  and  interest,  thus  becoming  ontitkd  ts 
participate  in  the  whole  of  the  profits  of  the  institution. 

XXTRAOT  ntOX  THB  RALV  ORBPIT  RATBS  OV  PRXXIUX. 


Age  SO. 

AgeSS. 

Age  30. 

Age  40. 

Age  30. 

Age  00. 

£•.   d, 
0  17   0 

0  18   9 

1    1    1 

f  i  i 

£:    d. 
%    I    0 

9    4    2 

Thus,  for  example—a  person  in  the  twenty-fifth  year  of  his  age,  instead  of  pajing 
£1  17«.  6(2.  per  annum  for  an  Assurance  of  £100,  would  be  required  to  pay  18«.  ^. 
only  during  the  first  five  years,  when,  on  payment  of  the  arrears  of  Premium,  amoiint- 
ing  to  £4  13«.  9c{.,  his  slmre  of  the  Profits  would  be  such  as  to  reduce  his  Attnre  An- 
nual Premiums  to  very  little  more  than  the  half  Promium  of  18«.  9d.  originally  paid  Vj 
him.  The  Great  Britain  is  the  only  Mutual  Assurance  Society  in  which  this  veiy  great 
accommodation  is  given  to  the  Assured. 

Transfers  of  Policies  effected  and  registered  (without  chaige)  at  the  Office. 

Claims  on  Policies  not  subject  to  be  litigated  or  disputed,  except  with  the  sanction,  in 
each  case,  of  a  General  Meeting  of  the  Members,  to  be  specially  convened  on  the  occa- 
sion. 

Members  Assured  to  the  extent  of  £1,000  entitled  (after  payment  of  five  AnniisI 
Premiums)  to  attend  and  vote  at  all  General  Meetings,  which  will  have  the  snperinteod- 
enoe  and  control  of  the  fimds  and  affiurs  of  the  Society. 

Full  particulars  are  detailed  in  the  Prospectus,  which,  with  every  requisite  infonBt- 
tion,  may  be  obtained  by  application  to 

A.  B.  IBYINE,  Maoagiog  Diredor. 

Agents  wanted  in  Towns  not  pre-occupied,  and  applications  from  respectable  and  in- 
fluential parties  addressed  to  the  managing  Director,  at  No.  14,  Waterloo  P]ace«  Loadoo; 
will  meet  immediate  attention. 
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RAIXilXrAYS  MUST  PROaRSSS. 


A  RESIDENCE  of  20  Years  in  Hull  and  14  in  Leeds,  Ten  of 
which  as  Commercial/ and  Sight  as  Share  Brokers,  enables  the  Undersigned  to  give 
an  opinion  on  Railwayt  in  general;  but  particularly  on  those  that  are  connected  with 
THK  Midland  Couhtibs,  and  especially  such  as  are  in  communication  with  the  imme- 
diate neighbourhood  of  Leeds. 

R.   B.    WATSON   AND   CO., 

7,  BONO  STREET.  LEEDS. 


MESSRS.  JOHN  WILLS  &  Co., 
STOCK  AND   SHAREBROKERS, 

Boyal  Bank  Bnildings,  Sweeting  Street,  Liverpool. 

MESSRS.  WATSON  AND  CUELL, 
MINING  AGENTS, 

St  Michael's  Alley,  Comhill. 

N.B. — Beporta  from  the  different  Mines,  with  statements  of  Profit  and  Lou  regularly 

filed. 

H.  J.  MARCUS  AND  CO., 
STOCK  AND   SHAREBROKERS, 

68,  Basinghall  Street,  Leeds. 
ESTABLISHED  1884. 

W.  FORDYCE, 
SHAREBROKER, 

15,  Grey  Street,  Ncwcastlc-upon-Tyr.e. 
VOL.  in.— MARrn.  a 
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ESTABLISHED  1839. 

JOHN    GREEN, 
STOCK  AND  SHAREBROKER, 

EDINBUSaH. 
S7,  Haootw  Street. 


TO  SPECULATORS  AND  HOLDERS  OF  SHARES  AID 
OTHER  SECURITIES. 


M^ 


[ESSRS.  JONES,  COOKE  and  CO.,  Stock  and  Share  Agents, 
after  man j  Bolicitations  from  capitalUts  in  different  parts  of  the  eonntry,  and  fixr  tke 
general  accommodation  of  speculators  and  holders  of  shares,  hare  opened  Books  at  their 
offices  for  Registering  the  names  and  prices  of  the  different  shares  for  sale  and  pnrdase, 
and  they  porticukrly  call  the  attention  of  parties  desirous  of  pnrehasing  or  selling  shsies^ 
to  the  convenience  of  registering  the  same— no  charge  being  made  for  so  doing  antil  an 
actual  purchase  or  sale  takes  place.  To  persons  seeking  information  as  to  the  thsie- 
market,  they  will  at  all  times  be  happy  to  supply  the  i 
16,  Old  Broad  Street,  London. 


RASI.'V^ATB. 


PARTIES  contemplating  Purchases  or  Sales  of  Railway  Shares  at  the 
present  prices,  may  obtain  detailed  information  as  to  their  existing  conditioB  sad 
future  probable  results,  upon  application  at  the  offices  of  Thomas  Aluop,  84,  Coinhill, 
and  280,  Regent  Street.  T.  AUiSOP  will  also  furnish  persons  seeking  pmnanent  mnA- 
ments  with  d^ta  which,  by  judicious  comparison,  may  avert  the  loss  and  even  rain  vhidi 
have  frequently  attended  purchases  made  upon  slight  information,  or  upon  enoneoos  s>» 
ticipation,  both  as  to  cost  and  charges  made  at  the  outset  of  these  undertakings. 

The  price  of  the  great  lines  of  railroad  is  not  alone  a  gmnd  criterion  of  vahie,  whkk 
must  be  sought,  as  regards  permanent  investment,  on  &r  different  grounds.  The  piff- 
ohases  made  at  present  may  be  referred  chiefly  to  local  vt  personal  feeling,  and  to  the 
general  importance  or  estimation  of  the  particular  undertaking,  not  to  its  real  worth  si 
compared  to  iu  price ;  and  to  tiiese  point«|  m  constituting  tho  best  tests  of  vihw, 
T.  Allsop  has  directed  particular  attention. 


EDWARD  JOSEPHS, 
STOCK  AND  SHARE  AGENT,  LONDON. 


rpHE  FUNDS,  SHARES,  and  other  SECURITIES.-^pecnbtions 

-L  in  the  rise  and  fiill  of  Stocks,  Shares,  &c.,  limited  to  a  small  loss,  in  comparison  to 
the  chances  of  a  large  proBt.  The  daily  fluctuations  in  funds  and  shares  afibrd  a  giest 
opportunity  to  derive  large  profits :  the  option  of  receiving  or  delivering  any  amount,  at 
a  given  price,  on  a  fixed  day,  may  be  secured  upon  a  limited  deposit. 

The  recent  fluctuations  in  Spanish,  Mexican,  and  Columbian  Stocks,  also  in  fariflsf 
descriptions  of  raiboad  shares,  are  sufficient  proofs  of  the  advantages  to  be  derived  fi«m 
the  above-mentioned  safe  system  of  speculation. 

For  further  pjirticulars  apply  to  Edward  Josephs,  Stock  and  Share  Agent,  Hall  of 
Commerce,  Threadneedle  Street,  or  Oapel  Court,  Bartholomew  Lane,  n«ir  the  Stock 
Excluingc.  ' 

All  descriptions  of  stock,  shares  and  other  securities  negotiated. 

On  time  bai^ins  a  deposit  or  respectiiblc  references  requiwd. 
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RYE  AND  THOMAS, 

MINE   AGENTS   AND   DEALERS   IN   STOCKS, 

BAILWAY  AND  OTHEK  SHARES, 

80,  Old  Broad  Street,  London. 

HENRY  HALL, 
STOCK   AND    SHAREBROKER, 

40,  High  Street,  Hull. 
ESTABLISHED  1836. 

THOMAS  WREN, 
STOCK  AND  SHAREBROKER, 

Preston,  Lanoaahire. 


J.  W.  AIKIN, 

(Member  of  the  Lynn  Stock  Exchange,) 

STOCK   AND   SHAREBROKER, 

78,  High  Street,  Lynn. 


8T00K  EXCHANGE  AND   RAILWAY  SHARE  AGENCY, 

9,  CHARINa  CROSS. 


Tt/TESSRS.  BAUGHAN  and  CO.,  having  a  perfect  knowledge  of  all 
IfJ.  ihe  financial  arrangemenU  of  Foreign  States,  and  the  existing  conditiona  and  pro- 
hahle  results  of  railway  ihares,  are  enabled  to  furnish  detailed  information  and  data, 
which  may  be  relied  upon,  to  all  parties  seeking  permanent  investments.  Messrs.  B. 
and  Co.  buy  and  sell  JSnglish  and  Foreign  railwajf  shares  of  every  description  at  the 
different  prices  of  the  day,  2Vle  litU  of  j^cet  kepi  at  the  offices.  Attendance  from  11 
till  2. 


NOTICE   TO   SPECULATORS    IN   FOREIGN   STOCKS, 
RAILWAY   SHARES,    ETC. 


EVERY  information  on  the  subject  of  speculation  in  the  Purchase  or 
Sale  of  Foreign  Stocks,  Railway  Shares,  &c.,  and  a  Daily  List  of  the  Current 
Prices,  with  the  nature  of  Time  Bargains  explained,  may  be  had  gratuitously  by  a  per- 
sonal application,  or  by  letter  to 

LEWIS  JACKSON  and  CO., 

Foreign  Stock  and  Railway  Shore  Agents,  London. 

11,  Pinner's  Hall,  Old  Broad  Street. 

a  2 
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RAILWAY  SHARES,  etc.,  etc.,  BY  AUCTION. 


TO  SHAREHOLDERS  AND  CAPITALISTS. 

ENCOURAGED  by  the  recent  increase  of  business  in  tlie  sale  and 
transfer  of  ihares  iiTthe  various  public  Comiianies,  Britiah  and  Foreign,  and 
acting  under  the  advice  of  friends  and  capitalisu,.  Messrs.  Lamoitd  and  Co., 
licensed  auctioneers,  have  deemed  the  additional  occupation  thus  created,  together 
with  the  abolition  of  the  auction  duties,  a  fit  opportunity  for  opening  a  iapint« 
and  independent  practice,  to  which  they  have  determined  to  devote  their  nndindoi 
attention,  declining  all  other  business  for  this  express  purpose,  viz.  :— 

"  The  sale  by  Auction  of  shares  in  railways,  British  and  Foreign;  Assurance 
Mining,  Cemetery  and  Canal  Companies;  Joint  Stock  Banks;  Debentnpo, 
Bonds,"  &c.,  &c— in  short,  of  every  description  of  interest  connected  with  the  nu- 
merous public  Companies  formed  and  now  forming  in  the  commercial  worid. 

In  arriving  at  this  determination,  it  will  be  the  anxious  desire  of  Messrs  Ia- 
mond  and  Co.  to  give  every  information  and  satisfaction  to  their  friends  and  the 
public,  and  looking  at  the  probable  magnitude  of  operations  yielding  adequate  re- 
muneration, they  have  resolved  to  adopt  a  low  scale  of  ad  valorem  charge,  by  wfty 
of  commission  ;  and  where  sales  are  not  effected,  a  small  fee  (merely  suffideni  to 
cover  the  expenses  of  printing,  adverUsing,  &c,  &c)  for  putting  up  the  lota. 

To  avoid  any  misunderstanding  a  deposit  of  1 0  per  cent,  will  be  required  on  sM 
purchases  at  the  hammer,  unless  the  same  be  effected  through  Bankers,  Members 
of  the  Stocck  Exchange,  or  parties  well  known  to  the  Auctioneers ;  and  a  settle- 
ment of  the  remainder  of  the  purchase-money  must  in  every  case  be  made  in  the 
course  of  the  following  day,  during  the  usual  hours  of  business,  or  the  sale  will 
be  void  and  the  deposit  forfeited,  except  where  special  transfers  are  required,  and 
to  such  all  possible  expedition  will  be  given. 

As  all  scrip  and  share  certiiicates  must  be  deposited  for  examination  at  least  one 
day  previously  to  their  being  offered  to  public  competition,  Messrs.  Master- 
man  and  Co.,  Bankers,  Nicholas  Lane,  and  Messrs.  Ransom  and  Co.,  Bankers, 
Pall  Mall  East,  London,  have  been  pleased  to  allow  reference  to  be  made  to  theai, 
in  regard  to  the  respectability  of  the  firm  of  Lamond  and  Co. 

Their  sales  are  held  every  Tuesday  and  Friday,  in  their  Rooms  at  the  under, 
mentioned  Hall,  at  two  o'clock  precisely,  to  which  place  letters  and  orders oontaia- 
ing  instructions  are  respectfully  requested  to  be  addressed,  and  where  one  or  more 
of  the  partners  will  be  always  in  attendance  to  be  conferred  with,  if  required ;  and 
advices  of  the  operations  of  the  day  will  be  forwarded  by  the  first  post  after  each 
day*8  sale  and  the  proceeds  paid  according  to  their  corresitondento'  intentions. 

Messrs.  Lamond  and  Co.  further  propose  to  take  subscriptions  of  a  Guinea  per 
annum  from  all  parties  desiring  to  have  Catalogues  sent  them  on  the  night  before 
the  sale,  except  Bankers,  Members  of  the  Stock  Exchange,  and  Subscribers  to  the 
Hall  of  Commerce,  to  whom  they  will  on  application  be  delivered  gratis. 

Scale  of  Charges. 

One  Shilling  per  share under  £20 

One  Shilling  and  Sixpence »,        60 

Two  Shillings  and  Sixpence      ....  „       100 
Five  Shillings  for  all  above. 

And  Two  Shillings  and  Sixpence  per  lot  offered  for  sale,  (be  the  number  of 
shares  in  such  lot  more  or  less,)  when  sales  are  uot  effected. 

Hall  of  Commerce, 
Threadneedle  Street,  London. 
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THE  DIRECT  BOMBAY  AND  MADRAS 
RAILWAY  COMPANY. 


(Provisionally  Registered.) 

Capital,  £4,500,000,  in  90,000  Shares  of  £50  each. 
Deposit  &8,  per  Share. 

Being  the  amount  limited  by  the  7th  and  8th  Victoria,  Cap.  110,  with  the 
provisions  of  which  Act  the  Company  iiave  strictly  complied ;  and  no 
further  call  until  the  Local  Sun'eys  have  been  taken  and  reported  to  the 
Shareholders. 


Offices  or  the  Cokpaitt,  58,  Fbnchvbch  Stseet. 

Pbomoter. 

Captain  BOUCHETTE,  C J).,  Son  of  the  late  Hon.  Colonel  Bouchette, 
Surveyor-General  for  Canada. 


PROSPECTUS. 


Public  attention  is  naturally  directed  to  the  Continent  of  India,  in  these 
times  of  speculative  enterprise,  as  a  new  and  unexplored  field  for  the  in- 
vestment of  capital,  from  the  conviction  that  the  yet  undeveloped  resources 
of  its  wealth,  its  industry,  and  its  'productive  power,  will  richly  and  amply 
remunerate  the  speculator. 

The  millions  who  people  that  vast  and  fertile  region  of  the  globe,  only 
require  .the  impulse  of  enterprise  to  call  forth  the  almost  boundless  riches 
that  immediately  surround  them  ;  and  were  they  possessed  of  that  great 
artery  of  civilization — Railroads,  the  current  of  their  political  and  indus- 
trial strength  would  instantly  become  enlarged,  not  only  in  volume,  but  in 
richness  also. 

If  we  glance  at  the  Continent  of  India,  we  find  our  power  mainly  con- 
centrated on  three  points  on  the  coast,  Calcutta,  Madras,  and  Bombay ; 
which  form  an  irregular  triangle,  the  base  of  which  may  be  termed  Madras 
and  Calcutta,  and  the  apex,  Bombay  ;  and  the  great  bulk  of  the  wealth  and 
physical  power  of  India  is  enclosed  within  that  figure,  therefore  it  becomes 
a  matter  of  the  primest  importance  to  have  the  intersecting  lines  of  our 
empire  as  perfect  as  possible,  so  that  our  power  may  be  felt  at  every  point, 
and  our  influence  extended  to  every  part.  From  the  want  of  this  concen- 
trative  power,  India  has  become  almost  a  burden  to  the  mother-country, 
barely  paying  its  executive  administration,  in  lieu  of  being  a  lucrative  pos- 
session, a  wealth-yielding  appendage. 
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To  obviate  this  great  and  glaring  defect  in  our  Anglo-Indian  empire,  it  is 
only  necessary  to  extend  to  her  the  same  means  of  communication  that  we 
possess  at  home  ;  to  bring,  in  short,  the  great  centres  of  het  internal  power 
nearer  to  each  other ;  and  instead  of  depending  upon  her  rivers  as  lines  of 
traffic  and  intercourse,  she  ought  to  have  a  well-arranged  net-irork  of  Bafl- 
way  extending  over  her  surface  ;  then  she  would  increase  in  power,  and  aug- 
ment in  riches. 

The  Dibect  Bombay  and  Madbas  Railway  is  projected  to  cany  oat,  in 
part,  this  noble  scheme ;  and  a  single  glance  at  the  map  must  convince  the 
most  cautious  calculator  that  the  project  is  well  founded,  and  the  line  of 
route  happily  chosen  to  effect  its  purpose ;  as  it  will  intersect  the  most 
wealthy  and  industrious  provinces  of  the  Continent  of  India,  the  Ganiatic 
and  the  Mysore,  which  abound  in  natural  productions,  in  mano&cturing  in- 
dustry, and  in  agricultural  wealth. 

The  two  great  presidencies  of  Madras  and  Bombay  will  be  brought  within 
a  few  hours*  journey  of  each  other,  and  not  months  as  heretofore :  ftnd  ia 
lieu  of  vessels  making  a  long  and  dangerous  voyage  of  some  5,400  miles, 
half  round  the  entire  peninsula  of  India,  their  costly  cargoes  may  be  easny 
conveyed  to  Bombay  for  shipment  in  a  less  number  of  hours  than  the 
voyage  occupiefi  days  ;  thus  avoiding  all  risks  of  damage,  peculation,  wear 
and  tear,  <£;c.,  which  in  general  characterize  these  voyages.  The  saving  of 
insurance  will  also  be  immense-—*  matter  of  first-rate  importance. 

In  a  political  point  of  view  the  line  must  be  of  almost  incalculable  im- 
portance, as  it  will  intersect  the  great  military  depots  of  the  East  India 
Company,  and  afford  at  all  times  a  ready  and  prompt  conveyance  for  troops, 
baggage,  stores,  artillery,  and  the  cumbrous  material  which  invariably 
attend  their  march. 

The  district  traversed  by  the  Dibsct  Bombay  and  Madras  Bailvay 
contains  upwards  of  twenty  millions  of  inhabitants  ;  and  the  wants  and  in- 
dustry of  this  large  body  already  yield  a  considerable  tonnage,  althou^  in 
a  comparative  state  of  barbarous  communication.  In  the  report  of  the 
Bombay  Chamber  of  Commerce,  we  find  that  the  traffic  to  and  from  that 
city  amounts  to  187,343  tons  annually,  consisting  chiefly  of  cotton  and  salt. 
These  two  items  form  merely  a  fraction  of  the  requirements  of  the  Indiana 
Bombay  is  unapproachable  except  by  a  dangerous  and  expensive  seai-board, 
and  a  cheap  and  safe  communication  can  alone  render  available  her  internal 
resources.  Cotton  has  now  to  be  transported  500  miles  to  the  coast,  to  readi 
Bombay  for  shipment.  A  railway  would  naturally  obviate  so  cireuitoui  and 
expensive  a  route.  Some  idea  may  be  formed  of  the  destruction  and  ddaj 
occasioned  by  these  journeys,  when  we  state  that  the  cotton  is  carried  on 
the  Imcks  of  oxen,  at  the  rate  of  ten  miles  per  day,  which  enormously  aug- 
ments its  shipment  price.  The  present  cost  of  conv<^ance  from  Kagpofe  to 
the  port  of  shipment  is  from  14/.  to  20/.  a  ton,  and  the  charge  by  rail, 
twopence  a  ton  per  mile,  would  amount  to  4/.  3«.  4tL — a  considerable  differ- 
ence. The  same  facts  prevail  in  regard  to  silk,  and  other  eon^modities  which 
are  of  the  first  importance  to  our  manufacturing  interests. 

Care  will  be  taken,  in  the  Act  constituting  the  Company,  that  the  reqwa- 
sibility  of  the  Shareholders  will  be  limited  to  the  amount  of  their  subeoip- 
tions ;  and  four  per  cent,  interest  will  be  paid  upon  the  capital  advanced  up 
to  the  time  of  construction. 

A  reserve  of  40,000  Shares  will  be  made  for  India^  which  the  prqjectcn 
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have  much  pleasuro  in  •tating  will  scarcely  suffice  for  the  demand  already 
made. 

The  names  of  the  influential  and  efficient  Committee  will  be  published 
in  a  short  time.  In  the  mean  time  applications  for  Shares,  in  the  annexed 
form,  may  be  addressed  to  the  Secretary,  at  the  Company*s  Office,  58,  Fen* 
church  Street,  and  to  the  under-mentioned  Sharebrokers  and  Agents : — 
Messrs.  Hughson  and  Bobson,  Edinburgh ;  Borthwick,  Campbell  and  Co.^ 
Glasgow ;  Mr.  Thomas  Qreaves,  Manchester ;  Mr.  J.  R.  Bone,  Liverpool ; 
3Ir.  B.  Massey,  6,  Temple  Street,  Birmingham  ;  Borthwick  and  Co.,  New- 
castle-on-Tyne  ;  Mr.  Charles  S.  Oilman,  Norwich  ;  Mr.  Sandford,  Exeter  ; 
Mr.  J.  W.  Carr,  Colchester  ;  Mr.  W.  II.  Land,  Bristol ;  Messrs.  TumbuU  and 
Maister,  Hull ;  Messrs.  Dodsworth  and  Alderson,  York ;  Messrs.  Muncaster 
and  Wilson,  Sheffield  -,  Mr.  W.  Miles,  Worcester  ;  Messrs.  White  and  Son, 
Leamington  and  Warwick ;  Messrs.  Browne  and  Clarke,  Coventry ;  Mr. 
Percy  Bolger,  Gardener  Street,  Dublin ;  Messrs.  Tyeth  and  Luscombe,  Ply- 
mouth ;  Mr.  J.  Hurry,  Spalding ;  Joseph  Clark,  jun.,  Southampton  ;  Mr. 
John  Caldecote,  Bridge  Street,  Chester;  Messrs.  Smyth  and  Da  Bedats, 
Dublin  ;  Messrs.  Lang  and  Brown,  Glasgow  ;  Mr.  W.  H.  Oliphant,  Perth  ; 
Elgood  and  Harrison,  Leicester  ;  Mr.  Thomas  Hartley,  Leeds  ;  Mr.  Richard 
Richardson,  HalifaiL 

Feb.  2, 1846.  JAMES  WARD,  Secretary. 


FORM  OF  APPLICATION  FOR  SHARES. 

To  THB  PbOTIBIONAL  OoXMITTBB  or  TBB  DiBBOT  BoHBAT  AND  MaJ>&A0 

Railway. 

Gentlbmbit, 

I  shall  feel  obliged  by  your  allotting  to  me  Shares  of  50/.  each 

in  the  above  Company ;  and  if  the  deposit  be  not  paid  on  or  before  the 
time  specified  in  your  letter  of  allotment,  you  may  consider  this  application 
void. 

Name  in  full 

Residonoe 

Trade  or  Profession 

Date 

Reference 


TO    ARCHITECTS,    BUILDERS,    ENGINEERS,    COLONIAL 
AGENTS,  and  Others. 

J.  WOOLCOTT,  6,  Great  Winchester  Street. 

Every  description  of  Cattinffi,  and  JVrouffhi  Ironwork,  Steam  Engines^  Machinery^ 
BoUerty  Aio.,  for  Building,  Locomotive,  Marine,  Alining,  and  general  manufac- 
turing purposes. 

Machinery  valued  and  disposed  of. 
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DUCHY  OF  NASSAU  RAILWAYS- 


BY  CONCESSION  OP  THE  GOVERNMENT  OF  NASSAU. 
OFFICES,  43,  MOORQATB  STREET. 

l6t  Branch.-— From  Wiesbaden  to  Limbuxg,  and  from  Limburg  to  Goblentx. 
2nd  Branch. — ^From  Limbnrg  to  Cologne. 
3rd  Branch. — From  Limburg  to  Qiessen. 


Capital,  £2,500,000,  in  125,000  Shares  of  £20  each. 
Deposit,  £2  per  Share. 


Chaiekan. 
HUBERT  DE  BURQH,  Esq.,  West  Drayton,  Middlesex. 

SOLICITOB. 

F.  F.  CELL,  Esq.,  Carlton  Chambers,  8,  Regent  Street. 


Prospectuses,  Maps,  and  every  information  can  be  obtained  at  the  Oom- 
pany's  Offices,  where  applications  for  Shares  must  be  made,  also  at  tbe 
Solicitors;  T.  Uzielli,  Esq.,  Stockbroker,  75,  Old  Broad  Street;  Messrs. 
Brown,  Aiken  and  Co.,  Liverpool ;  Messrs.  Cardwell  and  Sons,  Manchester ', 
or,  Messrs.  Collis  and  Smith,  Birmingham. 

R.  MORTON  CALEY,  Secretary  pro  tern. 


JOURNAL  DES   XRAVAUX  PUBLICS 

DES  CHEMINS  DB  FEE,  DU  COMMEBCE  ET  DE  L'INDUSTBIB. 
BULLETIN    DES    ADJUDICATIONS    ADMINISTRATIVES. 


Le  Journal  det  T^-avaitx  Publics,  Ta  entrer  dans  aa  quatrieme  a|m^  d*existence.  Sa 
publicity,  qui  n*a  ccbs^  de  s'^tendre,  einbnuse  aujourd'hui  toutcs  Ics  questiooi  que 
Booleve  Tex^cution  des  grandf  travaux  publics  en  France,  en  Angleterre,  en  Bel|[iqne, 
en  Allemagne,  dans  tous  les  pays  enfin  oii  ces  questions  sont  a  Tordre  dn  jovr.  Ce 
journal  s'adiesse  a  une  closso  considerable  de  lecteurs  int^ress^  i  etre  teniu  au  cooiant 
de  toutes  les  grandes  entreprises  qui  sex^cutent.  II  est  lb  bbul  qui  donne  done 
maniere  complete  et  officiellt  les  avis  d'adjudications  de  travaux  ou  de  ibumitnres  poor 
tout  le  royaume,  ainsi  que  les  resultats  des  adjudications  prononclet.  On  pcut  dire 
qu'il  est  indispensable  a  toutes  les  personncs  qui  s'occupent  de  ces  aiBiires. — Le  JontfAL 
BKS  Trataux  Publics  paratt  deux  fois  par  temaine,  U  Jeudi  et  U  DimaKche,^^ 
8*abonne  aux  bnieaux  de  Postes  et  aux  Messageiies. 

Paris. — Un  an,  20  fr. ;  Six  mois,  12  fr.     Trois  mois,  6  fr. 
Bbpartbkbks.— Un  an,  26  fr.    Six  mois,  14  fir.     Trois  mois,  8  fr. 
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Lit  Ldtret  non,  afranchies  teront  rffuscet. 
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PBSUBiXNARY  ANMOUNOSBKENT. 


THE  METROPOLITAN  NECROPOLIS, 

OR 
OBANB  BA8TBBN  AND  WBSTBBN   CBMBTBBIBS   ASSOCIATION. 


FtOTisionally  Begistered,  according  to  Act  of  Parliament. 


Capital,  £1,000,000,  in  Shares  of  £25  each. 
Deposit,  £1  78.  6d.  per  Share. 


The  object  of  the  Association  embraces  the  recommendations  of  the  Com- 
missioners appointed  to  report  on  the  ''Health  of  Towns,  to  prevent  the 
interment  of  the  dead  in  or  near  the  habitations  of  the  Hying/'  by  establish- 
ing two  extensive  cemeteries  on  the  banks  of  the  Thames,  at  a  convenient 
distance  east  and  west  of  the  metropolis,  which,  by  their  position,  in  ad- 
dition to  the  usual  mode  of  interment,  will  afford  the  facility  of  a  more 
economical  conveyance  by  water.  It  is  also  proposed  to  assist  in  establish- 
ing general  cemeteries  in  the  neighbourhood  of  other  towns  in  Qreat 
Britain  and  Ireland. 

In  the  most  crowded  thoroughfares  of  the  metropolis,  even  in  the  midst 
of  depravity  and  crime,  we  see  grave-yards  towering  above  us,  the  pesti- 
lential effluvia  tainting  the  very  atmosphere  in  which  we  are  compelled  to 
move  and  live.  Our  Christian  feelings  are  continually  outraged  by  revolt- 
ing details  of  violated  sanctuaries,  and  gross  and  horrible  indignities  offered 
to  the  dead,  to  the  great  scandal  of  our  national  religion  and  character  as 
a  Christian  people.  Many  attempts  have  been  made  to  remove  this  nui- 
sance and  reproach  from  among  us  ;  and  recent  events  occurriDg  in  Spafields, 
and  other  burial-grounds  of  the  metropolis  as  described  in  the  public  jour- 
nals, and  in  the  evidence  given  before  the  committee  of  the  House  of  Com- 
mons, have  awakened  one  general  feeling  of  horror  and  indignation  in  the 
public  mind,  and  an  anxious  desire  on  the  part  of  th*^  legislature  to  abolish 
at  once  and  for  ever  burials  within  the  limits  of  the  metropolis  and  other 
great  cities  of  the  empire. 

London,  and  its  thickly  populated  suburbs,  number  now  2,000,000  of  souls, 
and  in  no  very  distant  period  of  time  this  population  must  be  doubled. 
Almost  all  its  grave-yards  are  already  full,  and  the  newly-established  ceme- 
teries rapidly  filling ;  it  is  obvious,  therefore,  that  cemeteries  of  a  sufficient 
magnitude  are  required,  in  order  to  meet  the  exigencies  of  the  times,  as 
well  as  the  wishes  of  the  legislature ;  and  that  they  should  possess  every 
facility  for  ensuring  economy  of  expenses  and  adaptation  to  every  class  of 
society,  united  with  decent  solemnity  and  religious  observance,  that  while 
they  meet  the  requirements  of  the  poor,  they  can  be  made  to  administer  to 
the  feeliDgs  and  wishes  of  the  wealthy  ;  and  the  promoters  believe  that  the 
public  will  see  and  duly  appreciate  the  great  advantages  opened  by  con- 
veyance of  the  corpse  to  the  cemeteries  by  water,  this  being  auxiliary  to, 
and  not  as  replacing  the  present  mode,  and  introduced  more  with  the  view 
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of  general  accommodation  and  socuxing  eoonomical  charges,  than  for  any 
purposes  of  norelty  and  display. 

Extensiye  tracts  of  land  have  already  hetn  selected,  having  a  fine  liyer 
frontage  for  the  reception  of  f^erals  by  irateTi  and  approaches  by  land  for 
the  UBual  mode  of  interment ;  thej  unite  position  with  erery  fiuility  of 
access.  Plans  are  also  laid  down  for  establishing  stations,  and  houses  for 
the  reception  of  the  corpse  previous  to  its  burial,  a  boon  which  cannot  M 
being  appreciated  by  those  who,  from'  aversion,  fear,  or  necessity,  are  de- 
sirous of  having  the  dead  immediately  removed  from  their  habitations ;  it 
wiU  also  meet  the  views  of  the  ^  Health  of  Towns  Committee,**  and  assist 
the  legislature  in  rendering  it  compulsory  with  the  humbler  classes  to 
remove  the  decomposing  oorpse  from  rooms  necessarily  inhabited  by  the 
living.  Steam  and  other  boats  will  be  constructed,  and  appropriately  fitted 
up  for  the  purpose  of  conveying  the  corpse^  attendants,  and  mourners  to 
the  cemeteries. 

Cemeteries  have  become  highl j  popular  in  this  country^  and  most  de» 
servedly  so  ;  for  while  they  offer  a  sacred  asylum  for  the  mortal  remuns  of 
those  we  admire,  esteem  and  love,  they  may  be  made  to  afibrd  to  the  in* 
habitants  of  crowded  citieB^  when  they  are  judiciously  constructed,  the 
means  of  health,  of  serious  eontemplation,  and  innocent  reereation.  In  the 
neighbourhood  of  London  they  are  rendered  strikingly  attractive  to  the 
eye,  and  to  a  certain  extent  are  well  adapted  for  the  purposes  of  burial ;  bat 
still,  in  the  absence  of  the  facilities  now  proposed,  they  are  disposed  at 
such  an  inconvenient  distance  as  to  place  them  wholly  beyond  the  pecuniaiy 
means  of  the  humbler  classes,  except  in  their  immediate  neighbourhood ; 
they  are  also  small  when  compared  to  the  requirements  of  this  and  future 
generations.  The  grounds  of  the  Qreat  Metropolitan  Necropolis  will  he 
laid  out  in  a  beautiful  and  appropriate  manner,  equally  attractive  to  the 
living  and  suited  to  the  sad  solemnities  of  the  dead,  care  being  taken  to 
preserve  the  solemn  character  of  the  place  :  thus,  to  the  stem  chaiacter  of 
the  ancient  will  be  added  the  beauties  of  the  "  Pere  la  Chaise,"  and  of  our 
existing  English  cemeteries.  They  will  be  portioned  off  in  deference  to 
the  feelings  of  sects  and  religions,  and  as  their  great  extent  renders  them 
fitting  for,  so  they  will  be  opened  to,  the  sad  remains  of  mortally  without 
reference  to  country  or  creed. 

In  order  to  carry  out  the  recommendations  of  the  Parliam«itaxy  Com- 
mittee to  the  fullest  extent,  and  to  enable  the  legislature  to  abolish  burials 
within  the  crowded  parts  of  the  metropolis,  the  association  proposes  to 
assume  the  right  (when  required  to  do  so)  to  enter  into  public  or  private 
contracts  for  burials,  with  or  without  the  co-operation  of  other  puUic 
bodies  or  private  individuals,  to  supply  the  material  and  to  adopt  such 
other  measures  as  may  be  found  necessary  to  ensure  economy  of  burial  to 
those  who  desire  it,  as  well  as  due  decorum  of  conveyance  and  interment 
of  the  deceased.  It  is  proposed  to  erect  in  each  ground  a  large  pyramid, 
consisting  of  arched  recesses,  or  catacombs.  Groups  of  chapela,  terraces, 
rused  walks,  rows  and  clumps  of  trees,  and  beds  of  fiowers  will  aleo  add  to 
the  general  magnificence.  It  is  also  contemplated  to  erect  in  the  centre  of 
the  group  of  chapels,  in  one  of  the  cemeteries,  a  grand  national  mausoleum 
or  temple,  on  the  principle  of  Westminster  Abbey,  for  the  burial,  the 
monuments,  or  the  tablets  of  those  who  may  be  considered  worthy  of 
public  testimonial ;  a  permanent  council  of  noblemen  and  gentiemen  being 
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i^poinied  to  decide  on  the  respectiye  claims  to  this  honour  preyious  to  its 
being  granted. 

The  plans  for  the  chapels,  entrance-gates,  and  ornamental  disposition  of 
the  grounds,  are  now  under  serious  consideration ;  and  the  catacombs  will 
be  built  with  the  riew  of  affording  accommodation  on  a  scale  of  charges 
the  most  economical,  or  as  consonant  with  the  views  of  the  friends  of  the 
deceased.  Qrounds  for  interment  at  Tarioxis  rates,  either  in  perpetuity  for 
families  or  separate  bodies,  may  be  obtained,  with  erery  facility  to  erect 
such  memorials  as  their  surviving  friends  may  deem  fit,  in  conformity  to 
the  rules  of  the  association.  From  the  fullest  and  most  accurate  inform- 
ation, and  calculations  made^  the  promoters,  in  the  event  of  the  bill  for  the 
abolition  of  burials  in  the  crowded  parts  of  the  metropolis  passing  this 
session  of  Parliament,  are  prepared  to  state  that  the  grounds  will  be 
efieciive  for  constant  burial  of  twice  the  present  population ;  while  the 
charges  for  interment  will  be  one  half,  and  in  many  instances  two  thirds, 
less  than  now  paid  by  the  several  classes  of  the  community. 

The  capital  of  the  as80ciati<m  will  be  X1|000,000^  with  power  to  increase 
it^  the  original  Shai«holders  having  the  preference  of  the  newly  created 
Shares.  It  will  be  divided  into  40,000  Shares  of  £25  each,  a  deposit  of 
£1  7s.  6d,  per  Share  to  be  paid  at  the  time  of  subscribing.  This  will  be 
followed  up  by  calli^  duly  noticed,  of  j£S  per  Shan^  as  majr  be  required, 
two  months'  notice  being  given  of  each  call.  ^ 

So  soon  as  a  committee  of  gentlemen  capable  of  carrying  out  the  objects 
contemplated  is  formed,  prospectuses  will  be  issued  ;  in  the  mean  time  all 
further  information  may  be  obtailied  at  the  Offices  of  the  Association,  32, 
Moorgate  Street,  City. 

JOHN  BOND,  M.D.,  Ac,  Secretary. 

KB.  SZSSNBBaO'S    NBlXr  IXTOBK. 

Just  published,  in  one  vol.  4to,  price  i/.  Is,, 
'THE  DIS£:AS£S  OF  THE   FEET;    or,  Practical  Information  on 
"^  the  Symptoms,  Causes,  and  Treatment  of  Corns,  Bunions,  and  Callo- 
sities, with  Instructions  for  the  Management  of  the  Hands  and  Nails. 
By  JOHN  EISENBERG, 
Author  of  '^  Practical  Exposition  of  the  Human  Fooi'* 

*'  The  subject  is  one  of  snch  general  interest,  it  comes  home  to  the  business  and 
bosom,  and  even  into  the  boots  of  all  mankind ;  it  will  &U  into  the  hands,  and  its 
many  useful  directions  be  fixed  to  the  feet  of  numberless  readen,  who  will  derive  oon- 
•identble  comfort  and  benefit  from  iU  perusal  Fiom  the  long  array  of  Mr.  Eisenbeig's 
published  certificates  from  peers,  potentates,  statesmen  and  dinlomatists,  there  ean  be 
little  doubt  as  to  his  skill  in  eradicating  these  callosities,  which  is  the  grand  object." — 
Morning  Post,  Jan.  2,  1846. 

"  We  may  follow  in  the  dance  of  life  if  we  BTml  ourselres  of  the  good  adnoe  laid 
down  by  Mr.  Bisenbeig;  the  book  exbibito  as  much  taste  in  getting  up  as  it  does 
knowledge  of  the  subject  on  which  it  is  written,  and  for  which  Mr.  Hisenberg  has  so 
Justly  acquired  celebrity." — Court  Journal,  August  23, 1845. 

"  Mr.  Sisenbexg  has  displayed,  with  much  judgment,  the  beauty  of  the  mechanism 
of  the  human  foot.  He  has,  in  his  mode  of  treatment  of  diseases,  exhibited  great 
practical  skill."— iVam/  and  Military  Cfatettt,  Angnst  28,  1840. 

"  The  entire  work  is  extremely  weU  written,  in  a  popular,  but  for  from  common  or 
Yulgar  style.  We  warmly  recommend  its  perusal  to  our  readers." — TJu  British  Friend 
qf  India  Magazine,  FA,  1846. 

Published  by  Hekry  Rekshaw^  356,  Strand,  London ;  and  to  be  had  of 
every  Bookseller  in  the  United  ^ngdom ;  aLK>,  at  tho  Author*!  residence, 
14^  Oockspur  Street,  Charing  Cross. 
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Provisionally  Registered.  j 

Capital  £1^500,000,  in  37,000  Shares  of  £40  each. 
Deposit  £2  As*  per  Share. 

BAVKERSi 

Messrs.  Williains,  Deacon,  Labouchere,  Thornton,  and  Co.,  20,  Birchin  Lane. 

EXOIKBEB* 

Thomas  Wicksteed,  Esq.,  Engineer  to  the  East  London,  the  Grand  Junctiai, 

Kent,  Southwark  and  Vauxhall  Water  Works,  in  London ;  and  to  the 

Hull  and  Wolverhampton  Water  Works. 

Architects  and  Surtetors. 
John  Blyth,  Esq.,  Aldersgate  Street,  and  R.  C.  Carpenter,  Esq.,  Guildford  Street 

CoKSULTiMO  Chemist. 

Arthur  Aikin,  Esq.,  F.L.S.,  F.O.S.,  &«.,  &c..  Lecturer  on  Chemistry  at  Guys 
Hospital,  and  Vice-President  of  the  London  Chemical  Society. 

Assistant  Chemist. 
Mr.  Nash. 

Solicitors. 
.  Messrs.  Wood  and  Blake,  8,  Falcon  Street,  City. 

Secretary. 
Andrew  Blartin,  Esq.,  124,  Bishopsgate  Street  Within. 


Geeat  anxiety  has  been  felt  of  late,  both  by  the  Government  and  the  Cor- 
poration of  the  City  of  Iiondon,  in  regard  to  the  removal  of  long  existing 
evils,  consequent  on  the  imperfect  system  of  draining  in  many  parts  of  the 
Metropolis,  and  the  pollution  of  the  Thames  by  the  discharge  into  its 
waters  of  the  contents  of  all  the  public  Sewers ;  but,  notwithstanding  the 
prevailing  desire  that  these  evils  should  be  remedied,  nothing  fully  adapted 
to  effect  this  important  object  has  been  done,  and  no  practicable  plan  has 
yet  been  brought  under  the  notice  of  the  Public. 

Sharing  in  the  general  anxiety  on  this  subject,  and  desirous  to  apply  a 
remedy  that  shall  meet  all  exigencies,  the  promoters  of  the  '^  London 
Sewage  Company"  have  established  it  under  favourable  circumstances, 
which  enable  them  to  promise  the  complete  removal  of  the  evils  referred  to, 
in  the  shortest  period  possible. 

In  regard  to  the  Sewage,  (or  the  contents  of  the  Sewers  discharged  into 
the  Thames,)  it  is  well  known  that  it  is  carried  up  and  down  the  river,  with 
the  flow  and  ebb  of  each  day*s  tide.  The  earthy  portion,  settling  gradually 
to  the  bottom,  leaves  the  shore  at  low  water  in  a  most  filthy  stat«,  whilst 
the  most  noxious  gases  escape  on  every  hide,  vitiating  the  atmosphere,  and 
generating  agues  and  fevers ;  and  the  banks  of  the  Thames,  which  ought 
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to  be  the  most  pleasant  abodes  in  England,  are  amongst  the  most  unhealthy 
and  dangerous. 

At  present  the  drainage  of  many  parts  of  London  is  almost  impossible, 
for,  as  the  Thames  is  the  only  receptacle  for  the  Sewage,  there  can  be  no 
drainage  where  a  sewer,  constructed  at  the  usual  depth,  would  be  under 
low-water  mark.  This  system  entails  also  great  unnecessary  expense  in 
the  construction  of  sewers,  for,  being  open  to  the  tide,  and  receiving  its 
waters  twice  each  day  as  they  flow,  (all  discharge  during  that  time  being 
preyented,)  they  become  in  fact  reservoirs,  not  drains,  and  must  therefore 
be  made  of  a  much  larger  size  than  would  be  required,  were  the  contents 
carried  off  in  an  uninterrupted  current. 

In  order  to  remedy  these  evils,  and  to  accomplish  the  other  objects  in 
yiew,  it  is  intended  to  construct,  on  both  sides  of  the  Thames,  an  inter- 
cepting sewer,  or  drain,  at  a  considerable  depth  under  the  existing  sewers, 
but  communicating  with  them  by  means  of  shafts,  through  which  the 
whole  contents,  solid  and  liquid,  now  discharged  into  the  Thames,  will  pass 
into  the  intercepting  sewers ;  and  being  carried  off  by  them  in  a  regular 
and  continuous  flow,  that  accumulation  of  the  heavy  particles  of  the 
sewage,  now  so  common  and  so  dangerous,  will,  in  a  great  measure,  be  pre- 
yented. The  great  advantage  of  such  an  arrangement  may  be  seen  from 
the  foUowing  remarks  of  Mr.  Aikin,  the  Consulting  Chemist  of  the  Com- 
pany. "  From  the  facility  with  which  the  various  matters  discharged  into 
the  Sewers  undergo  decomposition,  when  diluted  with  water,  and  at  a  far 
yourable  temperature,  it  is  evident  that  the  shorter  the  time  that  they 
remain  in  the  Sewers,  the  more  valuable  they  will  be,  because  the  less  de- 
composed. It  may,  therefore,  be  confidently  anticipated  that  a  plan  which, 
by  means  of  a  constant  current,  clears  out  these  matters  from  the  Sewers 
in  proportion  as  they  are  ))oured  in,  will'  funfish  them  in  a  state  consider- 
ably more  beneficial  to  the  farmer,  and  nearly  approaching  to  that  of 
night-soil,  which  is  considered  as  the  richest  of  all  manures." 

By  this  arrangement,  also,  drainage  may  be  obtained  in  the  very  lowest 
parts  of  London  and  its  suburbs,  and  as  the  intercepting  sewers  will  be 
large  enough  to  carry  off  more  than  twice  the  amount  of  the  present 
sewage,  encouragement  is  thus  given  to  increase  and  extend  drainage, 
where  it  is  imperfect,  or  where  at  present  there  is  none. 

The  Sewage  being  thus  removed  underground,  there  will  be  no  objection- 
able exposure  or  nuisance ;  and  at  the  reservoirs,  to  be  constructed  on 
marsh  lands,  on  the  north  side  at  the  junction  of  Barking  Creek  with  the 
Thames,  and  on  the  south  between  Greenwich  and  Woolwichy-  means  will  be 
taken  to  prevent  any  effluvium  from  being  perceptible  beyond  the  limits 
of  the  Company*s  works. 

In  effecting  these  very  desirable  ends,  another  most  important  benefit  will 
be  obtained,  calculated  to  be  of  great  advantage,  in  many  respects,  to  the 
country  at  large.  The  Sewage,  which  now  wastes  in  the  Thames,  vitiating 
and  polluting  its  waters,  and  spreading  miasmic  vapours  over  the  densely- 
peopled  city  on  both  the  banks,  may  become,  when  properly  applied,  one  of 
the  surest  elements  of  national  prosperity.  Experiments  have  amply  proved 
that,  as  a  manure  for  land,  it  possesses  valuable  porpcrties  and  powers  for 
fertilizing  and  increasing  the  productiveness  of  the  soil ;  and  land-owners 
and  farmers,  to  whom  this  fact  is  very  generally  known,  will  have  provided 
for  them  additional  and  most  efficient  means  of  agricultural  improvement. 


ro 
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Nor  should  it  be  orerlooked  thai,  in  thus  making  use  of  a  manure  wkick  u 
found  at  our  door,  the  country  will  save  a  great  part  of  the  very  laige  lam 
now  annually  expended  in  the  import  of  manures. 

Thus  regarded,  the  objects  of  the  London  Sewaob  Cohpaitt  must  be 
eonsidered  of  an  importance  not  less  than  national,  and  deserving  puUk 
support ;  whilst  estimatee,  founded  on  the  most  car^Fiil  calculations,  asnin 
an  ample  return  on  the  capital  required  for  their  attainment ;  in  coRoboia- 
tion  of  which  reference  may  be  made  to  a  Report  lately  receiyed  from  the 
engineer,  and  now  pzinted,  &om  which  the  following  is  an  Extract ; 

«The  cost  of  the  proposed  Sewers,  Beserroirs, 
Buildings,  Wharfs,  Machineiy  and  Land  on  both 
sides  of  the  River,  including  all  Engineering 
expenses  from  the  commencement  to  the  ter- 
mination of  the  works,  except  the  expenses  of 
Parliamentaxy  opposition,  will  not  exceed .       «     Xl,300,000 

*' Leaving  for  Law  and  Parliamentary  expenses, 
and  for  real  or  imaginary  cases  of  oompens^ 
tion 900,000 


"The  total  annual  expenses  of  carrying  on  the 
works,  including  labour,  coals  for  engines  and 
for  drying  the  manure,  lime,  offices,  officers, 
rent,  taxes,  repairs  of  works  and  machinery, 
will  not  exceed  •*.,•, 

^'Reserved  Fund  for  renewal  of  works,  improTe- 
ment  of  the  existing  sewers,  if  beneficial  to  the 
Company,  ^c.  6  per  cent,  on  Capital  • 

'<  Profit  15  per  cent.       ••«.•• 


£lfiOOfiOO 


Je300,000 


7«,000 
225,000 

;£600,000 


^  Reyenue  from  206,600  tons  of  Manure  in  a  highly 
dried  state,  compressed  and  packed  at  £3  per 
ton      ,••«••••       * 


619,770" 


The  total  quantity  of  sewage  water  at  present  discharged  into  the  mer, 
on  both  sides,  amounts  daily  to  9,502,720  cubic  feet,  from  which  the  eoa- 
suiting  chemist  of  the  Company  estimates,  after  most  careful  experiments, 
that  at  least  666  tons  of  highly  yaluable  solid  manure  may  be  extracted, 
yielding  annually  the  quantity  stated  aboye,  206,690  tons.  Hereafter  thii 
will  most  probably  be  considerably  increased,  for  it  cannot  be  doubted  that 
advantage  will  be  readily  taken  of  the  facilities  which  the  London  Sewage 
Company's  plans  will  afford  for  improving  and  extending  drainage. 

The  price,  when  compared  with  guano,  (which  brings  £6U>  £Sfor  infe- 
rior and  common  qualities,  and  £12  for  the  best,)  is  yery  low,  and  the  sub- 
stitution of  this  manure  for  the  foreign  will  saye  to  the  country  not  lev 
than  Je600,000  per  annum. 
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The  llabUitj  of  Shareholders  will  be  limited  to  the  amount  of  their  Sub- 
scriptions ;  and  power  will  be  applied  for  to  allow  interest  at  the  rate  of 
four  per  cent,  per  annum  on  the  deposits  and  future  calls,  from  the  period 
of  the  Company's  obtaining  the  required  Act  of  Parliament,  until  its  works 
shall  be  in  operation  ;  this  being  warranted  by  the  prospect  of  a  sufficient 
profit  being  obtained  within  the  first  two  years  after  the  Company's  incor- 
poration. 

Application  for  Copies  of  the  Engineer's  Report,  or  for  Shares,  accompa- 
nied, in  the  latter  case,  by  a  reference  to  a  member  of  the  Proyisional  Com- 
mittee, a  Banker,  or  oUier  respectable  parties,  may  be  addressed  to  the  Soli- 
citors, or  to  the  Secretary. 


LONDON    SEWAGE    COMPANY. 


Thb  Engineering  Plans  have  been  deposited,  and  the  necessary  notices 
serred,  and  every  requirement  of  the  Standing  Orders  of  both  Houses  of 
Parliament  has  been  complied  with.  A  very  yaluable  Report  by  the 
Engineer  has  been  receired  and  adopted,  and  which  is  ready  for  delivery 
to  the  Shareholders  and  Public. 

Applications  for  Shares  or  Prospectuses  may  be  made  to  the  Secretary. 

ANDREW  MARTIN, 

Secretary. 

JanuBzy,  17th,  1846.  124,  Bishopsgate  Street. 


PARKINS'S   SYSTEM   OF   LOCOMOTION. 


A  CHALLENGE  TO  MR.  CUBITT. 

The  Viaduct  at  Barentin,  100  feet  high,  has  fallen  down  like  a  pack  of 
cards.  The  bridge  over  the  Black  Ditch,  on  the  Croydon  Line,  feU  as 
soon  as  it  was  built ;  and  now  a  bridge  near  Tunbridge,  on  the  London 
and  Dover  Line,  has  fallen,  through  the  weight  of  the  engine,  killing  the 
driver,  <Src.  What  other  bridge  or  viaduct  will  next  fall  ?  PARKIN  and 
PETTITT  dispense  with  bridges  aud  locomotives,  and  their  Viaducts 
cannot  fall.  Mr.  Parkin  challenges  Mr.  Cubitt,  or  any  eminent  engineer, 
to  a  discussion  in  any  newspaper  on  the  simplicity,  efficiency,  economy  and 
safety  of  his  system,  that  the  public  may  know  that  there  is  one  system  at 
least  both  safe  and  cheap.  A  working  model  is  exhibited,  gratis,  at 
Qintherr  and  Staples*,  U»  Basing  Lane. 
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ASSOCIATION  FOR  THE  PROMOTION 

OT 

IMPROVED  STREET  PAVING,  CLEANSING, 
AND  DRAINAGE. 


ESTABLISHED  MARCH,  1842. 
20,  YEBB  STREET,  OXFORD  STREET. 


PRBSIDSKT. 

Charles  Cochrane,  Esq. 
VicnB-P&suDtRTs. 


His  Grace  the  Duke  of  Grafton. 

The  Kight  Hon.  Lord  Robert  Grosvenor, 

M.P. 
The  Right  Hon.  the  Karl  of  ErroU. 
The   Right    Hon.    Lord   Dudley   Coutts 

Stunrt. 
The  Right  Hon.  the  Enrl  of  Antrim. 
^ir  Jnmes  Claik,  Bart.,  M.D. 
Sir  Willinm  Mngnay,  Bart. 


The  Right  Hon.  the  Earl  of  Devon. 
The  Right  Hon.  Lord  Viscount  Ranelagh. 
Thcr  Right  Rev.  the  Lonl  Bishop  of  Dor- 
ham. 
The  Right  Hon.  Lord  Nugent. 
Benjamin  Bond  Cabbell,  Etiq.,  RR.S. 
Sir  G.  T.  Staunton,  Bart,  U.P. 
Dr.  T.  Southwood  Smith. 


Council. 


W.  A.  Mackinnon,  Esq.,  M.P. 

Henry  Fownall,  Esq. 

Luke  J.  Hansnrd,  Esq. 

Hyde  Clarke,  Esq. 

Dr.  Bromet. 

Dr.  H.  Bennct. 

Mr.  James  Holmes. 

Francis  Whishaw,  Esq. 

Dr.  W.  Holt  Yates. 

Mr.  Martin. 

J.  S.  Buckingham,  Esq. 

Mr.  Peter  Graham. 

The  Rev.  Dr.  Spranger. 

T.  Burgoyne,  Esq. 

Mr.  Dinneford. 

Dr.  C.  J.  Cox. 

H.  F.  Richardson,  Esq. 


The  Very  Rev.  the  Dean  of  Chichester. 

P.  Borthwick.  Esq.,  M.P, 

Dr.  Qoodfellow. 

Major  Bagot. 

Dr.  Clendinning,  F.R.S. 

Martin  ThackemT»  Esq. 

J.  E.  Panter,  Esq. 

The  Rev.  James  Harris. 

J.  D.  Paul,  Esq. 

G.  Jones,  Esq. 

The  Rev.  Dr.  Penfold. 

Dr.  Sigmond. 

E.  D.lfoore,  Esq. 

Mr.  Mivait. 

Dr.  W.  Maisden. 

Dr.  Semy. 


Tbeasxtrsa. 
B.  Bond  Oabbell,  Esq.,  F.R.S. 

SSCRETABT  AKD  SUBYETOB. 

Mr.  M.  Davies. 

COLLBCTOB. 

Mr.  I.  HaUes. 

Bankers. 
Sir  Chiude  Scott,  Bart,,  and  Co. 
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The  objeois  of  the  Aasociation  are  to  promote  the  improTement  of  the 
Pftving,  Gleansmg,  and  Drainage  of  the  Streets,  Courts,  Alleys^  Ways,  and 
Habitations  of  the  Metropolis  and  other  Cities,  Towns,  and  Villages,  with  a 
view  thereby  to  ameliorate  the  condition  and  contribute  to  the  health  of  all 
classes  of  society. 

To  collect  and  disseminate  correct  information,  and  to  invite  the  atten- 
tion of  the  legislature,  municipal  authorities,  and  the  public  to  these  im- 
portant objects. 

To  form  a  Repository  f(»r  models  and  apparatus  calculated  to  promote 
and  illustrate  the  purposes  of  the  Association. 

To  invite  the  co-operation  of  men  eminent  for  their  scientific  and  prac- 
tical experience,  and  to  give  encouragement  to  those  inventions  which  tend 
to  advance  the  objects  of  the  Association. 


EXTRACTS  FROM  BYE-LAWS. 

"  No  questions  or  objects  of  a  political  tendency  shall  be  discussed  or 
promoted  at  the  meetings  of  the  Association. 

''  Patentees,  Proprietors,  and  Expositors,  or  persons  belonging  to,  or  em- 
ployed under  any  Board  of  Direction,  having  a  pecuniary  interest  in  pro- 
moting any  mode,  or  the  use  of  any  article,  for  Paving,  Cleansing,  or 
Drainage,  may  be  admitted  members  of  the  Association,  but  shall  not  be 
eligible  to  act  as  members  of  the  Council. 

''An  annual  subscription  of  One  Guinea  shall  constitute  a  member." 


An  important  result  in  connexion  with  the  improved  Cleansing  of  the 
Streets,  will  be  the  employment  of  Thousands  of  the  able-bodied  poor. 


RELIEF  OF  METROPOLITAN  DESTITUTION, 

AND 

BMPLOYMBNT  OF  THE  POOR  DURING  INCLBMENT  SEASONS,  AND 
HEAVY  PALLS  OF  SNOW. 

The  Commissioners  of  Sewers  for  the  City  of  London  having  kindly  per- 
mitted a.  Philanthropic  Association,  composed  of  various  noblemen  and 
gentlemen,  to  demonstrate  to  what  state  of  perfection  the  streets  may  be 
kept  clean,  the  public  are  informed  that  the  following  streets  are  now  being 
cleansed  by  the  Association  : — Cheapside,  Comhill,  Bank,  Royal  Exchange, 
Newgate,  King,  Gresham,  Moorgate,  Throgmorton,  and  Threadneedle  Streets, 
and  Tokenhouse  Yard,  3[c, 
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Eighty  men  are  now  employed,  at  two  shillingB  and  sixpence  per  day, 
and  one  hundred  and  sixty  will  be  employed  as  soon  as  the  funds  admit 
of  it. 

The  whole  of  the  operations  are  supported  by  Yoluntazy  contributions. 

BENJAMIN  BOND  CABBELL,  ESQ.,  TBEASUEBR. 

As  the  Council  are  yery  anxious  to  encourage  among  the  men  habits  of 
industry,  cleanliness,  and  neatness  of  apparel,  they  beg  to  state  that  a 
present  of  fifty  pairs  of  trousers,  or  one  hundred  smock  frocks,  will  be  con- 
sidered equivalent  to  a  donation  of  261. ;  a  present  of  one  hundred  long 
brooms  or  mops  to  a  donation  of  KV. 

The  under-mentioned  bankers  have  kindly  consented  to  receiTO  sub- 
scriptions : — Sir  Claude  Scott,  Bart.,  and  Co. ;  the  London  and  Westminster 
Bank  and  its  Branches ;  Drummond  and  Co. ;  Bouverie  and  Co^;  Ransom 
and  Co. ;  Union  Bank  of  London  and  its  Branches ;  Lubbock  and  Co. ; 
Bobarts  and  Co. ;  Bosanquet  and  Co. ;  Prescott,  Qrote,  and  Co. ;  Hanbuiys 
and  Co. ;  Sir  Charles  Price  and  Co. ;  Cocks,  Biddulph,  and  Co. ;  Hankejs 
and  Co. ;  Herries  and  Co. ;  Fuller  and  Co. ;  London  and  Dublin  Bank ; 
National  Bank  of  Ireland  ;  London  Joint  Stock  Bank ;  Williams,  Deacon, 
and  Co. ;  Hopkinson  and  Co. ;  Strachan,  Paul,  and  Co. ;  Hallett  and  Co. ; 
at  the  Hall  of  Commerce  ;  the  London  Tavern  ;  and  by  the  Secretary  of 
the  Association,  at  the  Offices,  20,  Yere  Street,  Oxford  Street. 

List  or  Subsoriptiors  rbcsited  this  Dat  : 

Charles  Cochrane,  Esq.,  President  of  the  Association  .  100    0    0 

Luke  J.  Hansard,  Esq. 50    0    0 

Messrs.  Coutts  and  Co 10    0    0 

The  Misses  Browne 5    0    0 

The  Rev.  Dr.  Spranger 5    0    0 

The  Rev.  J.  Spranger 10    0 

Hyde  Clarke,  Esq 5    5    0 

Alfred  Hyde  Clarke,  Esq 3    3    0 

Edwin  Hyde  Clarke,  Esq 2    2    0 

P.T. 110 

B.0 110 

Sir  George  Staunton,  Bart.,  M.P 10    0    0 

H.  F.  Richardson,  Esq 5    5    0 

J.  S.  Buckingham,  Esq 110 

Mr.  Henry  Dodd,  one  of  the  Contractors  for  Cleansing  5    0    0 

By  order, 

M.  DAVIES,  Secretary. 
20,  Yere  Street,  Oxford  Street. 
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THE    BANKER'S    MAGAZINE. 

VOLUME  II. 

Handsomely  bound  in  cloth,  and  lettered,  price  12*. 

The  fbllowing  brief  analysis  of  the  principal  Contents  of  this  Tolome  will  snfficiently  in- 
dicate its  permanent  value  and  usefulness  as  a  standard  work  of  reference  for  all  per- 
sons engaged  in  Monetary  and  Commercial  affiiixi.    It  contains : — 

PRACTICAL  BANKING  ARTICLES— On  Cash  Credits-Frauds 
with  Cheques — Frauds  with  Bills  of  Exchange — Effect  of  the  Stamp  Act  on — De- 
posits Receipts — Endorsements  on  Bank  Notes — Prevention  of  Forgery ;  and  of  Fraud 
with  Bankers'  Notes — Forms  for  Bankers'  Circulation  Betums — Banking  Charges — The 
Exchanges — Proposed  Stamp  Duty  on  Cheques — The  Income  Tax  and  Joint  Stock 
Bank  Shareholders — Interest  Calculations — Investments  in  Joint  Stock  Bank  Shares — 
Bankers'  Investments  on  Bailway  Shares — Letters  of  Credit — Note  Exchanges  with 
other  Banks — Post  Office  Orders — Effect  of  the  Stamp  Act  on  Banking  Business — Be- 
tnms  for  Bills  for  Collection,  &c.  &c. 

COMMUNICATIONS  FROM  PRACTICAL  BANKERS  in  each  Number,  on  sub- 
jects  connected  with  the  Conduct  of  their  Business,  Points  of  Law,  and  Commercial 
Tmnsactions.     Also,  the  Reports  of  the  Joint  Stock  Bank  Deputies,  &c. 

GENERAL  BANKING  ARTICLE— On  the  Regulation  of  the  Currency— The 
Government  Currency  Measures — On  the  Restriction  of  Bankers'  Issues — The  Philosophy 
of  Banking — The  Claims  of  Bankers'  Clerks — Curiosities  of  Banking — ^Cnrrency  and 
Prices — The  Bank  of  Ireland  Privileges — Advantages  of  the  Small  Note  Currency — 
Memoirs  of  Eminent  Bankers :  J.  W.  Gilbart,  Esq. ;  and  Jones  Lloyd,  Esq. — The  York- 
shire Agriailtural  and  Commercial  Bank — On  GK>ld  as  the  Standard  of  Value — On  the 
Bank  of  England's  Liabilities — A  tupplementetl  Number,  devoted  to  the  subject  of 
Scotch  and  Irish  Banking,  comprising  "  Malachi  Malagrowther**  Letters  "  and  numer- 
0118  Articles  on  the  Principles  and  Practice  of  Scotch  and  Irish  Banking. 

REPORTS  OF  JOINT  STOCK  BANKS,  as  read  at  the  Meetings  of  Proprietors  of 
nearly  all  the  Joint  Stock  Banks  in  the  Kingdom ;  forming  a  valuable  Record  of 
Capitalists  and  Shareholders.  These  Reports  cannot  be  obtained  in  any  other  pub- 
lication. 

BANKING  AND  COMMERCIAL  LAW— Articles  on  the  Law  of  Cheques; 
the  Duties  and  Liabilities  of  the  Drawer,  Holder,  and  Banker — Crossed  Cheques — The 
Law  of  Letters  of  Credit — Bills  of  Exchange,  or  Acceptance,  Stamps,  Alteration,  re- 
serving Recourse,  &c, — Bankruptcy — Judgments  on  Cash  Ciedit  Bonds — The  Law  of 
Stolen  Notes — Statute  of  FVauds  as  affecting  Banking  Contracts — Liability  of  Joint 
Stock  Bank  Shareholders — Liability  of  Bank  Managers— Collateral  Security — State  of 
the  Insolvency  Laws — The  Joint  Stock  Bank  Regulation  Act,  &c  &c. — lUporttqfall 
recetU  Decisiom  on  Banking  and  Commercial  Law  as  they  oocwr, 

SAYINGS'  BANKS — The  papers  referring  to  these  valuable  Institutions  are  too 
numerous  to  be  separately  enumerated.  They  comprise  Reports,  Statistics,  and  Intelli- 
gence :  with  Original  Articles  elucidating  the  principles,  and  Practical  Suggestions  for 
improving  the  Utility  of  Savings  Banks. 

RAILWAY  ARTICLES  AND  INTELLIGENCR-On  Bankers'  Advances  on 
Bailway  Shares — Analysis  of  the  Lines  approyed,  rejected,  and  postponed  by  the  Board 
of  Trade — Forms  of  Railway  Deposit  Receipts,  Scrip,  &c. — Railways  in  Ireland — On 
Transfers  of  Shares — Railway  Specuhition,  and  the  Fixed  Issues  of  Bankers — A  Monthly 
Summary  of  the  Railway  Share  Market. 

BANKERS'  CIRCULATION  RETURNS.— The  Volume  contains  the  Weekly 
Returns  of  every  Bank  of  Issue  in  England  and  Wales,  as  published  in  the  Gazette ; 
the  Monthly  Returns  for  Irehind  and  Scotland ;  and  a  Monthly  Summary  and  Com- 

?zrison  of  the  aggregate  and  average  Amounts  in  Circulation  in  the  entire  Kingdom. — 
his  monthly  Summary  is  prepared  exclusively  for  "  The  Banker's  Magatine,**  and 
"  The  Times"  Newspaper. 

London  :  R.  Groom bbidok  and  Sons,  5,  Paternoster  Row. 
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GREAT  BRITAIN  MUTUAL   LIFE  ASSURANCE 

SOCIETY, 

14,  WATERLOO  PLACE,  PALL  MALL, 
AND  79,   KINO  WILLIAM  STREET,    LONDON. 


DIRECTORS. 


Thb  GHISHOLM,  Chairnutn. 
WILLIAM  UORLET,  BflQ.,  J)eputy  Chairman, 


HnrRr  Stboub  Barbkii,  Esq. 
JoHH  BuGHTMAir,  Esq. 
Fbahou  Bbodiqak,  Esq. 
Jamxs  William  Diaooh,  Baq. 
Alxxavdsr  Robert  iRTimi,  Esq. 
JoBV  IvQus  Jbrphih,  Esq.  I 

AcDiTORS. — C.  B.  Rule,  Esq.        T.  C.  Simmons,  Esq.      W.  Aroheb  Shre,  Esq. 

Phtsioiar. — John  GLERDiNiiiRa,  M.D.,  P.R.S.,  16,  Wimpole  Street. 

SoLioiTOE. — Walter  Prideavx,  Esq.,  Goldsmiths'  HiUl. 

Barkers. — Unioh  Bars  op  Lokdov. 


James  Johr  Eirlooh,  Esq. 
Hrnrt  Lawsor,  Esq. 
Herrt  Prrrt,  Esq. 
RoBRRT  Power,  Esq.,  M.D. 

Rev.  P.  W.  JOHRSOR  YlCKERT,  A.M. 


ADVANTAGES  OF  THIS  INSTITUTION. 

The  whole  of  the  Profits  divided  annually  among  the  Members,  after  pajment  of 
five  Anntud  Premiums. 

An  ample  guaranteed  Capital,  in  addition  to  the  Fund  continually  aecnmuhting  from 
Premiums  fuUy  sufficient  to  aiford  complete  security  to  the  Policy-Holders. 

HALF  CREDIT  RATES  OF  PREMIUM. 
The  attention  of  Assurers  is  particularly  directed  to  the  Half  Credit  Rates  of  Pn> 
mium,  by  which  means  Assurances  may  be  effected,  and  loans  for  short  periods  seewcd 
with  the  least  possible  present  outlay,  and  at  a  less  premium  than  for  short  terms  oqIt, 
and  with  the  option  of  paying  up  the  arrears  and  interest,  thus  becoming  entitled  to 
participate  in  die  whole  of  the  profits  of  the  institution. 

EXTRAOT   FROM  THB  HALT  CREDIT  BATES  OF  PBBMimi. 


Age  20. 

Age  25. 

AgeaOu 

Ag«40. 

AgeAO. 

Age  60. 

£«.   d. 

0  17    0 

£..    d. 

0  18   9 

£*.    d. 
I    I    1 

£  •.   d. 

I    6    2 

£4.   d. 
8    I    0 

3    4    8 

Thus,  for  example— a  person  in  the  twenty-fifth  year  of  his  age,  instead  of  paying 
£1  17«.  6e2.  per  annum  for  an  Assurance  of  £100,  would  be  required  to  pay  ISs.  9d. 
only  during  the  first  five  years,  when,  on  payment  of  the  arrears  of  Premium,  amouBt- 
ing  to  £i  13«.  9(2.,  his  shore  of  the  Profits  would  be  such  as  to  reduce  his  future  An- 
nual Premiums  to  very  little  more  than  the  half  Premium  of  ISs.  9d.  originally  paid  by 
him.  The  Great  Britain  is  the  only  Mutual  Assurance  Society  in  which  this  very  great 
accommodation  is  given  to  the  Assured. 

Transfers  of  Policies  effected  and  registered  (without  charge)  at  the  Offiee. 

Chums  on  Policies  not  subject  to  be  litigated  or  disputed,  except  with  the  sanctioD,  ia 
each  case,  of  a  General  Meeting  of  the  Membos,  to  be  specially  convened  on  the  occa- 
sion. 

Members  Assured  to  the  extent  of  £1,000  entitled  (after  payment  of  fiv«  Anniol 
Premiums)  to  attend  and  vote  at  all  Gfeneral  Meetings,  which  will  have  the  saperinteod- 
enoe  and  control  of  the  fiinds  and  aSun  of  the  Society. 

Full  particulars  are  det«niled  in  the  Prospectus,  which,  with  every  requisite  infonua- 
tion,  may  be  obtained  by  application  to 

A.  R.  IRVINE,  Managing  Director. 

Agents  wanted  in  Towns  not  pre-occupied,  and  appliaitioiis  from  respectable  and  in- 
fluential parties  addressed  to  the  managing  Director,  at  No.  14,  Waterloo  Place,  Londoo ; 
wiU  meet  immediate  attention. 
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RAIIiWAYS  MV8T  PROOBS88. 


A  RESIDENCE  of  20  Years  in  Hull  and  14  in  Leeds,  Ten  of 
which  as  Commercial,  and  Eight  as  Share  Broken,  enable*  the  Undenigned  to  gire 
an  opinion  on  RaUvayt  in  geneml;  but  particularly  on  those  that  are  connected  with 
VRS  MiOLAHB  Couimss,  and  especially  such  as  are  in  communication  with  the  imme- 
diate neighbourhood  of  Leeds. 

R.   B.    WATSON   AND   CO, 

7,  BOND  STBBET,  LBBD8. 


MESSRS.  JOHN  WILLS  &  Co, 
STOCK  AND   SHAREBROKERS, 

Royal  Bank  Buildings,  Sweeting  Street,  IdTerpool. 

MESSRS.  WATSON  AND  CUELL, 
MINING  AGENTS, 

St.  Michael's  Alley,  Cornhill. 

N.B. — JUfOtt*  bam  the  different  Mines,  with  statements  of  Profit  and  Loss  regnlailr 

filed. 


H.  J.  MARCUS  AND  CO., 
STOCK  AND   SHAREBROKERS, 

68,  Basinghall  Street,  Leeds. 


ESTABLISHED  1884. 

W.  FORDYCE, 
SHAREBROKER, 

15,  Grey  Street,  Newcastle*upon-Tyne. 
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RYE  AND  THOMAS, 

MINE    AGENTS   AND   DEALERS   IN    STOCKS. 

BAILWAT  AND  OTHBK  8HA&B8, 

80,  Old  Broad  StiMt,  Londoii. 


HENRY  HALL, 
STOCK    AND    SHAREBROKER, 

40,  High  Street,  Hull. 


ESTABLISHED  1S36. 

THOMAS  WREN, 
STOCK  AND  SHAREBROKER, 

Preston,  Lancashire. 

J.  W.  AIKIN, 

(Member  of  the  L3fTm  Stock  Exchange,) 

STOCK   AND   SHAREBROKER, 

73,  High  Street,  Lynn. 


TO  SPECULATORS  AND  HOLDERS  OF  SHARES  AND 
OTHER  SEGURtTIES. 


M' 


[ESSRS.  JONES,  COOKE  and  CO.,  Stock  and  Share  Agents, 
after  many  solicitations  from  capitalists  in  different  parts  of  the  country,  and  for  the 
general  accommodation  of  speculators  and  holders  of  shares,  have  opened  Books  at  thdr 
offices  for  Registering  the  names  and  prices  of  the  different  shares  for  sale  and  p<ixtliais» 
and  they  particularly  call  the  attention  of  parties  desirous  of  purchasing  or  selling  slnreiy 
to  the  convenience  of  registering  the  same — no  charge  being  made  for  so  doing  until  sn 
actual  purchase  or  sale  takes  place.  To  persons  seeking  information  as  to  the  shsie- 
market,  they  will  at  all  times  be  happy  to  supply  the  i 
16,  Old  Broad  Street,  London. 


BAIIilP^AYS. 


PARTIES  contemplating  Purcbases  or  Sales  of  Railway  Sbaree  at  the 
present  prices,  may  obtain  detailed  information  as  to  their  existing  condition  sod 
future  probable  results,  upon  application  at  the  offices  of  Thomas  Ailbop,  84,  GorakUl, 
and  280,  Regent  Street.  T.  Allsop  will  also  fiimish  persons  seeking  pennaaent  inre^ 
ments  with  data  which,  by  judicious  comparison,  may  avert  the  loss  and  even  min  whid 
have  frequently  attended  purchases  made  upon  slight  information,  or  upon  erroneous  so- 
ticipation,  both  as  to  cost  and  charges  made  at  the  outset  of  these  undertakings. , 

The  price  of  the  great  lines  of  railroad  is  not  alone  a  grand  criterion  of  ndue,  wbidi 
must  be  sought,  as  regards  permanent  investment,  on  fax  different  grounds.  The  far- 
chases  made  at  present  may  be  referred  chiefly  to  local  or  personal  feeling,  and  to  tks 
general  importance  or  estimation  of  the  particular  undertaking,  not  to  its  real  worth  ss 
compared  to  its  price ;  and  to  these  points,  as  constituting  the  best  tests  of  valoe, 
T.  AlLSOP  has  directed  particular  attention. 
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RAILWAY  SHARES,  etc.,  etc.,  BY  AUCTION. 


TO  SHAREHOLDERS  AND  CAPITALISTS. 

ENCOURAGED  by  the  recent  increase  of  business  in  the  sale  and 
transfer  of  shares  in  the  various  public  Companies,  British  and  Foreifpi,  and 
acting  under  the  advice  of  friends  and  capitalists,  Alessrs.  La  mo  no  and  Co., 
licensed  auctioneers,  have  deemed  the  additional  occupation  thus  created,  together 
with  the  abolition  of  the  auction  duties,  a  fit  opportunity  for  opening  a  separate 
and  independent  practice,  to  which  they  have  determined  to  devote  their  undivided 
attention,  declining  all  other  business  for  this  express  purpose,  viz. :  — 

**  The  sale  by  Auction  of  shares  in  railways,  British  and  Foreign ;  Assurance 
ihlining.  Cemetery  and  Canal  Companies;  Joint  Stock  Banks;  Debentures, 
Bonds,"  &C.,  &C.— in  short,  of  every  description  of  interest  connected  with  the  nu- 
merous public  Companies  formed  and  now  forming  in  the  commercial  world. 

In  arriving  at  this  determination,  it  will  be  the  anxious  desire  of  Messrs  La- 
nond  and  Co.  to  give  every  information  and  satisfaction  to  their  friends  and  the 
public,  and  looking  at  the  probable  magnitude  of  operations  yielding  adequate  re- 
muneration, they  have  resolved  to  adopt  a  low  scale  of  ad  valorem  charge,  by  way 
of  commission  ;  and  where  sales  are  not  effected,  a  small  fee  (merely  sufficient  to 
cover  the  expenses  of  printing,  advertising,  &c,  &c.)  for  putting  up  the  lots. 

To  avoid  any  misunderstanding  a  deposit  of  10  per  cent,  will  be  required  on  all 
purchases  at  the  hammer,  unless  the  same  be  effected  through  Bankers,  Members 
of  the  Stock  Exchange,  or  parties  well  known  to  the  Auctioneers ;  and  a  settle- 
ment of  the  remainder  of  the  purchase-money  must  in  every  case  be  made  in  the 
course  of  the  following  day,  during  the  usual  hours  of  business,  or  the  sale  will 
be  void  and  the  deposit  forfeited,  except  where  special  transfers  are  required,  and 
to  such  all  possible  expedition  will  be  given. 

As  all  scrip  and  share  certificates  must  be  deposited  for  examination  at  least  one 
day  previously  to  their  being  offered  to  public  competition,  Messrs.  Master- 
man  and  Co.,  Bankers,  Nicholas  Lane,  and  Messrs.  Ransom  and  Co.,  Bankers, 
Pall  JE^Iall  East,  London,  have  been  pleased  to  allow  reference  to  be  made  to  them, 
in  regard  to  the  respectability  of  the  firm  of  Lamond  and  Co. 

Their  sales  are  held  every  Tuesday  and  Friday,  in  their  Rooms  at  the  under- 
mentioned Hall,  at  two  o'clock  pribisely,  to  which  place  letters  and  orders  contaih- 
ing  instructions  are  respectfully  requested  to  be  addressed,  and  where  one  or  more 
of  the  partners  will  be  always  in  attendance  to  be  conferred  with,  if  required ;  and 
advices  of  the  operations  of  the  day  will  be  forwarded  by  the  first  post  after  each 
day's  sale  and  the  proceeds  paid  according  to  their  correspondents*  intentions. 

Itlessrs.  Lamond  and  Co.  further  propose  to  take  subscriptions  of  a  Guinea  per 
annum  from  all  parties  desiring  to  have  Catalogues  sent  them  on  the  night  before 
the  sale,  except  Bankers,  Members  of  the  Stock  Exchange,  and  Subscriliers  to  the 
Ball  of  Commerce,  to  whom  they  will  on  application  be  delivered  gratis. 

Scale  of  Charges. 
One  Shilling  per  share     ......     under  £20 

One  Shilling  and  Sixpence „        60 

Two  Shillings  and  Sixpence      ....        „       100 
Five  Shillings  for  all  above. 
And   Two  Shillings  and  Sixpence  per  lot  offer^  for  sale,  (be  the  number  of 
shares  in  such  lot  more  or  less,)  when  sales  are  not  effected. 
Hall  of  Commerce, 
Threadneedle  Street,  London. 


STOCK   EXCHANGE   AND    RAILWAY   SHARE    AGENCY, 

9,  CHARING  CROSS. 

MB8SRS.  BAUGHAN  and  CO.,  having  a  perfect  knowledge  of  all 
iheJinancieU  arrangemenU  of  Foreign  States,  and  the  existing  conditions  and  pro- 
bable results  of  railway/  shares,  are  enabled  to  fumish  detailed  iiiformation  and  ctoto, 
which  may  be  relied  upon,  to  all  parties  seeking  permanent  investments.  Messrs.  B. 
and  Co.  buy  and  sell  English  and  Foreign  railtcay  shares  of  every  description  at  the 
different  prices  of  the  day.  Th€  lists  of  prices  kept  at  the  offices.  Attendance  from  11 
till  2. 
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EDWARD  JOSEPHS, 
STOCK  AND  SHARE  AGENT,  LONDON. 


THE  FUNDS,  SHARES,  and  other  SECURITIES-— SpecalatioM 
in  the  rise  and  fall  of  Stocks,  .Shares,  &e.,  limited  to  a  email  loss,  in  coDparismi  to 
the  chances  of  a  large  profit.  The  daily  fluctnations  in  funds  and  shares  afford  a  gnat 
opportunity  to  derive  large  profits  :  the  option  of  receiving  or  delivering  any  amoim^  at 
a  given  price,  on  a  fixed  day,  may  be  secured  upon  a  limited  deposit. 

The  recent  fluctuations  in  Spanish,  Mexican,  and  Columbian  Stocks,  alio  in  Tsriosi 
descriptions  of  railroad  shares,  are  sufficient  prooii  of  the  advantaget  to  be  derived  fram 
the  above-mentioned  safe  system  of  speculation. 

For  further  particulars  apply  to  Edwahd  Joskfhs,  Stoek  and  Shan  Agent,  Hall  of 
Commerce,  Threadneedle  Street,  or  C^pel  Court,  Bartholomew  Lane,  near  the  StoA 
Bxchange. 

All  descriptions  of  stock,  shares  and  other  securities  n^tiated. 

On  time  baigains  a  deposit  or  respectable  references  required. 


NOTICE   TO   SPECULATORS    IN   F0REI8N   STOOKt, 
RAILWAY   SHARES.   ETC. 


EVERY  information  on  the  subject  of  specalation  in  the  Purchase  or 
Sale  of  Foreign  Stocks,  Bailway  Shares,  Ac.,  and  a  Daily  List  of  the  Coirait 
Prices,  with  the  nature  of  Time  Bargains  explained,  may  be  had  gratuitously  by  a  per* 
sanal  application,  or  by  letter  to 

LEWIS  JACKSON  and  CO., 

Foreign  Stock  and  Bailway  Shart  Agents,  London. 
11,  Pinner's  Hall,  Old  Broad  Stract. 

SAMBRE  AND  MEUSE  RAILWAY. 


NOTICB  OF  CALL. 


VrOTICE  is  hereby  given,  that  the  Directors  bate  made  «  farAer 
'^  CALL  of  S/.  per  Share  on  each  and  every  Share  in  this  undertaldag, 
and  that  the  same  is  made  payable  on  Thursday,  the  16th  day  of  ApA 
next.  The  Proprietors  are  required  to  pay  the  same,  on  or  before  the  isid 
16th  day  of  April,  at  Messrs.  Hankey's,  Fencburch  Street,  London.  Literest 
at  the  rate  of  5/.  per  cent,  per  annum  will  be  charged  on  ail  sums  remain- 
ing unpaid  after  the  said  16th  day  of  April,  and  if  any  call  shall  remaia 
unpaid  for  a  month  after  that  date  the  Shares  will  become  abeolutely 
forfeited.— Dated  this  10th  day  of  March,  1846. 

WM.  PARRY  RICHARDS,  Chftiiman. 
61,  Moorgate  Street,  London. 


TO    ARCHITECTS,    BUILDERS,    ENGINEERS,    COLONIAL 
AOENTS,  and  Others. 

J.  WOOLCOTT,  6,  Great  Winchester  Street. 

Erery  description  of  C<uimg9^  and  Wraughi  fronwork,  SUam  Sngirngg^  Mmkimag^ 
Boilers,  dtc,  far  Building,  Locomotive,  Marine,  Mining,  and  general  inannlac> 
tiiring  (mrposes. 

Machinery  valued  and  disposed  of. 
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PBSUMIKA&Y  AKHOVMOBMBHT. 


THE  METROPOLITAN  NECROPOLIS, 

OB 
GEAND   EASTERN   AND   WESTEEN    CEMETEEIES    ASSOCIATION. 


Proyisionally  Registered,  according  to  Act  of  Parliament. 


Capital,  £1,000,000,  in  Shares  of  £26  each. 
Deposit,  £1  Is,  6d,  per  Share. 


The  object  of  the  Association  embraces  the  recommendations  of  the  Com- 
missioners appointed  to  report  on  the  '^  Health  of  Towns,  to  prerent  the 
interment  of  the  dead  in  or  near  the  habitations  of  the  liying,*"  by  establish- 
ing two  extensive  cemeteries  on  the  banks  of  the  Thames,  at  a  conyenient 
distance  east  and  west  of  the  metropolis,  which,  by  their  position,  in  ad- 
dition to  the  usual  mode  of  interment,  will  afford  the  facility  of  a  more 
economical  conveyance  by  water.  It  is  also  proposed  to  assist  in  establish- 
ing general  cemeteries  in  the  neighbourhood  of  other  towns  in  Great 
Britain  and  Ireland. 

In  the  most  crowded  thoroughfares  of  the  metropolis,  even  in  the  midst 
of  depravity  and  crime,  we  see  grave-yards  towering  above  us,  the  pesti- 
lential effluvia  tainting  the  very  atmosphere  in  which  we  are  compelled  to 
move  and  live.  Our  Christian  feelings  are  continually  outraged  l^  revolt- 
ing details  of  violated  sanctuaries,  and  gross  and  horrible  indignities  offered 
to  the  dead,  to  the  great  scandal  of  our  national  religion  and  character  as 
a  Christian  people.  Many  attempts  have  been  made  to  remove  this  nui- 
■anoe  and  reproach  from  among  us  ;  and  recent  events  occurring  in  Spafields, 
and  other  burial-grounds  of  the  metropolis  as  described  in  the  public  jour- 
nals, and  in  the  evidence  given  before  the  committee  of  the  House  of  Com- 
mons, have  awakened  one  general  feeling  of  horror  and  indignation  in  the 
public  mind,  and  an  anxious  desire  on  the  part  of  the  legislature  to  abolish 
at  once  and  for  ever  burials  within  the  limits  of  the  metropolis  and  other 
great  cities  of  the  empire. 

London,  and  its  thickly  populated  suburbs,  number  now  2,000,000  of  souls, 
and  in  no  very  distant  period  of  time  this  population  must  be  doubled. 
Almost  all  its  grave-yards  are  already  full,  and  the  newly-established  ceme- 
teries rapidly  filling ;  it  is  obvious,  Uierefore,  that  cemeteries  of  a  sufficient 
magnitude  are  required,  in  order  to  meet  the  exigencies  of  the  times,  as 
well  as  the  wishes  of  the  legislature ;  and  that  they  should  possess  eveiy 
facility  for  ensuring  econoxhy  of  expenses  and  adaptation  to  every  class  of 
society,  united  with  decent  solemnity  and  religious  observance,  that  while 
they  tneet  the  requirements  of  the  poor,  they  can  be  made  to  administer  to 
the  feelings  and  wishes  of  the  wealthy  ;  and  the  promoters  believe  that  the 
public  will  see  and  duly  appreciate  the  great  advantages  opened  by  con- 
veyance of  the  corpse  to  the  cemeteries  by  water,  this  being  auxiliary  to, 
and  not  as  replacing  the  present  mode,  and  introduced  more  with  the  view 
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of  general  accommodation  and  securiiig  economical  charges,  Uian  for  an j 
purposes  of  novelty  and  display. 

Extensive  tracts  of  land  have  already  been  selected,  having  a  fine  river 
frontage  for  the  reception  of  funerals  by  water,  and  approaches  by  land  for 
the  usual  mode  of  interment ;  they  unite  position  with  every  facility  of 
access.  Plans  are  also  laid  down  for  establishing  stations,  and  houses  for 
the  reception  of  the  corpse  previous  to  its  burial,  a  boon  which  cannot  fail 
being  appreciated  by  those  who,  from  aversion,  fear,  or  necessity,  are  de- 
sirous of  having  the  dead  immediately  removed  from  their  habitations  ;  it 
will  also  meet  the  views  of  the  "  Health  of  Towns  CSommittee,"  and  assist 
the  legislature  in  rendering  it  compulsory  with  the  humbler  classes  to 
remove  the  decomposing  corpse  from  rooms  necessarily  inhabited  by  the 
living.  Steam  and  other  boats  will  be  constructed,  and  appropriately  fitted 
up  for  the  purpose  of  conveying  the  corpse,  attendants,  and  mourners  to 
the  cemeteries. 

Cemeteries  have  become  highly  popular  in  this  country,  and  most  de- 
servedly so  ;  for  while  they  offer  a  sacred  asylum  for  the  mortal  remains  of 
those  we  admire,  esteem  and  love,  they  may  be  made  to  afford  to  the  in- 
habitants of  crowded  cities,  when  they  are  judiciously  constructed,  the 
means  of  health,  of  serious  contemplation,  and  innocent  recreation.  In  the 
neighbourhood  of  London  they  are  rendered  strikingly  attractive  to  the 
eye,  and  to  a  certain  extent  are  well  adapted  for  the  purposes  of  burial ;  but 
still,  in  the  absence  of  the  facilities  now  proposed,  they  are  disposed  at 
such  an  inconvenient  distance  as  to  place  them  wholly  beyond  the  pecuniaiy 
means  of  the  humbler  classes,  except  in  their  immediate  neighbourhood ; 
they  are  also  small  when  compared  to  the  requirements  of  this  and  future 
generations.  The  grounds  of  the  Great  Metropolitan  Necropolis  will  be 
laid  out  in  a  beautiful  and  appropriate  manner,  equally  attractive  to  the 
living  and  suited  to  the  sad  solenmities  of  the  dead,  care  being  taken  to 
preserve  the  solemn  character  of  the  place  :  thus,  to  the  stem  character  of 
the  ancient  will  be  added  the  beauties  of  the  "  Pere  la  Chaise,"  and  of  our 
existing  English  cemeteries.  They  will  be  portioned  off  in  deference  to 
the  feelings  of  sects  and  religions,  and  as  their  great  extent  renders  them 
fitting  for,  so  they  will  be  opened  to,  the  sad  remains  of  mortality  without 
reference  to  country  or  creed. 

In  order  to  carry  out  the  recommendations  of  the  Parliamentary  Com- 
mittee to  the  fullest  extent,  and  to  enable  the  legislature  to  abolish  burials 
within  the  crowded  parts  of  the  metropolis,  the  association  proposes  to 
assume  the  right  (when  required  to  do  so)  to  enter  into  public  or  private 
contracts  for  burials,  with  or  without  the  co-operation  of  other  public 
bodies  or  private  individuals,  to  supply  the  material  and  to  adopt  sock 
other  measures  as  may  be  found  necessary  to  ensure  economy  of  burial  to 
those  who  desire  it,  as  well  as  due  decorum  of  conveyance  and  interment 
of  the  deceased.  It  is  proposed  to  erect  in  each  ground  a  large  pyramid, 
consisting  of  arched  recesses,  or  catacombs.  Groups  of  chapels,  terraces, 
raised  walks,  rows  and  clumps  of  trees,  and  beds  of  flowers  will  also  add  to 
the  general  magnificence.  It  is  also  contemplated  to  erect  in  the  centre  of 
the  group  of  chapels,  in  one  of  the  cemeteries,  a  grand  national  mausoleum 
or  temple,  on  the  principle  of  Westminster  Abbey,  for  the  burial,  the 
monuments,  or  the  tablets  of  those  who  may  be  considered  worthy  of 
public  testimonial ;  a  permanent  council  of  noblemen  and  gentlemen  being 
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appointed  to  decide  ob  the  respective  claixos  to  this  honour  preyious  to  its 
being  granted. 

The  plans  for  the  chapels,  entrance-gates,  and  ornamental  disposition  of 
the  grounds,  are  now  under  serious  consideration ;  and  the  catacombs  will 
be  built  with  the  view  of  affording  accommodation  on  a  scale  of  charges 
the  most  economical,  or  as  consonant  with  the  views  of  the  friends  of  the 
deceased.  Grounds  for  interment  at  various  rates,  either  in  perpetuity  for 
families  or  separate  bodies,  may  be  obtained,  with  every  facility  to  erect 
such  memorials  as  their  surviving  friends  may  deem  fit,  in  conformity  to 
the  rules  of  the  association.  From  the  fullest  and  most  accurate  inform- 
ation, and  calculations  made,  the  promoters,  in  the  event  of  the  bill  for  the 
abolition  of  burials  in  the  crowded  parts  of  the  metropolis  passing  this 
session  of  Parliament,  are  prepared  to  state  that  the  grounds  wlQ  be 
effective  for  constant  burial  of  twice  the  present  population ;  while  the 
charges  for  interment  will  be  one  half,  and  in  many  instances  two  thirds, 
less  than  now  paid  by  the  several  classes  of  the  community. 

The  capital  of  the  association  will  be  £1,000,000,  with  power  to  increase 
it,  the  original  Shareholders  having  the  preference  of  the  newly  created 
Shares.  It  will  be  divided  into  40,000  Shares  of  £25  each,  a  deposit  of 
£1  7s,  6d.  per  Share  to  be  paid  at  the  time  of  subscribing.  This  wiQ  be 
followed  up  by  calls,  duly  noticed,  of  £2  per  Share,  as  may  be  required, 
two  months*  notice  being  given  of  each  call. 

So  soon  as  a  committee  of  gentlemen  capable  of  carrying  out  the  objects 
contemplated  is  formed,  prospectuses  will  be  issued  ;  in  the  mean  time  all 
further  information  may  be  obtained  at  the  Offices  of  the  Association,  32, 
Moorgate  Street,  City. 

JOHN  BOND,  M.D.,  &c..  Secretary. 


RAZI.WAYS. 

Just  published, 

nPHE  BROAD  and  the  NARROW  GAUGE;  or.  Remarks  on  the 
■^  Report  of  the  Gauge  Commissioners.  By  Hekrt  LusHiiroTON,  Esq., 
late  Fellow  of  Trinity  College,  Cambridge.    8vo.    Price  1*. 

OBSERVATIONS  on  the  REPORT  of  the  GAUGE  COMMIS- 
SIONERS presented  to  PARLIAMENT.    Polio,  with  Plan.    Price  1*. 

A  COLLECTION  of  the  SPECIAL  ACTS  authorizing  the 
CONSTRUCTION  of  RAILWAYS,  passed  the  8th  and  9th  Vict.,  Sess.  1846 ; 
with  Tabular  Abstract,  Introduction,  and  Copious  Indexes.  2  vols.  12mo, 
cloth.    Price  244. 

A  TREATISE  on  the  PRACTICE  of  COMMITTEES  of  the 
HOUSE  of  COMMONS,  with  reference  especiaUy  to  RAILWAY  BILLS. 
By  Charles  Frbre,  Esq.,  Barrister-at-Law,  and  one  of  the  Clerks  in  the 
office  of  the  Chief  Clerk  of  the  House  of  Commons.    8vo,  cloth.    Price  &. 

Westminster :  James  Bigo  and  Son,  53,  Parliament  Street ;  Simms  and 
DiVHAM,  Manchester ;  Slocombb  and  Simms,  Leeds  ;  Simms  and  Son,  Bath ; 
T.  Clakkb,  38,  George  Street,  Edinburgh  ;  and  V.  Dklaney  and  Son,  Law 
Library,  Four  Courts,  Dublin. 


84 


RAILWAY    EK0I8TBR   ADVERTISINO   8BBET. 


GREAT  BRITAIN  MUTUAL   LIFE  ASSURANCE 

SOCIETY, 

14,  WATBRLOO  PLACE,  PALL  MALL, 
AND  79,  KINO  WILLIAM  8TIIBBT,   LONDON. 


DIESCTOBS. 


Thi  CHISHOLH,  CAotmcw. 
WILLIAM  MORLBT,  Esq.,  Depyiy  Ckairvuin. 


HiHBT  Stroud  Barbbr,  Esq. 
JoHV  BBiaHTMAir,  Esq. 
FsAjran  Biooioah,  Etq. 
Jamu  Williak  DiAOoir,  Eiq. 
Albxahdbb  Eobrbt  Ibyutb,  E«q. 
JoHH  Ibolib  Jbrdeih,  Etq. 

AI7DITOB8.— 0.  B.  EuLi,  Eiq.        T.  C.  Simxobs,  Esq.     W.  Abohbb  Shii,  Eiq. 
Pht8I0IAB.>-Johk  GLKHDnrKiiro,  H.D.,  F.E.S.,  16,  Wimpole  Street. 
Solioitob. — Waltbb  Pbidbauz,  Etq.,  Goldsmithi'  Hall. 
Bavbbis^ — Uhiov  Babk  ov  Lohdov. 


Jajcbs  Johv  Kibloch,  Etq. 
Hbhbt  Lawsov,  Etq. 
Hbbbt  Psinnr,  Etq. 

BOBBBT  POWBO,  E^.,  M.D. 

Rev.  P.  W.  JoHBSOB  YiOEur,  AJL 


ADVANTAGES  OP  THIS  INSTITUTION. 

The  whole  of  the  Piofite  dirided  annually  among  the  Hemben,  after  paTsent  of 
fire  Annual  Premiums. 

An  ample  suannteed  Capital,  in  addition  to  the  Fund  continually  i 
Premiums  fully  sufficient  to  afford  complete  security  to  the  Policy-Holden. 

HALF  C&EDIT  BATES  OF  PREMIUM. 
The  attention  of  Assurers  is  particularly  directed  to  the  Half  Credit  Bates  of  Pl»> 
mium,  by  which  means  AstuEanoet  may  be  effected,  and  loans  for  short  periods  seeucd 
with  the  least  possible  present  outlay,' and  at  a  less  premium  than  for  short  tenns  oiily» 
and  with  the  option  of  paying  up  the  arrears  and  inteiesty  thus  hecnming  entitled  to 
participate  in  the  whole  of  the  profits  of  the  institution. 

BZTRAOT   FBOV  THB  HALF  OBBDIT  BATB8  OF  PBBMnTM. 


Age  90. 

A«e85. 

Ace  30. 

Age  40. 

Agefia 

Age  00. 

0  17    0 

0  18    9 

£«.    d. 
1    1    1 

£  «.  d. 
1    8    9 

£«.   d. 
8    1    0 

£«.    d. 
3    4    2 

Thus^  for  example— a  person  in  the  twenty-fifth  year  of  his  age,  instead  of  paying 
£1  17«.  6<f.  per  annum  for  an  Assurance  of  £100,  would  be  required  to  pay  18t.  M. 
only  during  the  first  five  years,  when,  on  payment  of  the  arrears  of  Premium,  amoont- 
ing  to  £4  13«.  M.,  his  share  of  the  Profits  would  be  such  as  to  reduce  his  future  An- 
nual Premiums  to  very  little  more  than  the  half  Premium  of  18«.  9d.  originaUy  paid  bj 
him.  The  Cheat  Britain  is  the  only  Mutual  Assunmce  Society  in  which  this  Teiy  gnat 
accommodation  is  given  to  the  Assured. 

Tnmsfen  of  Policies  ejected  and  registered  (without  charge)  at  the  Offiee. 

Claims  on  Policies  not  subject  to  be  litigated  or  disputed,  except  with  the  nnctkii,  in 
each  case,  of  a  Gkneral  Meeting  of  the  Members,  to  be  specially  convened  on  the  occa- 


Members  Assured  to  the  extent  of  £1,000  entitled  (after  payment  of  five  Annul 
Premiums)  to  attend  and  vote  at  all  General  Meetings,  which  will  have  the  auperintend- 
enoe  and  control  of  the  funds  and  affiiirs  of  the  Society. 

Full  particulars  are  detailed  in  the  Prospectus,  which,  with  every  requisite  infbniflk 
tion,  may  be  obtained  by  application  to 

A.  R.  IRVINE,  Managing  Dixecter. 

Agents  wanted  in  Towns  not  pre^tccupied,  and  applications  from  respectable  and  in- 
fluential parties  addressed  to  the  managing  Director,  at  No.  14,  Waterloo  Place,  London ; 
will  meet  immediate  attention. 
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A  RESIDENCE  of  20  Years  in  Hull  and  14  in  Leeds,  Ten  of 
which  as  Commercial^  and  Eight  aa  Share  Broken,  enables  the  Undersigned  to  gira 
an  opinion  on  Jtatlwayt  in  gtnercU;  but  particukrly  on  those  that  are  connected  with 
9HS  HiDLAHD  CovHTiBS,  and  especially  such  as  are  in  communication  with  the  imme- 
diate neighbourhood  of  Leeds. 

R.   B.    WATSON   AND   CO^ 

7,  BOND  STBBBT,  I.BBD3. 


MESSRS.  JOHN  WILLS  &  Co., 
STOCK  AND  SHAREBROKERS, 

Royal  Bank  Buildings,  Sweeting  Street,  Liverpool. 


MESSRS.  WATSON  AND  CUELL, 
MINING  AGENTS, 

St.  Michael's  Alley,  ComhUl. 

N.B. — ^Eeports  from  .the  different  Mines,  with  statements  of  Profit  and  Loss  legulariy 

filed. 


H.  J,  MARCUS  AND  CO., 
STOCK  AND  SHAREBROKERS, 

58,  BasinghaU  Street,  Leeds. 


TOL.  I^I. — MAT. 
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ESTABLISHED  1834. 

W.  FORDYCE, 
SHAREBROKER, 

15,  Grey  Street,  NewcastlMipon-Tyne. 


HENRY  HALL, 
STOCK    AND    SHAREBROKEB 

40,  High  Street,  HuU. 


ESTABLISHED  1886. 

THOMAS  WREN, 
STOCK  AND  SHAREBROKER, 

Preaton,  Lancashire. 


J.  W.  AIKIN, 

(Member  of  the  Lynn  Stock  Exchange,) 

STOCK   AND   SHAREBROKER, 

73,  High  Street,  Lynn. 


TO  SPECULATORS  AND  HOLDERS  OF  SHARES  AND 
OTHER  SECURITIES. 


MESSRS.  JONES,  COOKE  and  CO.,  Stock  and  Share  Agents, 
after  many  solicitations  from  ca|HtalistB  in  different  parts  of  the  coontry,  and  for  tke 
general  accommodation  of  speculators  and  holders  of  shares,  have  opened  Books  at  their 
offices  for  Registering  the  names  and  prices  of  the  different  sharea  fiur  sale  and  poidiaie, 
and  they  particularly  call  the  attention  of  parties  desirous  of  purchasing  or  selling  ilisgret, 
to  the  convenience  of  registering  the  same— no  charge  being  made  for  lo  dang  untQ  so 
actual  purchase  or  sale  takes  place.  To  persons  seeking  iafomatioii  as  to  the  share* 
market,  they  will  at  all  times  be  happy  to  supply  the  i 
16,  Old  Broad  Street,  London. 


BAIIilP^AYS. 


PARTIES  contemplating  Purchases  or  Sales  of  Rdlway  Shares  at  the 
present  prices,  may  obtain  detailed  information  as  to  their  existing  conditaHi  and 
fdtore  probable  results,  upon  appUcatios  at  the  offioea  o£  Thomas  Allsop,  34,  CorahiU, 
and  280,  Regent  Street.  T.  Allsop  will  also  fiimish  persons  seeking  permanent  inTest- 
ments  with  data  which,  by  judicious  comparison,  may  avert  the  Ion  and  even  min  which 
have  frequently  attended  purchases  made  upon  slight  information,  or  np<m  erraneous  an- 
ticipation, both  as  to  cost  and  charges  made  at  the  outset  of  these  undertakinga. 

The  price  of  the  great  lines  of  railroad  is  not  alone  a  grand  criterion  of  vidne,  whidi 
must  be  sought,  as  regards  permanent  investment,  on  ^r  different  gronnds.  The  pn^ 
chases  made  at  present  may  be  refened  chiefly  to  kMsl  or  personal  £seling,  and  to  the 
general  importance  or  estimation  of  the  particular  undertaking,  not  to  its  real  worth  ss 
compared  to  ita  price ;  aad  to  these  peints^  as  conititnting  the  beat  testa  of  valoe, 
T.  Allbop  has  directed  particular  attention. 
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THE    DIRECT    BOMBAY   AND    MADRAS 
RAILWAY    COMPANY. 


FroYisiomiUy  registered. 


Capital,  £4,500,000,  in  90,000  Shanss  of  £50  each. 
Deposit,  5i.  per  Share. 

— ^  the  amount  limited  by  the  7th  and  8th  Victoriay  cap.  110,  with  the  prorisiona 
of  which  Act  the  Company  have  strictly  complied ;  and  no  further  call  until  the 
Local  Surreys  have  been  taken  and  reported  to  the  Shareholders. 

Paomotbb. 

Capt.  Bouchette,  C.B.,  Son  of  the  late  Hon.  Colonel  Bouchette,  Surveyor-Qeneral 

for  Canada. 


Offices  of  the  Company,  58,  Fenchurch  Street. 


The  Plans,  Haps,  and  Sections  of  this  Line  have  been  laid  before  the  following  most 
distinguished  and  influential  personages,  who  have  all  given  their  approval  of  its  im- 
portance and  utility. 

His  Royal  Highness  Prince  Albert,  of  Saxe  Coburg  Ootha,  K.G.,  Q.C.B.,  &c.,  &c. 


The  Bight  Hon.  the  Bar!  of  Auckland, 
G.C.B.,  kte  Governor-General  of  In- 
dia. 

The  Right  Hon.  the  Barl  of  Ripon,  Pre- 
sident of  the  Board  of  Control  for  the 
AfiGEurs  of  India. 

The  Right  Hon.  the  Earl  of  Dalhonsie, 
President  of  the  Board  of  Trade. 

The  Right  Hon.  Lord  Metcalfe,  late  Go- 
vernor of  Madras,  and  Governor-Gene- 
ral of  Canada. 

General  Lord  Aylmer,  G.C.B.,  late  Go- 
vernor-General of  Canada. 


General  Lord  Strafford,  G.C.B.,  G.C.H., 

late  Commander-in-Chief  of  the  Forces 

in  Ireland. 
The  Right  Hon.  W.  E.  Gladstone,  her 

Majesty's  Principal  Secretary  of  State 

for  the  Colonies. 
General  Sir  Howard   Douglas,  Baronet, 

G.C.M.G.,  G.C.B.,  P.R.S.,  and  M.P., 

late  Lord   High  Commissioner  of  the 

Ionian  Islands. 
General  Sir  James  Caldwell,  E.C.B. 
General  Carpenter,  H.E.I. C.S. 
Colonel  Sir  Francis  Cockbum,  E.C.B.,hite 

Governor  of  the  Bahamas. 


COMXITTSS. 


Hajor-General  Moss,  Hon.  Bast  India 
Company's  Service. 

Mordaunt  Ricketts,  Esq.,  hite  Ambassa- 
dor to  the  Court  of  Oude. 

Major-Genenl  Watson,  C.B.,  H.B.I.C.8. 

Captain  Frobisher,  H.B.I.C.8. 

J.  Hodgson,  Esq.,  Oakhill  Yaxk,  Middle- 


Captain  Gilham,  Bengal  Service. 
Captain  Bellew,  H.E.I.C.S. 
H.  Hadding,  Esq.,  Hoobly,  near  Darwar. 
Richard  Lucas,  Esq.,  Bromley,  Bucks. 
W.  J.  Jerardjee,  Esq.,  Madias. 
Thomas  Fuller,  Esq.,  Merchant,  the  Elms, 
near  Louth. 


(With  power  to  add  to  their  number.) 

CoirsOLTIffO   EKOntKBR. 

John  A.  Galloway,  Esq.,  C.E. 


a  2 
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Bmoihribs. 


Captain  Boucbette. 
Walter  P.  Wade,  Esq.,  late  Boyal  Artillery. 

StAKDnro  ConmnL. 

Her  Majesty's  SoUcitor-QcneiaL 
Alexander  Cockbom,  Esq.,  Q.C. 


Bahksbs. 


London. — London  and  County  Bank. 
Bombay .^Bank  of  Bombay. 
Bdinburgb.  —  Britiih   Linen  Company's 

Bank. 
Bristol. — Messrs.  Stuckey  and  Co. 


Birmingham. — Birmingluun  snd  Mifllinil 

Banking  Company. 
Southampton. — Hampshire  BaukiDg  Cob- 

pany. 


AaixTs. 

Bombay. — Messrs.  Nicoll  and  Co. 
Madras. — Messrs.  Binny  and  Co. 

Sboritabt. 
James  Ward,  Bsq. 


PEOSPECTUS. 


PvBLio  attention  ia  naturally  directed  to  the  continent  of  India,  in  these 
times  of  speculative  enterprise,  as  a  new  and  unexplored  field  for  the  in- 
vestment of  capital,  from  the  conviction  that  the  yet  undeveloped  resources 
of  its  wealth,  its  industry,  and  its  productive  power,  will  richly  and  amply 
remunerate  the  speculator. 

The  millions  who  people  that  vast  and  fertile  region  of  the  globe,  only 
require  the  impulse  of  enterprise  to  call  forth  the  almost  boundless  riches 
that  immediately  surround  them ;  and  were  they  possessed  of  that  great 
artery  of  civilization — ^railroads — ^the  current  of  their  political  and  indus- 
trial strength  would  instantly  become  enlarged,  not  only  in  volume,  but  m 
richness  also. 

If  we  glance  at  the  continent  of  India,  we  find  our  power  mainly  concen- 
trated on  three  points  on  the  coast,  Calcutta,  Madras,  and  Bombay  ;  which 
form  an  irregular  triangle,  the  base  of  which  may  be  termed  Madras  and 
Calcutta,  and  the  apex,  Bombay  ;  and  the  great  bulk  of  the  wealth  and 
physical  power  of  India  is  inclosed  within  that  figure,  therefore  it  becomes 
a  matter  of  the  primest  importance  to  have  the  intersecting  lines  of  our 
empire  as  perfect  as  possible,  so  that  our  power  may  be  felt  at  every  point, 
and  our  influence  extended  to  every  part.  From  the  want  of  this  conoen- 
trative  power,  India  has  become  sJmost  a  burden  to  the  mother-oountiy, 
barely  paying  its  executive  administration,  in  lieu  of  being  a  lucrative  pot* 
session,  a  wealth-yielding  appendage. 

To  obviate  this  great  and  glaring  defect  in  our  Anglo-Indian  empira,  it  u 
only  necessary  to  extend  to  her  the  same  means  of  communication  that  we 
possess  at  home  ;  to  bring,  in  short,  the  great  centres  of  her  internal  power 
nearer  to  each  other  ;  and  instead  of  depending  upon  her  rivers  as  lines  of 
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traffic  and  intercourse,  she  ought  to  have  a  well-arranged  net-work  of  Rail- 
way extending  over  her  surface ;  then  she  would  increase  in  power,  and  aug- 
ment in  riches. 

The  Direct  Bombay  ajsd  Madras  Railway  is  projected  to  carry  out,  in 
part,  this  noble  scheme ;  and  a  single  glance  at  the  map  must  convince  the 
most  cautious  calculator  that  the  project  is  well  founded,  and  the  line  of 
route  happily  chosen  to  effect  its  purpose ;  as  it  will  intersect  the  most 
wealthy  and  industrious  proyinces  of  the  Continent  of  India,  the  Gamatic 
and  the  Mysore,  which  abound  in  natural  productions,  in  manufacturing  in- 
dustry, and  in  agricultural  wealth. 

The  two  great  presidencies  of  Madras  and  Bombay  will  be  brought  within 
a  few  hours'  journey  of  each  other,  and  not  months  as  heretofore :  and  in 
lieu  of  vessels  making  a  long  and  dangerous  voyage  of  some  5,400  miles, 
half  round  the  entire  peninsula  of  India,  their  costly  cargoes  may  be  easily 
conveyed  to  Bombay  for  shipment  in  a  less  number  of  hours  than  the 
Yoyage  occupies  days  ;  thus  avoiding  all  risks  of  damage,  peculation,  wear 
and  tear,  t&c,  ^c,  which  in  general  characterize  these  voyages.  The  saving 
of  insurance  will  also  be  immense — a  matter  of  first-rate  importance. 

In  a  political  and  military  point  of  view  the  line  must  be  of  almost  in- 
calculable importance,  as  it  will  intersect  the  great  depots  of  the  East  India 
Company,  and  afford  at  all  times  a  ready  and  prompt  conveyance  for  troops, 
baggage,  stores,  artillery,  and  the  cumbrous  materiel  which  invariably 
attend  their  march  ;  and,  above  aU,  it  will  prove  of  the  utmost  utility  to 
the  Indian  Government,  in  the  distribution  of  their  forces  among  the  va- 
rious military  posts  of  the  three  Presidencies,  and  for  their  rapid  concen- 
tration on  any  required  point,,  the  want  of  which  was  so  distinctly  shown  in 
the  late  calamitous  events  on  the  Sutlej,  and  the  consequent  feajrful  sacri* 
fice  of  life. 

The  district  traversed  by  the  Direct  Bombay  aitd  Madras  Railway 
contains  upwards  of  thirty  millions  of  inhabitants  ;  and  the  wants  and  in- 
dustry of  this  large  body  already  yield  a  considerable  tonnage,  although  in 
a  comparative  state  of  barbarous  communication.  In  the  report  of  the 
Bombay  Chamber  of  Commerce,  we  find  that  the  trafiic  to  and  from  that 
city  amounts  to  187,343  tons  annually,  consisting  chiefly  of  cotton  and  salt. 
These  two  items  form  merely  a  fraction  of  the  requirements  of  the  Indians. 
Bombay  is  unapproachable  except  by  a  dangerous  and  expensive  sea-board, 
and  a  cheap  and  safe  communication  can  alone  render  available  her  internal 
resources.  Cotton  has  now  to  be  transported  500  miles  to  the  coast,  to  reach 
Bombay  for  shipment.  A  railway  would  naturally  obviate  so  circuitous  and 
expensive  a  route.  Some  idea  may  be  formed  of  the  destruction  and  delay 
occasioned  by  these  journeys,  when  we  state  that  the  cotton  is  carried  on 
the  backs  of  oxen,  at  the  rate  of  ten  miles  per  day,  which  enormously  aug- 
ments its  shipment  price.  The  present  cost  of  conveyance  from  Kagpore  to 
the  port  of  shipment  is  from  14/.  to  20/.  a  ton,  and  the  charge  by  rail  of 
twopence  a  ton  per  mile,  would  amount  to  42.  3«.  4d. — ^a  considerable  differ- 
ence. The  same  facts  prevail  in  regard  to  silk,  and  other  commodities  which 
are  of  the  first  importance  to  our  manufacturing  interests. 

This  line  will  also  bring  nearer  to  us  the  fine  island  of  Ceylon,  with  all 
its  rich  productions,  commencing  as  it  will  at  Madras,  and  taking  in  its 
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course  Aroot,  Vellore,  Banglore,  Osootta,  Bangalore,  Sera,  Dodaizee,  Hur- 
rioor,  Chitteldroog,  Myacunda,  Anagee,  HBRyhur,  Shahnoor,  HuDyliail, 
Hoobly,  Darwar,  Taloor,  Gohauk,  Rjbaugh,   Meenij,  Kolapoor,  Satan, 
Poona,  Poonah,  Tulligaon,  Singhur,  CaJHianee,  Basseen,  SabeUe,  and  B^ 
bay ;  thus  absorbing  ihe  interests  and  traffie  of  upwards  of  30  ^^ 
cities,  and  from  400  to  500  towns,  in  the  most  densely  popidato^ 
India^  ^Militating  the  oonveyance  of  cotton,  o(^ee,  tobaooo^  o^' 
silk,  senna,  gum,  cassia,  dye-woods,  hides,  furs,  lae,  betel  ni« 
spices,  fire-wood,  charcoal,  coal,  com,  and  Tarious  kinds  of  gia. 
&c.,  drc,  and  the  imports  of  treasure,  manufWctured  and  other  goc 
ice,  &c. 

The  passenger  traffic  alone,  according  to  reasonable  and  careful  calcula- 
tion, will  yield  an  ample  per  centage  on  the  capital  raised  ;  and  tiie  im- 
mense tonnage  of  merchandize  and  raw  produce  must  insure  to  the  Shave- 
holders  a  profit  beyond  even  the  first^ate  lines  of  England. 

The  promoters  of  the  present  scheme  have  received  intelligence  from 
their  agents  that  the  line  presents  no  engineering  difficulties,  and  that  the 
cost  of  construction  must  be  moderate,  labour  being  plentiful,  and  the  pur- 
chase of  land  comparatively  trifling,  and  wood,  coal,  and  iron  aboundang  in 
the  immediate  neighbourhood  of  the  whole  line. 

The  management  of  the  Company  will  be  vested  in  a  Board  of  Directon 
in  London,  in  connexion  with  an  influential  branch  both  in  Bombay  and 
Madras. 

Care  wiU  be  taken,  in  the  Act  constituting  the  Company,  that  the  resp<»- 
sibility  of  the  Shareholders  shall  be  limited  to  the  amount  of  their  subierxp- 
tions ;  and  four  per  cent,  interest  will  be  paid  upon  the  capital  advanced  up 
to  the  time  of  construction.  The  Directors  also  beg  to  call  especial  atten- 
tion to  the  principle  by  which  allottees  in  this  Company  are  protected  firam 
an  objectionable  responsibility,  by  the  condition  that  their  application  for 
Shares  will  not  be  considered  binding  upon  them,  should  they  afterwards 
decline  to  pay  the  deposits  required  at  the  time  specified  in  their  letters  of 
allotment. 

A  reserve  of  40,000  Shares  will  be  made  for  India,  which  the  ptojeeton 
have  much  pleasure  in  stating  will  scarcely  suffice  for  tiie  demand  already 
made. 

Applications  for  Shares,  in  the  annexed  form,  may  be  addressed  to  the 
Secretary,  at  the  Company^s  Offices,  68,  Fenchurch  Street,  and  to  the  under- 
mentioned Sharebrokers  and  Agents  : — 

Messrs.  Joshua  Hutchinson  and  Son,  Lothbury;  Messrs.  Hughson  and 
Dobson,  Frederick  Street,  Edinburgh  ;  Mr.  T.  K  Bone,  Liverpool ;  Messrs. 
Borthwick,  Campbell  and  Co.,  Glasgow  ;  Mr.  J.  K  Massey,  6,  Temple  Street, 
Birmingham  ;  Mr.  Thomas  J.  Greaves,  St  Ann's  Square^  Manchester ;  Mr. 
Charles  S.  Gilman,  Norwich ;  Messrs.  Borthwick  and  Co.,  Newcaetle^n- 
Tyne;  Mr.  W.  H«  Land,  Bristol;  Messrs.  Tumbull  and  Maister,  Hull; 
Messrs.  Dodsworth  and  Alderson,  York ;  Messrs.  Muncaster  and  Wilson, 
Sheffield  ;  Mr.  John  Caldecott,  Bridge  Street,  Chester ;  Mr.  W.  Oliphant, 
Perth  ;  Messrs.  Elsgood  and  Hairuion,  Leicester  ;  Mr.  J.  Clark,  jun.,  South- 
ampton ;  Messrs.  Tyeth  and  Luscombe,  Plymouth ;  Mr.  Percy  Bolger,  <]ar- 
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dener  Street,  Ihiblin ;  Mr.  llxomas  Saadford,  Exeter  ;  Mr.  W.  Miles,  Wor- 
cester ;  Messrs.  White  and  Son,  Leaoxington  and  Warwick ;  Messrs.  Browne 
and  Clarke,  OoYentry  ;  Mr.  J.  W.  Carr,  Colchester  ;  Messrs.  Lang  and  Brown, 
Glasgow ;  Messrs.  Smyth  and  Du  Bedats,  Royal  Exchange,  Dublin  ;  Mr. 
Kichard  Richardson,  Halifax ;  Messrs.  Smith  and  Perfect^  Leeds ;  Mr.  J. 
Hurry,  Spalding ;  Mr.  James  Stokes,  Cheltenham. 

April  21, 1846.  JAMES  WARD,  Secretary. 


FORM  OF  APPLICATION  FOR  SHARES. 

VISIONAL  COMKITTEE  OF  THE  DiBECT  BOXEAT  AND  MaD&AB 

Railway. 

.«TLEXEir, 

I  shall  feel  obliged  by  your  allotting  to  me  Shares  of  60/.  each 

in  the  above  Company ;  and  if  the  deposit  be  not  paid  on  or  before  the 
time  specified  in  your  letter  of  allotment,  you  may  consider  this  application 
Toid. 

Name  in  fiill 

Residence 

Trade  or  Profession 

Date 

Reference 


Just  published,  price  1«.,  the  Fourth  Edition  (translated  from  the 
Nineteenth  French  Edition), 

CONSTIPATION  DESTROYED;  or,  Exposition  of  Natural,  Sim- 
pie,  Agreeable,  and  Infallible  Means,  not  only  of  overcoming,  but  also 
of  completely  destroying  habitual  Constipation,  without  using  either  pur- 
gatives or  any  artificial  means  whatever  (discovery  recently  made  in  France 
by  M.  Wharton)  followed  by  numerous  certificates  from  eminent  physicians 
and  other  persons  of  distinction.    Free  by  post.  Is,  6d, 

Sold  by  James  Touseb  and  Co.,  Tea  Dealers,  45,  Ludgate  Hill,  London, 
and  by  iJl  Booksellers  in  the  United  Kingdom. 


PANORAMA  OF  CONSTANTINOPLE. 


Now  Open,  at  the  Panorama  Royal,  Leicester  Square,  a  View  of  the  magni- 
ficent city  of  COKSTANTINOPLE,  from  the  Seraskier's  Tower,  embracing 
the  most  enchanting  scenery  in  the  world,  including  Galata,  Pera,  Scutari, 
the  Seraglio,  the  Sea  of  Marmora,  with  Mount  Olympus,  the  Bosphorus,  and 
the  Valley  of  Sweet  Waters.  The  View  of  Athens,  which  is  universally 
acknowledged  by  the  press  to  be  a  complete  triumph  in  the  panoramic  arty 
and  Rouen,  are  also  now  open. 
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GREAT  BRITAIN  MUTUAL   LIFE  ASSURANCE 

SOCIETY, 

14,  WATERLOO  PLACB,  PALL  MALL, 
AND   79,  KINO  WILLIAM  STBBBT,   LONDON. 


DIBBCTOBS. 


Thr  CHISHOLM,  ChairmMn, 
WILLIAM  MOBLBT,  Bsq.,  Ikputy  Cherirwum. 


HiKB7  St]iou]>  Babbrb,  Biq. 
John  Brightxan,  Bsq. 
pRAirois  BBODioAir»  Bsq. 
Jaxbs  Wiluax  Draoov,  Biq. 
Alixardbb  BoBiBT  Ibyibb,  Bsq. 
JoHV  litQUM  JKBDinr,  Bsq. 

AupiTOBS. — C.  B.  Bulb,  Biq.        T.  C.  SxMicoirs,  Bsq.     W.  Abohbr  Srbb,  Biq 

Fhtsioiah. — John  CLBVDnrHiHO,  M.D.,  F.B.S.,  16,  Wimpole  Street. 

HoLioiTOR. — Waltbb  Pbidbavx,  Baq.,  QoldBmitha'  HaB. 

Bankbbs. — Ubiob  Bavk  of  Lobdob. 


jAMn  JOHV  ElBLOOH,  Btq. 

Hbbbt  Lawsob,  Bsq. 
Hebbt  Pbbbt,  Bsq. 
BOBBBT  PowBB,  Bsq.,  M.D. 

BeT.  F.  W.  JOHBBOB  YlOKBBT,  A.1L 


ADVANTAGES  OP  THIS  INSTITUTION. 

The  whole  of  the  Profits  divided  annually  among  the  Memben,  after  payaieBt  of 
five  Aiuiual  Premiums. 

An  ample  guaranteed  Capital,  in  addition  to  the  Fund  continually  aocumukting  fron 
Premiums  fully  sufiicient  to  afford  complete  security  to  the  Policy-Holden, 

HALF  CBEDIT  BATES  OF  PBEMIUM. 
The  attention  of  Assurers  is  particularly  directed  to  the  Half  Credit  Bates  of  Pie- 
mium,  by  which  means  Assurances  may  be  effected,  and  loans  for  short  periods  seeimd 
with  the  least  possible  present  outlay,  and  at  a  less  premium  than  for  short  terns  only, 
and  with  the  option  of  paying  up  the  arrears  and  interest,  thna  becoming  entitled  to 
participate  in  the  whole  of  the  profits  of  the  institution. 


BXTBACTF 

FBOM  THB  HALF  OBBDIT  RATB8  Of  PBEXIVV. 

Age  SO. 

Age  85. 

AgeaOi 

Age  40. 

AgeM. 

Age  00. 

£».   d. 
0  17   0 

£».   d. 
0  18    9 

1    1    1 

£  *.  d, 
I    8    S 

£*.    d, 

9    I    0 

3   4    8 

Thus,  for  example— a  person  in  the  twenty-fifth  year  of  his  age,  instead  of  paying 
£1  17 1.  6d.  per  annum  for  an  Assurance  of  £100,  would  be  required  to  pay  18s.  9d 
only  during  the  first  five  years,  when,  on  payment  of  the  arrears  of  Premium,  amooat- 
ing  to  £i  13«.  9d.,  his  share  of  the  Profits  would  be  such  as  to  reduce  his  future  An* 
nual  Premiums  to  very  little  more  than  the  half  Premium  of  18s.  9d.  originaUy  paid  by 
him.  The  Great  Britain  is  the  only  Mutual  Assurance  Society  in  which  this  Tery  great 
accommodation  is  given  to  the  Assured. 

Transfers  of  Policies  effected  and  registered  (without  chaige)  at  the  Offiee. 

Claims  on  Policies  not  subject  to  be  litigated  or  disputed,  except  with  the  MnctioD,  in 
each  case,  of  a  General  Meeting  of  the  Members,  to  be  specially  convened  on  the  ccca* 
sion. 

Members  Assured  to  the  extent  of  £1,000  entitled  (after  payment  of  fire  Aamial 
Premiums)  to  attend  and  vote  at  all  Gfeneral  Meetings,  which  vnll  have  the  saperinteod- 
enoe  and  control  of  the  funds  and  afluirs  of  the  Society. 

Full  particulars  are  detailed  in  the  Prospectus,  which,  with  every  requisite  infianna- 
tion,  may  be  obtained  by  application  to 

A.  B.  IBVINB,  Managing  Dinctar. 

Agents  wanted  in  Towns  not  pre-occnpied,  and  applications  from  respectable  aod  in- 
fluential parties  addressed  to  the  managing  Director,  at  No.  14,  Waterloo  Place,  Londco; 
will  meet  immediate  attention. 


RAILWAY   REGISTER. 


NOTICE    TO    SUBSCRIBERS. 


FOURTH   VOLUME. 

Thb  Railway  Reoistbr  has  now  become  the  sole  property  of 
Mr.  Hydb  Clarkb,  the  original  proprietor  and  conductor,  and  who 
has  also  secured  the  Railway  Portfolio,  Monthly  Magazine,  which 
will  be  amalgamated  with  the  Railway  Reoisteb. 

The  Railway  Reoibteb  and  Portfolio  wiU  connst  in  its  enlarged 
form,  of  SEVEN  sheets  instead  of  fits,  as  at  present,  and  the 
character  of  the  work  wiU  be  greatly  improyed,  so  as  to  secure  the 
continuanoe  of  that  high  patronage  which,  during  the  last  three 
volumes,  has  been  bestowed  on  this  work — one  of  the  oldest  Railway 
PubHcationSy  and  the  only  one  of  its  class. 

The  pages  •of  the  Railway  Register  already  include  a  mass^  of 
information  not  to  be  found  elsewhere,  and  the  promise  of  the  original 
conductor  is  thus  performed.  From  the  peculiar  form  of  the  work, 
and  its  combining  such  numerous  maps,  it  constitutes  the  most 
valuable  record  of  the  kite  period  of  speculation,  and  the  best  Magazine 
of  reference  in  preparation  for  the  coming  season  of  railway  activity. 
Railway  o£Gicers  in  particular  have  appreciated  the  value  of  this  under- 
taking, and  have  given  it  large  support,  the  continuance  of  which  is 
earnestly  requested,  and  will  be  duly  merited.  Now  that  the  projection 
of  new  undertakings  has  temporarily  ceased,  the  same  class  of 
illustration,  and  the  same  features  of  interest  cannot  be  presented ;  but 
advantage  will  be  taken  of  this  opportunity  to  carry  out  an  undertaking 
strongly  urged  on  the  proprietor  by  some  of  the  most  eminent  men  in 
the  railway  world,  and  the  want  of  which  has  been  very  much  felt — 
the  publication  of  a  complete  series  of  prospectuses  of  railway  and 
other  undertakings.  This  will  require  some  time  to  organize,  and  a 
long  time  to  complete ;  but  it  is  presimied  it  will  stamp  a  character  of 
value  on  the  Railway  Register,  which  will  greatly  enhance  the 
advantages  it  already  possesses  as  a  work  of  standard  reference. 

The  Railway  Portfolio  was  commenced  with  a  view  to  this 
undertaking;  but  as  it  has  been  considered  a  great  accession  to  the 
Railway  Register,  it  has  been  bought  up,  and  ^vill  be  combined 
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with  it.  CbnsideTable  promises  of  support  hare  already  been  obtained^ 
and  the  use  of  some  yaluable  collections  of  prospectuses.  Among 
others,  that  of  George  Walter,  Esq.,  including  a  great  number  of 
specimens  from  1830  to  the  present  time;  the  coDection  of 
F.  W.  Beaumont,  Esq.,  (formerly  that  of  P.  T.  Liohtfoot,  Esq.,) 
which  includes  a  fine  series  from  1824  to  1835 ;  and  the  collecti<m  of 
Hyde  Clarke,  Esq.,  including  specimens  of  the  last  centuxy,  and  of 
the  epochs  of  1825,  1835,  and  1845. 

The  value  of  the  Railway  Register  as  a  library  and  OfBce  Book 
is  additionally  enhanced,  because,  ^m  peculiar  circumstances,  the 
chief  subscribers  being  the  officers  of  public  companies,  and  particular 
nimibers  being  out  of  print,  no  large  stock  of  yolumes  can  ever  coBift 
into  the  market,  and  a  perfect  set  of  the  present  yolumes  is  already 
difficult  to  be  met  with,  and  can  only  be  purchased  from  priyate  hands. 
From  the  difficulty  in  getting  proper  supplies  of  the  maps  in  time, 
many  copies  sent  out  late,  or  for  the  general  supply,  are  imperfect^ 
while  the  subscribers  alone  possess  perfect  sets. 

As  the  work  bears  a  high  price,  this  explanation  will,  it  is  hoped, 
satisfy  subscribers;  for  although  eyery  exertion  will  be  made  to 
maintain  the  character  of  the  work,  still  there  are  such'  fluctuations  in 
the  objects  of  interest,  that  it  can  neyer  be  kept  uniformly  to  the  same 
standard^  or  suitable  to  eyery  class  of  readers  at  the  same  time. 
Occasionally  six  and  seyen  maps  haye  been  giyen  in  one  number, 
though  sometimes  none  at  all  can  now  be  obtained.  Such  circum- 
stances, however,  very  little  a£fect  the  real  character  and  value  of  the 
work,  which  does  not  depend  upon  the  number  of  the  month,  or  on  one 
number,  but  on  its  continuous  and  ultimate  value  as  a  book  of 
reference.  Altogether  the  Railway  Register  has  proved  one  of  the 
cheapest  works  of  the  day  to  it«  present  subscribers,  while  it  is  unique 
as  a  record  of  the  greatest  period  of  speculation  ever  known. 

A  few  yolumes  are  still  on  hand,  and  also  single  copies  of  some 
numbers,  and  may  be  had  at  the  offices. 

Yd  lime  1st.  dedicated  to  Geo.  Hudson,  Esq.,  price  £l  0  0 
„  2nd.  dedicated  to  Chas.  A.  Saunders,  Esq.  0  17  6 
^         3rd.  dedicated  to  Geo.  Carr  Glyn,  Esq.  0  17     6 

CammunicationSy  and  Remittances  and  Advertisementi  /or  the  Pro* 
prietor^  Editor^  or  Publisher^  to  he  tent  to  the  Railway  RsaisTER  and 
Railway  Herald  Offices,   42,  Batin^hall  Street^  near  MootyaU 

Street,  City. 


RAILWAY    REGISTER 

ADVERTISING    SHEET. 


rATS  wmvT  pmooRHS. 

A  RESIDENCE  of  SO  Years  in  Hull  and  14  in  Leeds,  Ten  of 
which  as  Commercial^  and  Eight  as  Share  Brokers,  enables  the  undersigned 
to  give  an  opinion  on  RciUways  in  general;  but  particularly  on  those  that  are 
connected  with  the  Midland  Counties,  and  en)ecially  such  as  are  in  com- 
monication  with  the  immediate  neighbourhood  of  Leeds. 

R.    B.    WATSON    AND    CO., 

7,  BOND  STREET,  LEEDS. 


MESSRS.  JOHN  WILLS  &  Co., 

STOCK    AND    SHAREBROKERS, 

Boyal  Bank  Buildings,  Sweeting  Street,  LiverpooL 

MESSRS.  WATSON  and  CUELL, 
MINING    AGENTS, 

St  Michael's  Allej,  ComhilL 

N.B.    Reports  from  the  different  Mines,  with  Statements  of  Profit  and  Loss 

regularly  filed. 

H.  J.  MARCUS  AND  CO., 
STOCK    AND    SHAREBROKERS, 

58,  Basinghall  Street,  Leeds. 

HALLETTE'S  ATMOSPHERIC  RAILWAY  AND  CANAL 
PROPULSION  COMPANY.— The  experimental  line  of  RaUwaj  at  the 
Rosemary  Branch,  Peckham,  for  exhibiting  the  application  of  Hallbttb's 
ATMoepBSBic  Ststbic,  will  be  open  during  the  whole  of  Whitsun  week,  dat/v, 
between  the  hours  of  12  and  4.  Tickets  may  be  had  at  the  offices,  Winchester 
House,  52,  Old  Broad  Street;  and  of  Mr.  SmTH,  at  the  Rosemary  Branch. 
Omnibuses  from  Qracechnrch  Street  and  Elephant  and  Castle  to  Peckham  every 
lOminntes. 

.    EDWARD  J.  COLE,  Secretary. 
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THE   DIRECT    BOMBAY   AND    MADRAS 
RAILWAY    COMPANY. 


Proyiaion«]ly  regUtared. 

Capital  iS4,500,000,  in  90,000  Shares  of  ^50  each.    Deposit,  5«.  per  Share.  * 
Being  the  amount  limited  by  the  7th  and  8th  Victoria,  can.  1 10,  with  the  proTisioiift 
of  which  Act  the  Company  have  strictly  complied;  ana  no  further  call  until  the 
Local  Sunreys  have  b^n  taken  and  reported  to  the  Shareholders. 

Promotes. 

Captain  Bouchette,  C.E.,  Son  of  the  Ute  Hon.  Colonel  Bonchetle,  Snrf^or- 

Oeneral  for  Canada. 


Offices  of  the  Company,  58,  Fenchurch  Stzeet. 

The  Plans,  Maps,  and  Sections  of  this  Line  have  been  laid  before  the  fbOowiitf 
most  distinguished  and  influential  personages,  who  have  all  given  their  approve 
of  its  importance  and  utility:  - 

His  Royal  Highness  Prince  Albert,  of  Saxe  Cobnrg  Gotha,  K.G.,  O.CBw,  ftc^  &c 


The  Right  Hon.  the  Earl  of  Auckland, 
O.C.B.,  late  Governor-General  of 
Lidia. 

The  Right  Hon.  the  Earl  of  Ripon, 
Presi<tent  of  the  Board  of  Control  for 
the  Afiairs  of  India. 

The  Right  Hon.  the  Earl  of  Dalhousie, 
President  of  the  Board  of  Trade. 

The  Right  Hon.  Lord  Metcalfe,  late 
Governor  of  Biadras,  and  Governor- 
General  of  Canada. 

General  Lord  Ayhner,  G.C.B.,  late 
Governor-General  of  Canada. 

General  Lord  Strafibrd,  G.C.B.,  G.C.H., 

COMKITTBB. 


late    Commander-in-Chief    of    th« 
Forces  in  Lreland. 
The  Right  Hon.  W.  E.  Gladstone,  her 

of 


Miyeety's    Principal    Secretary 

State  for  the  Colonies. 
General  Sir  Howard  Donglaa,  Bart., 

G.C.M.G.,  G.C.R,  F  JLS.,  and  M^., 

late  Lord  High  Commiaaioner  of  the 

Ionian  Islands. 
General  Sir  James  Caldwell,  ILOB. 
General  Carpenter,  H.KI.C.S. 
Colonel  Sir  Francis  Cocktynm,  K.C.BL, 

late  Governor  of  the  Bahamas 


Captain  Gilham,  Bengal  Serriee. 
H.  Hadding,  Eso.,  Hoobly,  near  Darwar. 
Richard  Lucas,  Esq.,  Bromley,  Bocks. 
W.  J.  JeranQee,  Esq.,  Madras. 
Thomas   Fuller,  Esq.,  Merchant,  the 
Elms,  Uisar  Louth. 


Major  (General  Moss,  Hon.  East  India 
Company's  Service. 

Mordaunt  Ricketts,  Ksq.,  late  Ambas- 
sador to  the  Court  of  Oude. 

Major-General  Watson,  C.B.,  H.E.LC.S. 

Captain  Frobisher,  H.E.LC.S. 

J.  Hodgson,  Esq.,  Oakhill-park,  Mid- 
dlesex. 

(With  power  to  add  to  their  number.) 

CONSULTIKO  EnOIMEER. 

John  A  Galloway,  Esq.,  C.S. 

Ekoinebhs. 

Captain  Bouchette.        Walter  P.  Wade,  Esq.,  Ute  Royal  Artillery. 

Stakdino  Couksel. 

Her  Majesty's  Solicitor-General.        Alexander  Cockbnm,  Esq.,  Q  C 

Bakkbbs. 


London.  -London  and  County  Bank. 
Bombay.  -  Bank  of  Bombay. 
Edinburgh.    British  Linen  Company's 

Bank. 
York  and  Leeds. — ^Torkshire  Banking 

Company. 
lIulL— Hull  Banking  Company. 
Bristol. — Messrs.  Stuckey  and  Co. 

Aqbmts. 

Bombay.^MeSBca.  Niix^  and  Cow        Madras.— Messrs.  Biany  and  Co* 

Sbcbktabt.— Barnes  Ward,  Esq. 


Birmingham. — ^Birmingham  and  Mid- 
land Banking  Compai^. 

Sonthampton. — Hampshire  Banking 
Company. 

Glasgow.—Union  Bank  of  Sootlaad. 

Liverpool.— The  liverpool  Ranking 
Company. 
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PBOSPECTUa 

Pytblic  attention  is  naturally  directed  to  the  continent  of  India,  in  these  times  of 
speculative  enterprise,  as  a  new  and  unexplored  field  for  the  investment  of  capital, 
from  the  conviction  that  the  yet  undeveloped  resources  of  its  wealth,  its  industry, 
and  its  pnxluctive  power,  will  richly  and  amply  remunerate  the  speculator. 

The  millions  who  people  that  vast  and  fertile  region  of  the  globe  only  require 
the  impulse  of  enterprise  to  call  forth  the  almost  boundless  riches  that  immediately 
surround  them;  and  were'  they  possessed  of  that  great  artery  of  civilisation  — 
Xiailroads — the  current  of  their  political  and  industrial  strength  would  instantly 
become  enlarged,  not  only  in  volume,  but  in  richness  also. 

If  we  glance  at  the  continent  of  India,  we  find  our  power  mainly  concentrated 
on  three  points  on  the  coast,  Calcutta,  Madras,  and  Bombay,  which  form  an 
irregular  triangle,  the  base  of  which  nuiy  be  termed  Madras  and  Calcutta,  and  the 
apex  Bombay;  and  the  great  bulk  of  the  wealth  and  physical  power  of  India  is 
enclosed  within  that  figure,  therefore  it  becomes  a  matter  of  the  primest  import- 
ance to  have  the  intersecting  lines  of  our  empire  as  perfect  as  possiole,  so  that  our 
power  may  be  felt  at  every  point,  and  our  influence  extended  to  every  part.  From 
the  want  of  this  concentrative  power,  India  has  become  almost  a  burden  to  the 
mother  country,  barely  paying  its  executive  administration,  in  lieu  of  being  a 
lucrative  possession,  a  wealth-yielding  appendage. 

To  obviate  this  great  and  glaring  detect  in  our  Anglo-Indian  empire,  it  is  only 
necessary  to  extend  to  her  we  same  means  of  communication  that  we  possess  at 
home;  to  bring,  in  short,  the  great  centres  of  her  internal  power  nearer  to  each 
other;  and  instead  of  depending  upon  her  rivers  as  lines  of  traffic  and  intercourse, 
she  ought  to  have  a  well  arran^d  net-work  of  railway  extending  over  her  surfiEuse ; 
then  she  would  increase  in  power,  and  augment  in  riches. 

The  Direct  Bombay  and  Madras  Railway  is  projected  to  carry  out,  in  part,  this 
noble  scheme;  and  a  single  glance  at  the  map  must  convince  the  most  cautious 
calculator  tiiat  the  project  is  well-founded,  and  the  line  of  route  happily  chosen  to 
eflect  its  purpose;  as  it  will  intersect  the  most  wealthy  and  industrious  provinces 
of  the  continent  of  India,  the  Camatic,  and  the  Mysore,  which  abound  in  natural 
productions,  in  manufiujturing  industry,  and  in  agricultural  wealth. 

The  two  great  Presidencies  of  Madras  and  Bombay  will  be  brought  within  a  few 
hours' journey  of  each  other,  and  not  months  as  heretofore;  and,  m  lieu  of  vessels 
making  a  Ions  and  dangerous  voyage  of  some  5,400  miles,  half  round  the  entire 
peninsula  of  India,  their  costly  cargoes  may  be  easily  conveyed  to  Bombay  for 
ahipment,  in  a  less  number  of  hours  uan  the  voyage  occupies  days;  thus  avoiding 
all  risks  of  dunage,  peculation,  wear  and  tear,  &c.,  which  in  general  characterise 
these  voyages.  The  saving  of  insurance  will  also  be  immense  -a  mattsr  of  first- 
rate  importance. 

In  a  political  and  military  point  of  view,  the  line  must  be  of  almost  incalculable 
importance,  as  it  will  intersect  the  great  depots  of  the  East  India  Company,  and 
afford  at  all  times  a  ready  and  prompt  conveyance  for  troops,  baggage,  stores, 
artiUery,  and  the  cumbrous  material  which  invariably  attend  their  march ,  and, 
above  all,  it  will  prove  of  the  utmost  utility  to  the  Indian  Government,  in  the  dis- 
tribution of  their  forces  amone  the  various  military  posts  of  the  three  Presidencies, 
and  for  their  rapid  concentration  on  any  required  point,  the  want  of  which  was  so 
distinctly  shown  in  the  late  calamitous  events  on  the  Sutlej,  and  the  consequent 
fearful  sacrifice  of  life. 

The  district  traversed  by  the  Direct  Bombay  and  Madras  Railway  contains  up- 
wards of  30,000,000  of  inhabitants;  and  the  wants  and  industry  of  this  large  body 
already  yield  a  considerable  tonnage,  although  in  a  comparative  state  of  barbarous 
communication  In  the  report  of  the  Bombay  Chamber  of  Commerce,  we  find  that 
the- traffic  to  and  from  that  city  amounts  to  187,343  tons  annually,  consisting  chiefly 
of  cotton  and  salt  These  two  items  form  merely  a  fraction  of  the  requirements 
of  the  Indians.  Bombay  is  unapproachable  except  by  a  dangerous  and  expensive 
sea-board,  and  a  cheap  and  safe  communication  can  alone  render  available  her 
internal  resoaroos.  Cotton  has  now  to  be  transported  500  miles  to  the  coast,  to 
reach  Bombay  for  shipment.  A  railway  would  naturally  obvice  so  circuitous  and 
expensive  a  route.  Some  idea  may  be  formed  of  the  destruction  and  delay 
occasioned  by  these  journeys,  when  we  state  that  the  cotton  is  carried  on  the  backs 
of  oxen,  at  the  rate  of  10  miles  per  day,  which  enormously  augments  its  shipment 
price.    The  psesent  cost  of  conveyance  from  Nagpore  to  the  port  of  shipment,  ia 
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from  £14  to  jSSO  a  ton,  and  the  charge  by  rail  of  2d.  a  ton  per  mile,  would  i 

to  £4  38.  4d.,  a  considerable  difference.  The  same  facts  prevail  in  regard  :o  talk  and 

other  commoditifis,  which  are  of  the  first  importance  to  oar  mannfiictnrin^  intcreefti. 

This  line  will  also  brine  nearer  to  ns  the  fine  island  of  Ceylon,  with  all  its 
Inch  productions,  commencing  as  it  will  at  Madras,  and  taking  in  its  oonras  Aroot, 
Vellore,  Banglore,  Oscotta,  Bangalore,  Sera,  Dodairee,  Hurrioor,  Chitteldroog, 
Myacunda,  Anaeee,  Hurryhur,  bhahnoor,  Hnllyhall,  HooUy,  Darwar,  Tkloor, 
Gohauk,  Bvbau^,  Meeruj,  Kolapoor,  Satara,  Poona,  Poonah,  Tulligaon,  Sin|^nr, 
Callianee,  Basseen,  Salsette,  and  Bombay;  thus,  absorbing  the  interests  and  tnfic 
of  upwards  of  AO  first-rate  cities,  and  firom  400  to  500  towns,  in  the  most  densely 
populated  part  of  India,  fiicilitating  t'  i*      •  ^      .  . 

sugar,  silk,  senna,  gum,  cassia,  i 
firewood,  charcoal,  coal,  com, 
imports  of  treasure,  manufactured  and  other  goods,  salt,  ice,  &c. 

The  passenger  traffic  alone,  according  to  reasonable  and  careful  ralmlatkm,  will 
yield  an  ampfe  per  centage  on  the  capital  raised;  and  the  immense  toonsge  of 
merchandise  ana  raw  prcSuce  must  insure  to  the  shareholders  a  profii  beyond 
eren  the  first-rate  lines  of  England. 

The  promoters  of  the  present  scheme  have  received  intelligence  firom  their  agents 
that  the  line  presents  no  engineering  difficulties,  and  that  the  coat  of  ooostnctioa 
must  be  moderate,  labour  being  plentiful,  and  the  purchase  of  land  comparatifely 
trifling,  and  wood,  coal,  and  iron  abounding  in  the  immediate  neighboorhood  of  the 
whole  line. 

The  management  of  the  Conipany  will  be  vested  in  a  Board  of  DirecUm  in 
London,  in  connexion  with  an  influential  branch  both  in  Bombay  and  Madras. 

Care  will  be  taken,  in  the  Act  constituting  the  Company,  that  the  responahility 
of  the  shareholders  shall  be  limited  to  the  amount  of  tneir  subscriptions;  and  fovr 
per  cent  interest  will  be  paid  upon  the  capital  advanced  up  to  the  time  of  con- 
struction. The  Directors  also  beg  to  call  especial  attention  to  the  principle  by 
which  allottees  in  this  Company  are  protected  from  an  objectionable  responsibility, 
by  the  condition  that  their  application  for  shares  wiU  not  be  considered  binding 
upon  them,  should  they  afterwards  decline  to  pay  the  deposits  required,  at  tiM 
time  specified  in  their  letters  of  allotment. 

A  reserre  of  40,000  shares  will  be  made  for  India,  which  the  projectcn  hava 
much  pleasure  in  stating  will  scarcely  suffice  for  the  demand  already  made. 

Applications  for  shares,  in  the  annexed  form,  may  be  addressed  to  the  Secretaiy, 
at  the  Company's  offices,  58,  Fenchurch-street,  and  to  the  undermenti<med  shsie 
brokers  and  a^nts: -Messrs.  Joshua  Hutchinson  and  Son,  Lothburr;  Messrs. 
Hughson  and  Dobson,  Frederick-street,  Edinburgh;  Mr.  Edward  l>ickenson, 
Liverpool;  Messrs,  Borthwick,  Campbell,  and  Co.,  Glasgow;  Mr.  J.  &  Masser,  6, 
Temple-street,  Birmingham;  Mr.  Thomas  J.  Greaves,  St  Ann's-sqoaie,  Msn- 
cfaester;  Messrs.  Edwanl  Morgan  and  Co,  Norwich;  Messrs.  Borthwick  and  Co., 
Newcastle-ou-Tvne;  Mr.  W.  H.  Land,  Bristol;  Messrs.  Tumbull  and  Maister, 
Hull;  Messrs.  iJodsworth  and  Alderson,  York;  Messrs.  Muncaster  and  Wilson, 
Sheffield;  Mr.  John  Caldecott,  Bridffe-street,  Chester;  Mr.  W.  OUphant,  Perth; 
Messrs.  Elsgood  and  Harrison,  Leicester;  Mr.  J.  Clark,  jun.,  Southampton; 
Messrs.  Tveth  and  Luscombe,  Plymouth;  Mr.  Percy  Bolger,  Gardiner-street, 
Dublin;  Mr.  Thomas  Sandford,  Exeter;  Mr.  W.  MUes,  Worcester;  Messrs. 
White  and  Son.  Leamington  and  Warwick;  Messrs.  Browne  and  Clark,  Coventry ; 
Mr.  J.  W.  Carr,  Colchester;  Messrs.  Lang  and  Brown,  Glasgow;  Messrs.  Smvth 
and  Du  Bedats,  Royal  Exchange.  Dublin;  Mr.  Richard  Richardson,  HaU&x; 
Messrs  Smith  and  Perfect,  Leeds;  Mr  J.  Hurry,  Spalding;  and  Mr.  Jamea  Slokes, 
Cheltenham. 

May  13th,  1846.  JAMES  WARD,  Seovtaiy. 

FORM  OF  APPLICATION. 

To  the  Provisional  Conmiittee  of  the  Direct  Bombay  and  Madns  Railway. 

Gentlemen,— I  shall  feel  obliged  by  your  allotting  to  me  aharss  of 

i?50  each  in  the  above  Ccimpanv;  and  if  the  deposit  be  not  paid  on  or  beloce  tiie 
lime  specified  in  your  letter  of  aUotment,  you  may  consider  this  applioatioa  loid. 

Name  in  foil 

Residenoe « 

Trade  or  prolesskm 

Date  

Beferenoe  .• 
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TilRECT  BOMBAY  and  MADRAS  RAILWAY.-Offices,  58,  Pen- 
AJ  church  Street— No  further  applications  for  shares  can  be  receired  after 
Thursday,  May  28,  1846. 

By  order,  JAS.  WARD,  Secretary. 

■  »     ■  '  ' 

T\1RECT  BOMBAY  and  MADRAS  RAILWAY.— The  Committee 
jJ  are  compelled  to  state  that  the  demand  for  shares  has  been  so  rery  great,  in 
consequence  of  the  non-liability  expressed  in  the  form  of  application,  that  none  but 
those  accompanied  with  the  most  unexceptionable  references  can  be  attended  ta 

FORM  OF  APPLICATION. 
To  the  Provisional  Committee  of  the  Direct  Bombay  and  Madras  Railway. 
Gentlemen,— I  shall  feel  obliged  by  your  allotting  to  me  shares  of 

iBSO  each  in  the  above  Company;  and  if  the  deposit  be  not  paid  on  or  before  the 
time  specified  in  your  letter  of  allotment  you  may  consider  this  application  void. 

Name  in  full 

Residence  

Trade  or  Profession 

Date  

Reference  

"niRECT  BOMBAY  and  MADRAS  RAILWAY.— The  Committee  beg 
JJ  to  state  that  they  shall  proceed  to  ALLOT  the  SHARES  immediately  after 
the  S8th  of  May,  1846. 

PANORAMA  OF  CONSTANTINOPLE. 

NOW  OPEN,  at  the  Panorama  Royal,  Leicester  Square,  a  VIEW 
of  the  Magnificent  CITY  of  CONSTANTINOPLE  from  the  Seraskier's 
Tower,  embracing  the  most  enchanting  scenery  in  the  world,  including  Galata, 
Pera,  Scutari,  the  Seraglio,  the  Sea  of  Marmora,  with  Mount  Olympus,  the  Bos- 
phorus,  and  the  Valley  of  Sweet  Waters.  The  VIEW  of  ATHENS,  which  is 
uniTersaUy  acknowledged  by  the  press  to  be  a  complete  triumph  in  the  panoramio 
ttrt,  and  KOUEN,  are  also  now  open. 

TO   SPECULATORS  AND  HOLDERS  OF  SHARES  AND 
OTHER   SECURITIES. 

1l|  ESSES  JONES,  COOKE  and  Co.,  Stock  and  Share  Agents, 
^^  after  many  solicitations  fVom  capitalists  in  difierent  parts  of  the  country,  and 
for  the  general  accommodation  of  speculators  and  holders  of  shares,  haye  opened 
Books  at  their  offices  for  Registering  the  names  and  prices  of  the  difierent  snares 
for  sale  and  purchase,  and  they  particularly  call  the  attention  of  parties  desirous 
of  purchasing  or  selling  shares,  to  the  convenience  of  registering  the  same— no 
charge  being  made  for  so  doing  until  an  actual  purchase  or  sale  takes  place.  To 
persons  seeking  ii^onnation  as  to  the  share-market,  they  will  at  all  times  be  happy 
to  supply  the  same. 

16,  Old  Broad  Street,  London. 

Just  published,  price  1».,  the  Fourth  Edition  (translated  from  the  Nineteenth 
French  Edition), 

fjONSTIPATION  DESTROYED;  or,  Exposition  of  Natural,  Sim- 
^  pie,  Agreeable,  and  In&llible  Means,  not  only  of  overcoming,  but  also  of 
completely  destroying  habitual  Constipation,  without  using  either  purgatives  or 
any  artificial  means  whatever  (discovery  recently  made  in  France  by  M.  Wharton) 
followed  by  numerous  certificates  from  eminent  physicians  and  other  persons  of 
distinction.    Free  by  post,  1».  6d. 

Sold  by  Jambs  Yodbns  and  Co.,  Tea  Dealers,  45,  Ludgate  Hill,  London^  and  by 
all  Booksellers  in  the  United  Kingdom. 
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THE   BANKER'S   MAGAZINE. 

VOLUME  n. 

Handsomelj  bound  in  cloth,  and  lettered,  prioe  ISi. 

Hie  following  brief  analysis  of  the  nrincipal  GcMitents  of  this  volume  wiU  snffidoitly 
indicate  its  permanent  value  and  usefulness  as  a  standard  work  of  reference  for 
all  persons  engaged  in  Monetary  and  Commercial  affiurs.    It  contains:  — 

PRACTICAL  BANKING  ARTICLES— On  Cash  Credits— Fraud« 

^  with  Cheques— Frauds  with  Bills  of  Exchange  ^Effect  of  the  Stamp  Act  on 
•~D(»poeits  Receipts— Endorsements  on  Bank  Notes  Prevention  of  Fovgery;  and 
of  Fraud  with  Bankers'  Notes  Forms  for  Badiers'  CIronlation  Betnma—  Bankini; 
Charees— The  Exchanfles— ^Proposed  Stamp  Duty  on  Cheques— The  Inoome  Tax 
and  Joint  Stock  Bank  Sharehokiers  --Interest  Calculations  — Inveatments  in  Jcint 
Stock  Bank  Shares  -Bankers*  Investments  on  Railway  Shares  -Letters  of  Credit 
—Note  Exchanges  vrith  other  Banks  -Post  Ofiice  Orders  -Effect  of  the  Stamp 
Act  on  Banking  Business— Returns  for  Bills  for  CoUection,  &c.»  &c. 

COMMUNICATIONS  FROM  PRACTICAL  BANKERS  in  each  Number,  on 
subjects  connected  with  the  Conduct  of  their  Business,  Points  of  Law,  and  Com- 
mercial Transactions.    Also,  the  Reports  of  the  Joint  Stock  Bonk  Deputies,  &c. 

GENERAL  BANKING  ARTICLE— On  the  Reguhition  of  the  Currency— The 
Government  Currency  Measures— On  the  Restriction  of  Bankers*  laanes— Hie 
Philosophy  of  Banking— The  Claims  of  Bankers'  Clerks— Curiosities  of  Banking 
—Currency  and  Prices — The  Bank  of  Ireland  Privileges— Advantages  of  the 
Small  Note  Curreney— Memoirs  of  Eminent  Bankers:  J.  W.  Gilbart»  Esq.;  and 
Jones  Lloyd,  Esq. — The  Yorkshire  Agricultural  and  Commercial  Bank — On  Odd 
as  the  Standard  of  Value  -  On  the  Bank  of  Ensland's  Liabilities  -A  SmppiamtrntMi 
Number,  devoted  to  the  sntgect  of  Scotch  and  uish  Banking,  comprising  **M*tlaeki 
Maiaarowth«r*8  Letters"  and  numerous  Articles  on  the  Principles  and  Practice  of 
Scotch  and  Irish  Banking. 

REPORTS  OF  JOINT  STOCK  BANKS,  as  read  at  the  Meetings  of  Proprie- 
tors of  nearly  all  the  Joint  Stock  Banks  in  the  Kingdom;  forming  a  TaraaUs 
Record  of  Capitalists  and  Shareholders.  These  Reports  cannot  be  obtained  in  any 
other  publication. 

BANKING  AND  COMMERCIAL  LAW— Artides  on  the  Law  .of  Cfaeqmsi 
the  Duties  and  Liabilities  of  the  Drawer,  Holder,  and  Banker— Crossed  Chemns— 
The  Law  of  Letters  of  Credit  —Bills  of  Exchange,  or  Acceptance,  Stamps  Alters - 
tion,  reserving  Recourse,  &c— Bankruptcy  -Judgments  on  Cash  Credit  Bonds— 
The  Law  of  Stolen  Notes  Statute  of  Frauds  as  afiecttng  Banking  Contncto— 
Liability  of  Joint  Stock  Bank  Shareholders— Liability  of  Bank  Managers— Col- 
lateral Security— State  of  the  Insolvencjr  Laws  The  Joint  Stock  Bank  Regolalion 
Act,  &c,  &c — ReportB  q/  ail  recent  DeciMume  on  Btnkoig  cuu^  Cumumerdal  Lam  as 
iheyoccwr, 

SAYINGS'  BANKS.  The  papers  referring  to  these  vahiable  Institutions  srs 
too  numerous  to  be  separately  enumerated.  They  comprise  Reports,  Statistios, 
and  Intelligence:  with  Original  Articles  elucidating  the  Principles  and  ^aotieal 
Suggestions  for  improving  the  Utility  of  Savings'  &nks. 

RAILWAY  ARTICLES  AND  INTELLIGENCE-On  Bankers'  Advanca 
on  Railway  Shares— Analysis  of  the  Lines  approved,  rejected,  and  postponed  by 
the  Board  of  Trade  Forms  of  Railway  Deposit  Receipts,  Scrip,  &c — Rulways  in 
Ireland — On  Transfers  of  Shares— Railway  ^lecuUuion,  and  the  Fixed  Issues  of 
Bankers — A  Monikhf  Summary  of  the  Railway  Share  Market 

BANKERS'  CIRCULA.TION  RETURNS.  The  Volume  contains  tfie  Weekly 
Returns  of  every  Bank  of  Issue  in  England  and  Wales,  as  published  in  theGaaette; 
the  Monthly  Returns  for  Ireland  and  Scotland;  and  a  Mtm^hUt  Summary  and  Om- 
pariatm  of  the  agmgiUe  and  average  Amounts  in  Circulation  in  the  entire  King- 
dom. -This  monthly  Summary  is  prepared  exclusively  for  **  7^  Bamheru*  Maya- 
sme,"  wad**  The  Tmee**  Newspaper. 

London:  R,  Groombriimje  and  Sons,  5,  Paternoster  Row. 
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ON  FRIDAY,  JUNE  13th,  was  published,  the  First  Number  of 
"  THE  RAILWAY  EXPRESS." 

Thb  Weekly  Jonmal  is  exclusively  occupied  by  such  information,  respecting 
Railways,  Steam  Navigation,  Canals,  Minine:,  Banking,  Insurances,  tec,  as  can 
convey  full  and  faithful  knowledge  of  the  condition  and  prospects  of  these  National 
Bnterprises.  It  is  hoped  that  the  extent  and  accuracy  of  its  intelligence,  as  well 
AS  its  integrity  and  indepeadence,  will  cause  The  Railway  Exprbss  to  be  con- 
sidered a  recognised  and  trustworthy  recorder  and  examiner  of  the  important  sub- 
jects to  which  it  shall  be  devoted. 

Among  the  leading  contents  of  The  Railway  Express  are  Reports  of  Railways, 
and  other  Joint  Stock  Meetings,  Prices  of  Shares,  Returns  of  Traffic,  &c.,  on  the 
(liffbrent  lines.  Abstracts  of  legislative  and  Legal  Proceedings,  Statistical  Details, 
Notices  of  Scientific  Imnrovements  and  Inventions,  Reviews  of  New  Publications, 
and  Selections  from  the  Metropolitan,  Provincial^  Colonial,  and  Foreign  Journals. 
Neither  labour  nor  expense  are  spared  to  give  the  public,  from  the  best  sources,  all 
that  is  of  interest  and  importance  relative  to  existing  or  projected  undertakings, 
at  home  and  abroad,  so  as  to  allow  Capitalists  and  others  the  best  means  of  judging 
for  themselves  upon  any  Joint  Stock  propositions  which  may  be  submitted  to  Uieir 
attention. 

As  an  excellent  medium  of  publicity,  from  the  desirable  channels  in  which  it 
will  circulate,  the  claims  of  The  Railway  Expbess  are  respectfully  submitted  to 
the  notice  of  Advertisers. 

The  Railway  Express  is  published  at  an  early  hour  every  Friday,  so  as  to 
allow  its  despatch  to  all  parts  of  the  kinedom  by  the  morning  nuiils  of  that  day. 
It  is  printed  on  a  large  sheet,  in  a  convenient  form  for  binding.  Price  Sixpence 
each  weekly  Number.    Annual  Subscription,  paid  in  advance,  J&l  4«. 

Communications  for  the  Editor,  Orders,  and  Advertisements,  received  at  the 
Office  of  The  Railway  Express,  11,  Wellington  Street  (North),  London. 


JOURNAL   DES  TRAVAUX  PUBLICS, 

De8  Ckemins  de  Fer^  du  Commerce  et  de  L'Induttrie. 
BULLETIN  DES  ADJUDICATIONS    ADMINISTRATIVES. 


LE  JOURNAL  DES  TRAVAUX  PUBLICS,  va  entrer  dans  sa 
quatri^me  annee  d*existence.  Sa  publicite,  qui  n'a  cesse  de  s'etendre,  embrasse 
aujourd*hui  toutes  les  questions  que  soul^ve  Texecution  des  g^nds  travaux  publics 
en  France,  en  Angleterre,  en  Belgique,  en  Allemagne,  dans  tons  les  pays  enfin  oii 
ces  questions  sont  k  Tordre  du  jour.  Ce  journal  s'adresse  k  une  classe  consider- 
able de  lecteurs  interesses  k  dtre  tenus  au  courant  de  toutes  les  grandes  entreprises 
qui  s'ex^cntent  H  est  le  seul  qui  donne  d*nne  mani^re  e^mpiife  et  affieidU  les 
avis  d'adjudications  de  travaux  ou  de  foumitures  pour  tout  le  royaume,  ainsi  que 
les  resultats  des  abjudications  prononci>es.  On  pent  dire  qu*il  est  indispensable  i 
toutes  les  personnes,  qui  sWcupent  de  ces  affaires. — Le  Journal  des  Travaux 
Publics  parait  dtux  foit  par  Memaine,  U  JetuU  €t  ie  Dimanche, — On  s'abonne  anx 
bureaux  de  Postes  et  anx  Messageries. 

Paris. — Un  an,  20  fr.;  Six  mois,  12  fr.     Trois  mois,  6  fir. 

Departemens. — Un  an,  26  fir.    Six  mois,  14  fir.    Trois  mois,  8  fir. 

Bureaux,  Rue  Mohtmartrb,  131. 

Xet  LeUru  non  affranchiea  serotU  rrfuUes, 
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ONE  OF  THE  OLDEST  RAILWAY  PAPERS. 


THE    RAILWAY    HERALD, 

Railway^  Minings  and  Banking  Newspaper. 


PRICE  SIXPENCE,  STAMPED. 


Thb  Railway  Hbrald  if  one  of  the  oldest  Railway  Papen,  and 
attached  to  the  interests  of  the  old  Companies  and  legitimate  enterprisf^.  It 
is  the  only  Railway  Paper  which  combines  Banking  and  Mining  infonitt- 
tion,  so  as  to  give  it  a  character  distinct  from  other  publications  of  the  nsie 
claw. 

The  Railway  Artiolbs  contain  frequently  exdasive  information  as  to 
the  proceedings  of  Companies,  and  include  contributions  from  some  of  tlie 
first  writers  connected  with  the  Railway  interest  and  the  Money  Market  The 
Railway  Herald  has  therefore  received,  and  continues  to  receive,  the 
support  of  the  leading  Railway  Companies.  As  an  exposer  of  frandnloit 
Companies  and  Stags,  the  Railway  Herald  has  taken  a  high  stand. 

As  a  Mini  If  a  Paper,  the  Railway  Hbrald  has  now  taken  the  fint 
rank,  and  produced  a  considerable  influence  in  the  reformation  of  Mining 
abuses. 

The  Articles  on  Banking  and  Currency,  written  by  its  Bankii^ 
Editor,  a  practical  banker  of  high  standing  and  reputation,  have  acquired 
considerable  reputation,  and  have  been  often  quoted  and  republished. 

The  Railway  Herald  is  published  on  Saturday  afternoons,  in  order  to 
receive  the  Cornish  Ticketing  Papers  and  Mining  Intelligence. 

Subscription,  £1  6ir.  per  annum,  or,  if  paid  in  advance,  £1 ;  13«.  per 
half-year,  or,  if  paid  in  advance,  \0s. ;  6#.  6^.  per  quarter,  or,  if  paid  in 
advance,  fl«.  Remittances  may  be  made  in  postage  stamps,  or  by  post-office 
order. 

Advertisements  on  the  same  terms  as  in  the  other  Railway  papera.  It 
is  requested  that  Advertisements  may  be  sent  direct  to  the  Office,  aa,  if  sent 
through  an  advertising  agent,  they  will  only  be  received  from  le^teelaUe 
and  established  advertising  agents. 

A  few  copies  of  the  First  and  Second  Volumes  still  on  hand. 

Subscriptions,  Advertisements,  Remittances,  and  Communicataons  for  the 
Proprietor,  Editor,  or  Publisher,  to  be  sent  to  the  Offices. 


Railway  Hbrald  and  Railway  Rboistbr  Offiob,  42,  BadnghaU 
Street  J  near  Moorgaie  Street^  Citg. 
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THE    IRISH    RAILWAY    GAZETTE, 

XniZNO  AND  COmuaKCIAIi  JOUBNAIi, 

Established  November  4th,  1844. 
PMished  in  Dublin  «m  every  Monday  morning,  in  time  for  despatch  by  the 

early  Mails, 

The  Irish  Railway  Gazette  is  a  non-political  Joamal,  and  ia  ezclasiTely 
deroted  to  Uie  sustainment  of  the  Railway,  Mining,  Commercial,  and  General 
Industrial  Interests  of  Ireland. 

Terms  of  Subteription.—YeBrljy  20a.  j  Half-yearly,  lU.j  Quarterly,  6f.$ 
Single  Paper,  6^.    Subscriptions  payable  in  advance. 

To  Adveriisere.  The  Irish  Railway  Gazette  offers  great  advantages  to 
Advertisers.  It  has  already  obtained  a  circulation  of  upwards  of  2,000  weekly. 
It  circulates  almost  exclusively  among  the  monied  and  influential  classes,  and  is 
filed  regularly  by  the  principal  News  A^nts  in  the  United  Kingdom.  Beside  all 
these  advantages,  the  sonle  of  charges  will  be  found  moderate  and  fair. 

To  the  fti6/ic.— Orders  and  Communications  are  to  be  addressed  to  the 
Editor  of  The  Irish  Railway  Gazette,  No.  12,  Trinity  Street,  Dublin;  or  to 
Mr.  Barker,  12,  Birchin  Lane,  Comhill,  London. 

SCOTTISH     RAILWAY    GAZETTE, 

AND 

JOURNAL    OF    BANKING,    INSURANCE,    MINING,    CANALS, 
STEAM  NAVIGATION,  &c. 

DEVOTED  EXCLUSIVELY  TO  JOINT- STOCK  INTERESTS. 

Published  every  Saturday  Morning, 

nwjnvQ.  {  Edikburoh. ...  13,  South  Hanovbr  Street. 
uu  jriUJi.&  ^  Glasgow 28,  Glassford  Street. 

The  Scottish  Railway  Gazette  Is 'yonducted  upon  principles  of  perfect  impartialitg. 
Wholly  free  from  all  party  connections  whatever,  its  information  and  opmions  are 
independent  apd  unbiassed.  It  possesses  a  first  class  and  most  extensive  circula- 
tion, not  only  in  Edinburgh,  Glasgow,  and  other  parts  of  Scotland,  but  throughout 
Great  Britain,  and  is  reymarly  JUed  at  all  the  Stock  Exchanges,  and  by  the  principal 
Sharebrokers  throughout  the  United  Kingdom.  It  is  accordingly  a  leading  recog- 
nised channel  for  all  advertisements  and  notices  addressea  to  Capitalists  and 
Joint-Stock  Proprietors.  Amongst  the  most  prominent  features  of  the  Gazette 
are  the  following:— 

ORIGINAL  ARTICLES  on  the  schemes  of  the  day,  explaining  and  analyzing 
their  Merits,  &c.,  impartially. 

SPECIAL  REPORTS  of  all  Meetings  of  Shareholders  in  Scotland,  and 
accounts  of  Meetings  in  England  and  Ireland. 

THE  DAILY  SHARE-LISTS  of  London,  Liverpool,  Edinburgh,  and  GIasp;ow, 
together  with  Weekly  Correspondence  from  Paris,  Dublin,  Manchester,  Bristol, 
Leeds,  HuU,  and  other  important  towns. 

Reports  of  Parliamentary  and  Legal  Proceeding 

Ample,  authentic,  and  early  information  respectmg  all  New  Schemes,  illustrated 
by  Maps  and  Plans. 

%*  All  Communications  to  be  addressed  to  the  Office  in  Edinburgh. 
Subscribers  for  Six  Months  are  entitled  to  a  Copy  {gratis)  of 

THE    MAP    OF   RiVlLWAYS    IN   GREAT   BRITAIN, 

Specially  constmcted  and  engraved  for  the  Gazette,  by  Messrs.  W.  &  A  K« 

JoHHSTOK,  Geographers  to  the  Queen. 

TERMS  or  subscription. 

Cash,  per  year 22«.    I    Credit,  per  year 24«. 

per  half-year  ....   Ms,    \     per  lialf-year . . . .   12s. 

Single  Copy A^d, 
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RAILWAY  REGISTER, 

EDITED  BT 

HYDE  CLARKE,  ESQ. 


VOL,  I.  PRICE  £1. 

No.  L  contaixu:— Address  hy  the  Editor— I.  Ratlwaj  ExtensioB^S.  West 
Sussex  Gonte8t-~3.  Rulway  Constraction;  Lajring  out  Lines;  Width  of  Gage^ 
4.  The  Midland  Railways— 5.  History  of  the  Atmospheric  Railway  System  6. 
The  London  and  York  Railway  7.  Hydraulios  and  the  Hydraiifao  BaOway  — 
8.  The  West  Cornwall  RaUway-  9.  The  Grand  Junction  Di^te  - 10.  The  Irish 
Railways — II.  Share  Speculation;  Anecdotes  and  Reveladons  of  Speculaton, 
Jobbers,  Chairmen  and  Directors  How  to  Speculate  ^Alphabetical  List  of  all  tho 
New  Lines  Railway  Meetings  and  Documents^New  Inventions  -  The  Kamp- 
tulicon,  with  a  large  Plate. 

No.  IL  contains:—!.  The  Board  of  Trade  and  the  New  Raaway8-2.  Mining 
in  Mexico,  by  John  Phillips,  Esq.,  Secretary  of  the  Real  del  Monte  Mining  Com- 
pany -  3.  Experiments  on  Kails,  with  Six  Eairravinin  -4.  Kollman's  Railway,  with 

Plate     -    ^  •      •    -^  "  • P      -^  -.  .   ..   -^  ... 


a  Plate  5.  Mining  In  Cornwall,  by  J.  T.  Watson,  Esq.-^^  Liverpool,  Onnakiih, 
and  Preston  Railway,  with  a  Map  -  All  the  Dii«ctors  and  Bngineers'  Reporto  of 
the  Month— A  Complbtb  and  Official  List  of  the  New  Railways  which  hare 
Deposited  their  Plans. 

No.  lU.  contains:- 1.  Aberdeen  Railway,  with  a  Map— S.  Mining  in  Mexico, 
by  John  Phillips,  Eso.,  Na  IL--3.  New  System  of  Rulways,  by  R  Pettit,  with 
Five  Engravings— 4.  iJverpoo],  Ormskiric,  and  Prpston  Railway,  with  a  3<ap  - 
5.  A  Glance  at  Cornish  Mminr,  by  J.  Y.  Watson,  Eso.,  Nu.  IL  -6.  Great  Grimsby 
and  Sheffield  RailwaVf  with  a  Map — 7.  Sheffield  and  Lincoln  Railway,  with  a  Map 
—8.  The  Board  of  Trade  and  Jomt  Stock  Companies --9.  Central  Kent  Railway, 
with  a  Map— 10.  Review  of  Book— II.  Brunei  Testimonial -12.  Patsnts  and 
Inybktions;  Aitken's  Steam  Engine,  with  an  Engraving ;  Jones's  Gas  Lamp, 
with  Ten  Engravings;  Brown's  Grooved  Tiles,  with  Sixteen  En^vings-lS. 
Board  of  Trade  Reports  on  Railways— 14.  Railway  Meetings:  Liverpool  and 
Manchester;  Croydon;  Midland;  West  London  15.  Suaiu  Rkpoets:  Share 
Lists;  Traffic  Tables,  &c. 

No.  IV.  contains: -1.  What  is  a  Vested  Interest? -2.  A  Glance  at  Cornish 
Mining,  by  J.  Y.  Watson,  Esq ,  Na  IIL-3.  Pilbrow's  Atmospheric  Railway-— 4« 
London  and  Birmingham  Railway  Policy  —5.  The  Railways  in  Kent  ~  6.  On 
Preventinof  Accidents  in  Mines,  &c.,  by  R  Rettie,  Esq.,  C.£.~7.  The  Jobbing  <^ 
the  Board  of  Trade— 8.  James  Johnston's  Shut  Water  Space  Boilers  -  9.  The 
Irish  Railways,  with  a  Map -10.  The  Board  of  Trade  and  the  Devon  and  Com* 
wall  Railway  -  II.  Correspondence:  Scotch  Railways  -  12.  The  Board  of  Trade; 
South  Eastern  Report— 13.  Share  Articles— 14.  Railway  Meetings:  Birmingham; 
Grand  Junction;  Great  Western;  York  and  North  Midland— 15.  Reviews  16. 
Share  and  Traffic  Tables     17.  New  Lines  and  Board  of  Irade  Decisions. 

No.  y.  contains:  1.  Board  of  Trade  Reports  2.  A  Glance  at  Cornish  Minings 
by  J.  Y.  Watson,  Esq.,  No.  IV.— 3.  Railways  as  Military  Communicatiiios— i. 
Mineral  Resources  of  the  Republic  of  Chili-  5.  Transit.  Prench  Railways— 6.  Be- 
Dort  of  the  Board  of  Trade;  Berkshire,  Wiltshire,  Dorsetshire,  and  Somersetshire; 
Manchester  and  Leeds;  Kentish  and  South  Eastern;  Xxindon,  Worcester,  and 
Wolverhampton,  and  Birmingham  and  Shrewsbury  Districts— 7.  The  Vierson 
Railway— 8.  The  London,  Salisbury,  and  Yeovil  Biailway,  with  a  ^p  9.  West 
End  and  Southern  Counties  Railway  — 10.  Newark  and  Sheffield  Railwajr  II. 
Armagh,  Coleraine,  and  Portmsh  Railway, with  a  Map— 12.  Kentish  Coast  Railway, 
with  a  Map  13  Salvage  Operation,  with  a  Map  ana  Plate  - 14.  Stock  Exchange 
Report— 15.  Share  Articles^lG.  Notices  of  Books    17.  Share  and  Traffic  Tables. 

No.  VL  contains :— 1.  The  Railways  and  the  Alarmists -2.  Central  of  Spain 
Railway,  with  a  Map  -  3.  Welsh  Midland  Railway,  with  a  Map  4.  Galway  and 
Kilkenny  KaOway,  with  a  Map -5.  Board  of  Trade  R^>ort  on  the  Oxibrd  sad 


RAILWAY   RBGISTSB  ADYBRTIBINa  8HEEC  105 

WoWerhampton  lines -6.  A  Glance  at  Gorniih  Miniiur,  br  J;  T.  Watson,  Esq., 
Na  Y.  7.  On  Prerenting  Accidents  in  Mines,  bj  K.  Bettie,  Esq.,  C.E.—8. 
Preservation  of  Wood  for  Railway  Parpose&^9.  Tretoil  Mines— 10.  Essex  and 
Suffolk  Railway,  with  a  Map— 11.  Sir  William  Burnett's  Patent— 12  Reports  of 
the  Board  of  Trade;  Trent  Valley  and  Ghumet  Valley  Schemes;  London,  Wor- 
cester and  Wolverhampton,  and  Birmingham  and  Shrewsbury  Districts;  London 
and  York,  &c.  Railway  Extensions— 13.  Leeds  Share  Market— 14.  Stock  Ex- 
change Report- 15.  Share  and  Traffic  Tables. 

No.  VIL  contains: — 1.  Share  Apj^ications  and  Allotments-  2.  A  Glance  at 
Cornish  Minmg,  by  J.  Y.  Watson,  JEsq.,  No.  VL— 3.  Wexford,  Waterford,  and 
Valentia  Railway,  with  a  Map— 4.  Prosser's  Guide  Wheels  for  Railways — 5. 
Great  Bordeaux  and  Mediterranean  Railway,  with  a  Map— 6.  Over-Yssel  Railway, 
with  a  Map— 7.  South  Midland  Railway,  with  a  Map— 8.  London,  Oxford,  and 
Hereford  Railway,  with  a  Map  9.  Alto  Douro  Railway,  with  a  Map— 10.  Spain 
in  1838—11.  Note  on  the  Railways  in  India— 12.  Reports  of  the  Board  of  Trade; 
liondon  and  York,  &c..  Railway  Extensions;  Scheme  for  Extending  Railways  in 
South  Wales  ;  Railway  Extensions  in  Lancashire,  &c.  ;  Proposed  Amalgamation 
of  Railways ---Id.  Report  from  Select  Committee  on  Atmospneric  Railways—  14. 
Sir  John  Rennie's  Conrersasione — 15.  Share  Articles- 16.  Share  and  Traffic 
Tables. 

VOL.  II. 

No.  Vin.  contains:  -1.  Railways  in  India,  with  a  Map— 2.  The  Battle  of  the 
Gages— 3.  Leicester  and  Bedford  Railway,  with  a  Map  -4.  Nasmyth  and  May's 
^provements  in  Atmospheric  Railways— 5.  On  Atmospheric  Railways — 6.  Hun- 
genord  Suspension  Bridge — 7.  The  Isthmus  of  Panama  8.  Belgian  Railways, 
with  a  Map  -9.  HolyheM  and  Porth-dyn-Uaen — 10.  Great  Eastern  and  Western 
)<  ail  way,  with  a  Map— 11.  The  ''Optimum  Gage'*- 12.  Railway  Legislation,  its 
Machinery  and  Results  -  13.  Report  of  the  Board  of  Trade  on  lUilway  Extension 
in  Lancashire  and  adjoining  districts  - 14.  Parliamentary  Proceedings  ;  Progress 
of  Railway  Bills— 15.  Railway  Meetings  - 16.  New  Railway  Schemes — 17.  Mis- 
cellaneous ;  Share  and  Traffic  Tables;  &c. 

No.  IX.  contains:  -1.  Railways  in  India  (Second  Article),  with  a  Map~2.  Rail- 
ways  in  the  Island  of  Sardinia,  with  a  Map— 3.  Railway  Legislation,  its  Machinery 
ana  Results  (Second  Article)— 4.  Northampton,  Banbury,  and  Cheltenham  Rail- 
way, with  a  Map— 5.  The  French  Northern  Line— b.  Oxford,  Witney,  Cheltenham, 
ana  Gloucester  Independent  Railway,  with  a  Map  7.  On  preventing  Accidents 
in  Mines— a.  Extinction  of  the  Railway  I>epartment  of  the  Board  of  Trade-9. 
Commission  on  the  Gages — la  Report  from  the  Select  Committee  on  the  South 
Sastem  Railway  Petition — 11.  London  and  Manchester  Direct  Independent  RaiK* 
way  (Remington's  Line)  with  a  Map— 12^  Railways  in  Canada,  witn  a  Map— 13. 
Railways  in  Holland  with  a  Map  of  the  Dutch  Rhenish  Line — 14.  Official  Doco- 
ments— 15.  Prograss  of  New  Railway  Bills^l6.  Reports  of  Meetings  - 17.  New 
Bail  way  Schemes— 18.  Law  Proceedings  -19.  Miscellaneons— Shwe  Artfeles, 
Traffic  Tables,  &c 

No.  X.  contains:—!.  Railways  in  India  (Th^rd  Artkde),  with  a  Map— 2.  Reyi- 
sicik  of  the  Standing  Orders-^3.  Gloucester,  Ab^ystwith,  and  Central  Wales 
Bailway,  and  Improyement  of  Aberystwith  Haiix>ur;  with  a  Map-  4.  Railways, 
Landowners,  and  Petitioners^  5.  Employment  of  the  Ann^  in  Public  Works— 
^.  Third  Glass,  or  Parliamentary  Carnages,  with  Engrayings— 7.  DerWshire, 
SCafford^ire,  and  Worcestershire  Junction  Railway,  with  a  Map— 8.  Eolrush, 
Dublin,  and  Belfiuit  Junction  Railway,  with  a  Map— 9.  North  Kent  and  South 
Eaatem  Railway*— la  Midland  and  Eastern  Counties  Railway,  with  a  Map — ll. 
Oxford,  Southampton,  Portsmouth,  and  Gosport  Railway,  with  a  Map  12.  RmI- 
way.  Dock,  &c.  Bills  of  Session,  1845—13.  Chester  ana  Manchester  Direct  Bail- 
way,  and  Branch  to  Birkenhead,  with  a  Map — 14.  Railway  Group  Conmiitteea— 
15.  London,  Hounslow,  and  Western  Railwa;^,  with  a  Map — }S,  Railways  in 
Australia — 17.  Railway  Meetings — 18.  New  Railway  Schemes  -  19.  Miscellaneoas 
^l^iare  and  Traffic  Tables,  &c 

No.  XL  contains:— 1.  Railways  in  Ireland,  (First  Article)*  2.  South  Union,  or 
Manchester,  Potteries,  and  London  Railway,  with  a  Map  -3.  Review  of  Conti- 
nental  Bailwaya'»4.  Jersey  Railway  and  Pier  Company— 6.  Railways  in  Amerioai 


106  RAILWAY   BBGI8TBE  AJ>YW8XSSUKQ  SHBBT. 

(First  Artide)  >6.  Direct  Londcm  and  ExeCar  Bailway,  with  m  Sfap— 7.  IC 
Hallette*8  Atmospheric  System— 8.  Athens  and  Pii^iu  Railwaj-*9.  Gi«at 
Eastern  and  Western  Railway »  and  connecting  Lines,  with  a  Mi^— la  The  Gnat 
Manchester,  Rngbj,  and  Southampton  Railway^ll.  The  Great  Enroman  Bail- 
way — 12.  Cheltenham,  Oxford,  and  Brighton  Junction  Railway,  with  a  Jlap— 19, 
The  Bristol,  Bath,  and  Bridgewater  Grand  Junction  Railway  14.  Cork  and 
Fermoy  Direct  RailwaT,  with  a  Map  15.  The  Law  of  Railways— 16.  Sheffield 
Nottingham,  and  London  Direct  Railway,  with  a  Map— 17  Review:  Guide  to 
Railway  Speculation -18  Railway  Meetmgs  -  19.  New  Railway  Scheraea-ao. 
3iisoelIaneons    Share  and  Traffic  Tables,  &c 

No.  XXL  contains: — 1.  Railways  in  Ireland,  (Second  Article,)  with  a  Mi^— 2. 
liverpool,  Manchester,  and  Newcastle-upon-Tyne  Junction  Railway,  with  a  Map 
—3^  Railways  in  India,  (Fourth  Article,}  with  a  fdxp  4.  Birmingham  and  Man- 
Tihimtiir  Direct  Railway,  with  a  Map--5  Introduction  into  England  of  Hallette*s 
Atmospheric  Railway  System— 6.  Plymouth,  Bideford,  Stratton,  and  Mellook 
Railway,  &c .  with  a  Mtp— 7.  Metrcmolitan  Improrements,  No.  I. — &  Barton* 
npon-lVent,  Staffbrd,  Shrewsbuiy,  and  X^ewtown  Railway,  wkh  a  Map  —9.  Grand 
Junction  and  Midlands  Union  RaUway,  with  a  Map->10.  Cambrian  and  Grand 
Junction,  with  a  Map-- 11.  Bristol  and  Dover  Direct  Junction  Railway,  with  a 
Map— 12.  The  Great  Western  Railway  of  Canada,  with  a  Map  —13.  The  Bngby, 
Swindon,  and  Weymouth  Direct  Junction  Railway,  with  a  Map -14.  Belgian 
Railways.  By  Prospectus — 15.  Railway  Meetings  —16.  RaUway  Schemes  of  the 
Month— 17.  Miscellaneous-  Monetary  Operations;  Share  and  "l^affic  Tables,  &C 

No.  Xni.  contains:— 1.  Railways  m  Ireland  (Third  Article)— 2.  Cheltenham, 
Oxford,  and  London  Junction,  with  a  Map  —3.  Calcutta  and  George's  Point  Rail- 
way, with  a  Map— 4.  Great  Eastern  and  Western  Railway,  its  Auxiliaries  and 
Extensions — 5.  The  Eastern  Counties,  Barking,  and  Thames  Junction  Railway, 
&c. — 6.  Metropolitan  Improyements,  No.  11. — 7.  The  Great  West  of  England 
Railway,  with  a  Map— 8.  Belgum  Railwajrs  (continued)— 9  The  Railway  Interest 
of  the  United  Kingoom- 10.  Railway  Notices  in  the  London  Gazette — 11.  Mone- 
tary Operations  of  the  Month — 12.  Railway  Meetings— 13.  Share  and  Traffic 
Tables,  &c— 14.  Index  to  the  Volume,  &c.— 15.  List  of  Railway  Maps. 

VOL.  III. 

Na  XrV.  contains:—!.  The  State  and  Prospects  of  Railway  AffiuzB— S.  Con- 
tinental Railways  3.  Great  North  of  India  Railway— 4.  The  Madras  Railway— 
5.  Metropolitan  Improvements,  No  nX^  6.  Commission  on  the  Gages — ^7.  List 
of  Plans  lodged  with  Board  of  Trade— 8.  Society  of  Arts ;  Broad  and  Narrow 
Oage-9.  Liability  of  Applicants  for  Railway  Shares —10.  Sale  and  Transfer  ^ 
Scrip— 11.  Railway  Meetings— 12.  Monetar)r  Transactions  of  the  Month— 13» 
Share  and  Traffic  Tables. 

No.  XV.  contains— 1.  Parliament  and  the  Railways— Sir  Robert  Peel's  Plan — 
2.  The  Gage  Question— 3.  The  Welsh  Midland  Railway  -  4.  The  Great  Western 
of  Canada  5.  Lame,  Belfast,  and  Ballymena  Railway— 6.  Railways  in  India 
(fifth  Article),  the  Calcutta  and  Diamond  Harbour  Railway  and  Docks — 7.  Con- 
tinental Railways  :— Louvain  and  Jemappe— Hasselt  to  St.  Trend- France- 
Great  Northern— Havre  and  Rouen— Orleans  and  Vlerson— 8  Character  and 
Results  of  the  Railway  Excitement,  with  prospectiye  Suggestions,  Public  and 
Parliamentary  9.  Russian  Railways— 10.  List  of  lines  abandoned -11.  Railway 
Meetings:  River  Dee  and  Railway  Projects — Glasgow,  Piualey,  Kilmarnock  and 
Ayr— Renfrew  and  Ayr  Counties- Worcester  Canal— Manchester  and  Birming- 
ham Lynn  and  Ely — Paris  and  Lyons  Companies  -  Leeds  and  C^liale— Hiid« 
dersfield  and  Manchester—  Huddersfield  and  E.  and  W.  Coasts  Metropolitan 
Junction— Dublin  and  Sandymouth— South  Western— Worcester,  Warwick,  and 
Rugby— Bradford,  Manchester,  and  Liverpool  Direct  >  Lancaster  and  Carlisle  — 
Scottish  Grand  Junction  -  Grand  Welsh  Central  -  12.  Miscellaneous— 13.  Shaxv 
and  Traffic  Tables,  &c 

No  XVI  contains:— 1.  Progress  of  Railway  Le&;islation— 2  Railways  In  India 
(from  a  Correspondent  in  India)  —3  Effects  oi  Railways  in  India  npon  Warfiue  — 
4  The  Direct  Bombay  and  Madras  Railway,  with  a  Map— 5  The  Gage  Com- 
mission—6    Foreign   Railways:  -Namur  and  liege;  Gnat  Nojrth  off^ranoe; 
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Central  of  Swun;  Venioe'  and  Vicenca  7.  The  Duchy  of  Kassau  RatlwayB  -  8» 
Descriptiye  Notice  of  the  Mines  and  Amalgamation  Irocess  of  Mexico— 9-  Par- 
liamentary Proceedings  —10.  Official  PapBrs — 11.  The  Broad  and  Narrow  Gagea 
— 12.  TTie  Railway  Scale— 13  Railway  Meeting:— Cockermouth  and  Working- 
ton; Bristol  and  Gloucester;  London  and  Bi^hton ;  Richmond ;  Kendal  and 
Windermere;  Newcastle  and  North  Shields;  Eiast  Lancashire;  Great  Western, 
&c. — 14.  Miscellaneous — 15.  State  of  the  Money  Market  during  February— 16. 
Share  and  Traffic  Tables -17.  Daily  Price  of  Stocks  for  February. 

No.  XVn.  contains:— 1.  Railway  Reform  2.  The  Gage  Commission — 3. 
Report  upon  the  present  condition,  &c,  of  the  Harbours  of  Lame,  Loch  Ryan, 
Fort  Patrick,  Donag^adee,  and  Belfast -4.  DescriptiTe  Notice  of  dialfinas  and 
Amalgamation  Process  of  Mexico— ft.  Lsw  ProoeBcmigB  ia  onrnwrtian  inth  BaiL» 
rays:  Walstab  >.  Spottiawoode;  KHDowaQ  v.  Dmrnrngtan  and  others;  FinlaysGO 
-       '     ^  ^    '  g^,^  ,m(i  Wolyerhampton  Company; 


V.  PSlbrow;  Loid  Wazd  u,  the  Oxibrd,  Worcester, 

Fanrons  o  Monta  and  others;  Woolmer  and  others  o.  Toby— 6.* Parliamentary 
Prooeedinffs — 7  Railway  Meetings:  Lancaster  and  Preston— North  Union-* 
Leeda  and  Bradford  -Lynn  and  Ehr— Lynn  and  Dereham — ^Ely  and  Huntingdon 
— Eaatem  Union — South  Wales  North  Wales — Wilts,  Somerset  and  Weymouth 
— ^Edinburgh  and  Glase^ow— Edinburgh  and  Northern  ~  Mlddlesborough  and 
Redcar  Scottish  Central—  Caledonian — Waterford  and  Limerick — Dun&lk  and 
Enniskillen  Londonderry  and  Enniskillen — ^Dublin  and  Belfast — Manchester  and 
Leeds — ^Leeds  and  Thirsk — ^Hull  and  Selby — ^Liverpool  and  Bury— Oxford,  Wor- 
cester and  Wolverhampton— Lowestoft  Railway  and  Harbour— Dunstable — Fur- 
ness,  &c  &c  — 8.  Miscellaneous — 9.  State  of  the  Money  Market  daring  March— 
10.  Share  and  Traffic  Tables— 11.  Daily  Price  of  Stocks  for  March. 

No.  XVIII  contains:  — 1.  Where  ought  the  Responsibility  to  lie  ?  Walstab  v, 
Spottiswoode ;  Woolmer  v  Toby -2.  Dutch-Rhenish  lUilway— 3.  Railway 
Reform,  and  Rights  of  Shareholders  and  the  Public  -4.  On  PrcTenting  Accidents 
in  Mines.  By  R.  Rettie,  CJB. — 5.  Parliamentary  Proceedings  -6.  Official  Papers 
— 7.  Law  InteUiffence— 8.  Railway  Meetings:  Ix>ndon  and  Manchester  Direct ; 
Belgian  Eastern  Junction;  Namur  and  Liege;  Jamaica  South  Midland  Junction; 
Lanarkshire  and  Lothians;  Forth  and  Clyde  Junction— Ayrshire  and  Caledonian; 
Perth  and  Inverness ;  Huddersfield  and  Sheffield ;  Newcastle  and  Carlisle  i 
Jamaica ;  Durham  and  Sunderland ;  Sheffield  and  Manchester ;  London  and 
Brighton;  London  and  Croydon;  Fumess  -8.  State  of  the  Money  and  Share 
Markets  for  the  Month  of  April— 9.  Traffic  Table— 10.  Share  lists— 11.  Daily 
Price  of  Stocks. 

No.  XIX.  contains: — Title  and  Index  to  Volume  IIL— Dedication  to  George 
Carr  Glyn,  Esq.— 1.  North  Kent  Railways;  with  a  Map— 2.  Wexford,  Water- 
ford,  anid  Valentia  Railway — 3.  Atmospheric  Propulsion— 4.  Contributions  on 
Railway  Statistics  5.  Inyestment  of  Capital;  or.  How  to  Lay  Out  Money  with 
Safety  and  Profit— 6.  Railways  in  India— 7.  On  Preyenting  Accidents  in  Mines 
— 8.  Railway  Reform  and  Railway  Relief— 9.  American  Railways— 10.  Traffic 
Table— 11.  Share  Lists— 12.  Daily  Price  of  Stocks. 

RAILWAYS, 

X>ARTIES  contemplating  Purchases  or  Sales  of  Railway  Shares  at  the 
^  present  prices,  may  obtain  detailed  information  as  to  their  existing  condition 
and  future  probable  results,  upon  application  at  the  offices  of  Thomas  Allsop,  34, 
ComhiU,  and  280,  Regent  Street.    T.  Allsop  will  also  furnish  persons  seeking 

Krmanent  inrestments  with  data  which,  by  judicious  comparison,  may  a?ert  the 
w  and  even  ruin  which  hare  fre<]^uently  attended  purchases  made  upon  slight 
information,  or  upon  erroneous  anticipation,  both  as  to  cost  and  charges  made  at 
the  outset  of  these  undertakings. 

The  price  of  the  great  lines  of  railroad  is  not  alone  a  grand  criterion  of  yalue, 
which  must  be  sought,  as  regards  permanent  investment,  on  fiur  different  grounds. 
The  purdiases  made  at  present  may  be  referred  chiefly  to  local  or  nersonaf  feeling, 
and  to  the  general  importance  or  estimation  of  the  particular  nnaertaking,  not  to 
its  real  worth  as  compared  to  its  price;  and  to  these  points,  as  constitatiDg  the 
best  tests  of  value,  T.  Allsop  has  directed  parcicolar  attention. 
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GBEAT    BRITAIN    MUTUAL    LIFE    ASSURANCE 

SOCIETY, 

14»  WATBRLOO  PLACE,  PALL  MALL, 
AKD  79,  KIKO  WILLIAM  8TRBST,  L02nX>ir. 

DIRECTOBS. 

Tbb  CmSHOLH,  dotniur*. 

WILLIAM  MOHLET,  Eao^  D^miy  Ckairmmu 


Jambs  John  Kiuloch,  Bsq. 

Hkrbt  Lawbok,  Esq. 

HxNBT  PsmrT,  Esq. 

RoBBBT  t^owBB,  Esq.,  M.  D. 

Rev.  F.  W.  Johnson  Vicxbbt,  A.  M. 


HsNBr  Stbottd  Barbbb,  Esq. 

JOVN  I^RIOHTMAN,  Esq. 

Francis  Brodioan,  l£q. 
Jambs  Willlam  Dbacon,  Esq. 
Albxandbr  Robbrt  Ibvinx,  Esq. 
John  Inqlib  Jbrdbin,  Esq. 
Auditors.— C.  B.  Bulb,  Esq.       T.  C  Simmons,  Esq.    W.  Archer  Shbb,  Esq. 
Fhtsician.' John  Clbnbinnino,  H.D.,  F.  B.  S.,  16,  Wimpole  Street. 
SouGiTOR.    Walter  Prldbauz,  Esq.,  Groldsmiths*  HsU. 
Bankxrs.  -Union  Bank  op  London. 

ADVANTAGES  OF  THIS  INSTTrUTION. 

The  whole  of  the  Profits  divided  aonusUy  among  the  Members,  after  pajment  of 
fire  Annual  Premiums. 

An  ample  guaranteed  Capital,  in  addition  to  the  Fund  continually  aocnmulatiog 
from  Premiums  fuUy  sufficient  to  aflbrd  complete  security  to  the  Policy-Holden. 
HALF  CREDIT  RATES  OF  PBEMIUM. 

The  attention  of  Assurors  is  particularly  directed  to  the  Half  Credit  Bates  of 
Premium,  bv  which  means  Assuranees  may  be  effected,  and  loans  for  short  periods 
secured  with  the  least  possible  present  outlay,  and  at  a  less  premium  than  for 
short  terms  only,  and  with  the  option  of  payins^  Rp  the  aicears  and  interest,  thus 
becoming  entitkd  to  partimpate  in  the  whole  ofthe  profits  of  the  institutioiu 


BXTRACT  PROM  THB  HALP  ORBDIT  RATBS  OP  PBK] 

muM. 

Age  90. 

Age  25. 

Age  80. 

Age  40. 

Age  60. 

Age  60. 

£m.    d. 

0  17    0 

£».    d. 
0  18    9 

je«.  d. 

1     1     1 

£m.   d. 

1     8    9 

£m.   d. 
2     1    0 

Xs.   d. 

8    4    9 

Thus,  for  example— a  person  in  the  twenty^fifth  year  of  his  M;e,  instead  of  pay- 
ing jf  I  17s.  6dL  per  annum  for  an  Assurance  of  JSlOO.  would  be  required  to  pay 
i8s.  9i.  only  during  the  first  five  years,  when,  on  payment  of  the  arrears  of  Pre* 
mium,  amounting  to  £4  13«.  9d  his  share  of  the  Profits  would  be  sndi  as  to 
reduce  his  future  Annual  Premiums  to  very  little  more  than  the  half  Premium  of 
IBs.  9<1  originally  paid  by  him.  The  Great  ^itain  is  the  only  Mutual  Assnranop 
Society  in  which  tnis  very  g^at  accommodation  is  given  to  the  Assured. 

Transfers  of  Policies  eili^ted  and  registered  (wi£out  chaige^  at  the  OiBoe. 

Claims  on  Policies  not  subject  to  be  litigated  or  disputed,  except  with  tiie 
sanction,  in  each  case,  of  a  General  Meeting  of  the  Members,  to  be  specially  eon* 
yened  on  the  occasion.    * 

Members  Assured  to  the  extent  of  XI, 000  entitled  (after  paynvmt  of  five  Annual 
Premiums)  to  attend  and  yote  at  aQ  CknenJ  Meetings,  which  will  hare  the  super* 
intendence  and  control  ofthe  funds  and  af&irs  otmQ  Society. 

Full  particulars  are  detailed  in  the  Prospectus,  wluch^  widi  every  requisite  in- 
formation, may  be  obtained  by  application  to 

A.  R.  IRVINB,  Managing  Director. 

Agents  wanted  in  Towns  not  pro-occupied,  and  applications  fkom  respectable  and 
influential  parties  addressed  to  the  m^nagit^g  IMrector,  at  Na  14,  Waterloo  Place, 
London,  will  meet  immediate  attention. 
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